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REPORT  from  the  Board  of  Trade, 

In  compliance  with  an  Order  of  the  Honoorable  The  House  of  Commonsy 

dated  8  February  1870 ; 


**That  the  Board  of  Trade   do   present    to   this  House  a  Report    upon 
the  Railway,  Tramway,  Gas,  and  Water  Bills  of  the  present  Session/* 


(Mr,  Shaw  LefevreJ) 


Ordered,  by  The  House  of  Commons,  to  be  Printed, 
8  February  1 870. 
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REPORT  OF  THE  BOARD  OF  TRADE  ON  THE  RAILWAY, 
TRAMWAY,  GAS,  AND  WATER  BILLS  OF  1870. 


The  Number  of  Bills  deposited  this  Session,  which  relate  to   Railways, 
Tramways,  and  the  Supply  of  Gas  and  Water,  amounts  to  180. 


RAILWAYS. 

The  Number  of  Bills  which  relate  to  Railways  amounts  to  93,  of  which 
number  64  propose  to  authorise  the  construction  of  New  Railways,  or 
Additional  Railway  Works. 


NUMBBB 
OF 

Bills. 

Lbwoth. 

OF 

Nbw  Libb. 

Proposed  Capital. 

BjSbtres. 

By  LoftB. 

Total. 

Pbomotbd  bt  New 

CoHPAvifis : 

England        ... 

Sootland         ... 

Ireland           ... 

15 
8 

MUes. 

117 
28 

4,814,000 
92,000 

1,217,200 
84,000 

6,581,200 
126,000 

TOTAI*  •     -     - 

18 

146 

4,406,000 

1,251,200 

5,657,200 

PaOMOTBD  AT  ExiSTIMO 

Companies: 
England         ... 
Sootland         ... 
Ireland 

68 
10 
12 

71 

22 

2 

2,118,000 

860,000 

60,000 

1,489,600 

116,600 

60,000 

8,602,600 
466,600 
120,000 

Total  -    -    - 

76 

95 

2,528,000 

1,666,200 

4,189,200 

Total  for  Railways  - 

98 

240 

0|929,000 

2,917,400 

9,846,400 

-Bt 

TRAMWAYS. 
The  Number  of  BUls  which  relate  to  Tramways  amounts  to  27. 


England        ... 
Scotland         ... 
Ireland          ... 

28 
8 

1 

446 
58 
11 

2,696,000 

520,000 

90,000 

672,800 

180,000 

80,000 

8,868,800 
650,000 
120,000 

Total  for  Tbamwats 

27 

515 

8,806,000 

832,800 

4,188,800 

GAS. 


The  Number  of  Bills  which  relate  to  the  Supply  of  Gas  amounts  to  33 

England        ... 

Scotland 

Ireland 

80 
2 

1 

.              . 

2,884,171 
100,000 

2,801,950 
28,000 
25,000 

5,136,121 

28,000 

125,000 

Total  for  Gas   - 

88 

- 

2,984,171 

2,849,950 

5,284,121 

WATER. 
The  Number  of  Bills  which  relate  to  the  gupply  of  Water  amounts  to  27. 


England        ... 
Sootland         -        -        - 
Ireland .        .         -        - 

22 
1 
4 

881,600 
80,000 

1,289,962 

15,000 

188,500 

1,601,562 

15,000 

168,500 

Total  for  Water      - 

27 

- 

801,600 

1,888,462 

1,780,062 

Obi9£Bal  Total  fbrv 
Railways,   Trav- | 
WATS,      Gas,     and 
Water  - 

180 

Railwajs  'j 
240  miles, 
Tramways  [ 
I  515  miles.  J 

18,560,771 

7,488,612 

21,049,888 

A  2 
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RAILWAY  BILLS. 


NAME   OF  BILL. 


pie  and  llfracombe  Rail- 
way (If  0.I). 


Banttaple  and  nfraoombe  Rail- 
way (No.  2X 


Bedford  and  Northampton  Bail- 
way, 

Belfast,  Holywoody  and  Bangor 
Bttlway. 


Blackpool  and  Lytham  Railway 
(New  Works  and  Additional 
Powers). 


Blane  Valley  Railway 


Brecon  and  Mertby  r  Tydfil  Jane- 
lion  Railway. 


Bristol  and  North  Somerset  Bail- 
way. 

Bristol-Port  Railway  and  Pier  - 


Bude  and  Torrington  Junction 
Railway. 


Bniy  St  Edmunds  and  Thetford 
Bailway. 


Page 

in 

Grouping 

List. 


20 


20 


21 


20 


21 


21 


20 


20 


21 


OBJECT  OF  BILL. 


Capital  Proposed. 


By  Shares. 


To  incorporate  a  Company  for  makine  a  Rail- 
way from  Barnstaple  to  Ilfracombe,  witii 
Branches  to  the  Deron  and  Somerset  and  the 
London  and  South  Western  Railways  at  Bam- 
stable,  and  to  authorise  working  arrange- 
ments with  the  Devon  and  Somerset  and 
the  London  and  South  Western  Railway 
Compaiiies. 

To  incorporate  a  Company  for  making  a  Rail- 
way from  Barnstaple  to  Ilfracombe,  with  a 
Branch  to  the  London  and  South  Western 
Railway  at  Barnstaple  ;  to  authorise  the  use 
of  a  part  of  the  Railway  of  the  London  and 
Soutn  Western  Company  at  Barnstaple,  and 
traffic  facilities  over  the  Railways  of,  and 
working  arrangements  with,  that  Company. 

To  extend  the  time  for  the  completion  of  the 
Railway. 

To  authorise  the  Court  of  Chancery  to  sell  or 
lease  the  Railway  to  the  Belfast  and  County 
Down  Railway  Company. 

To  authorise  the  construction  of  a  Railway  at 
Lytham  to  connect  the  Company's  ELailway 
with  the  Lvtham  Branch  of  the  Preston  and 
Wyre  Railway,  and  working  arrangements 
with  the  Lancashire  and  YoriLshire  and  Lon- 
don and  North  Western  Railway  Companies. 

To  authorise  the  abandonment  of  the  Exten- 
sion Railway  sanctioned  in  1865. 

To  authorise  additional  sums  as  Debenture 
Stock,  and  certain  arrangements  as  to  pay- 
ment of  interest  on  existing  Debenture 
Stocks. 

To  authorise  a  deviation  at  Radstock,  and  the 
laying  of  the  mixed  gauge  on  the  Great 
Western  Railway  at  Bristol. 

To  amend  the  provisions  of  the  Company's 
Act  of  1867  with  reference  to  the  separate 
undertaking  thereby  authorised,  and  to 
enable  the  Great  Western  and  Midland 
Railway  Companies  to  subscribe  thereto. 

To  extend  the  period  limited  by  ^The  Oke- 
hampton  Railway  (Extensions  to  Bude  and 
Torrington)  Act,  1865,"  for  the  completion  of 
the  Railway. 

To  authorise  a  deviation,  the  abandonment  of 
a  short  branch  Railway,  a  reduction  in 
the  authorised  capital,  and  extension  of  time 
for  compulsory  purchase  of  lands,  and  for  the 
completion  of  the  whole  Bailway. 


120,000 


By  Loan. 


£. 
40,000 


106,000 


10,000 


Length 

New  liiu 
Proposed. 


X.  CHS. 

13  55 


35,000 


14  60 


3,300 


60,000 


45^000 


0  42 


-{ 


15,000 


r 


deviation 
1    34 


deviation 
2    25 
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Google 


RAILWAY,  TRAMWAY,  GAS,  AND  WATER  BILLS  OP  1870. 


RAILWAY  BlhTuS— continued. 


KAM£    OF   BILL. 


Caledonian  and  Glasgow  and 
Sovth  Western  Railway  Com- 
pniies. 


Csiedoidan  Railway  (Additional 
Powefs). 


Page 

in 

Grouping 

List. 


OBJECT    OF   BILL. 


Capital  Proposed. 


By  Shares. 


By  Loan. 


Length 

of 

New  Line 

Propoeed. 


21 


21 


Caledonian  Railway  (Tay  Fer- 
ries and  Land  at  Dundee). 


CiIlaDder  and  Chan  Railway 


Continental  Communication 


Chesterfield  and  Brampton  Rail- 
way. 


Cobham  Railway 


Bare  Valley  Railway 


Dublin   and   Antrim  Jnnction 
Bailway. 


2. 


21 


21 


19 


20 


19 


21 


22 


To  vest  the  undertaking  of  the  Glasgow, 
Paisley,  and  Johnstone  Canal,  under  the 
control  of  a  joint  committee,  in  the  Cale- 
donian and  the  GInsgow  and  South  Western 
Railway  Companies. 


To  authorise  branches  fi-om  the  Caledonian 
Railway  toBalerno;  the  alteration  of  levels  of 
authorised  Railway  at  Hamilton  ;  a  junction 
line  at  Abbey  Holme ;  an  alteration  of  the 

Eublic  road  at  Currie,  the  Postii  and  Park- 
ouse  Turnpike  roads  at  Glasgow,  and  the 
maintenance  of  a  reservoir  at  Whitburn ;  to 
extend  the  time  for  compulsory  purchase  of 
certain  Lands  under  *'  The  Lanark  and  Mid- 
lothian Act,  I860,''  and  '<  The  Branches 
Act,  1867 ;"  nnd  for  the  completion  of  the 
Muirkirk  Branch,  1865,  nnd  certain 
branches  under  the  above  Act  of  1866 ;  to 
authorise  the  use  of  locomotive  engines  on 
the  Greenock  Harbour  Branch,  and  certain 
Capital  arrangements  with  the  Dundee, 
Perth,  and  Aberdeen  Junction  Railway 
Company,  ^c. 

To  authorise  Company  to  make  and  maintain 
a  Pier  or  Jetty  at  Dundee,  and  to  acquire 
the  powers  of  the  Trustees  of  the  Tay 
Ferry. 

To  abandon  the  construction  of  the  portion 
of  Railway  between  Tyndrum  and  Oban, 
and  the  tramway  at  Oban  ;  to  extend  the 
time  for  the  completion  of  a  portion  of  the 
Railway  ;  to  reduce  the  amount  of  authorised 
share  capital;  to  authorise  the  Caledodian 
Railways  to  work  and  maintain  the  Rail- 
way, &c. 

To  incorporate  a  Company  for  the  purpose  of 
establishing  steam  vessels  of  great  power  and 
burden  to  ply  between  Dover  and  the  Con- 
tinent; to  authorise  the  construction  at 
Dover  of  quays,  piers,  and  breakwater,  and 
other  works  in  connection  with  the  Tidal 
Harbour ;  and  of  certain  Railways  in  con- 
nection with  the  South  Eastern,  and  Lon- 
don, Chatham,  and  Dover  Railways;  to 
enter  into  workins^  arrangements  with  those 
Railway  Companies,  ana  into  agreements 
with  Foreign  Governments. 

To  incorporate  a  Company  for  making  a  Rail- 
way from  the  Midland  Railway  at* Chester- 
field Station  to  Brampton,  witri  three  short 
Tramways  in  connection  therewith;  traffic 
facilities  with  the  Midland  Railway  Com- 
pany. 

To  incorporate  a  Company  for  the  construction 
of  a  Railway  (on  a  gauge  not  wider  than  three 
feet  or  narrower  than  two  feet)  from  a  point 
adjoining  the  London  and  South  Western 
Railway  atEsher  to  Cobham. 


To  abandon  the  Railway  secondly  described  in 
Act  of  1863  ;  to  raise  additional  capital :  and 
to  lease  the  Railway  to  the  Taff  Vale  Rail- 
way Company. 

To  authorise  running  powers  over  a  portion  of 
the  Ulster  Railway,  the  Banbridge,  Lisbum, 
and  Belfast,  and  the  Belfast  Railway,  and 
facilities  for  traffic  with  the  Compaaies 
owning  those  Railways. 


A3 


£. 


CB8. 


6    54 


400,000 


10,000 


26,000 


21,000 


183,000 


0    38 


3,800< 


8,800 


1     13 

Tramways 

0    21 


4    79 


7,000 


40,000 
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Google 


RCTORT  OF  THE  BOARD  OF  TRAOE  OX  THE 


RAILWAY  BlJjJ^S— continued. 


NAME   OF   BILL 


Dublin  TniDk  Conneoting  Bul- 


Dublin,  Wicklow,  and  Wexford 
Riulwav. 


Dudley,  Oldbury,  and  Birming- 
ham High  Level  Railway. 


East  and  West  Junction  Rail- 
way. 

East  and  West  Metropolitan 
Junction  and  Mansion  House 
Railway. 


East  London  Railway 


Page 

in 

Grouping 
List. 


22 


22 


20 


20 


19,  29,  80 


19,  29 


OBJECT   OF    J3ILL. 


Edinburgh,   Loanhead,  Roslin, 
and  Penicuik  Railway. 


Elleamere    and    Glyn    Valley 
Railway. 

Ely   and    Bury    St.    Edmunds 
liailway. 


Fumess  Raihrfty 


21 


21 


20 


To  extend  the  time  for  purchase  of  lands  and 
for  the  completion  ot  the  Company's  Rail- 
ways; to  authorise  additional  capital;  to 
authorise  working  and  traffic  arrangements 
with  the  London  and  Morth  Western  Railway 
Company, and  traffic  rrrangementswith  other 
Companies. 

To  authorise  n  sliort  lUilway  at  Wexford,  a 
diversion  of  the  existing  Railway  at  Bray 
Station,  a  widening  at  Sbanganagh  Junction, 
a  dive  sion  of  Tram  way  at  Sandycove  Station ; 
to  enable  the  London  ana  North  Western 
Company  to  subscribe  30,000  /.,  and  to  enter 
into  traffic  arrangements  with  that  Company. 

To  incorporate  a  Company  to  construct  a  Rail- 
way from  Dudley  to  the  Stuurbndge  Exten- 
sion liailway  at  Smethwick,  with  Branch 
Lines  to  theGr«atAVestem  Railway  at  Park- 
head;  to  authorise  running  powers  over  the 
Stourbridge  Extension  Railway,  and  traffic 
and  working  arrangements  with  the  Great 
Western,  tlie  London  and  North  Western,  and 
the  Stourbridge  Railway  Companies. 

To  extend  the  time  for  the  construction  of  the 
Railway  under  the  Company's  Acts  of  1864  and 
1866. 

To  incorporate  a  Company  for  the  construction 
of  two  Rail  ways ;  the  first  from  a  Junction 
with  the  Tower  Hill  Extension  of  the  Metro- 
politan Railway  near  Ald^ate  High-street, 
passing  in  tunnel  undf>r  Whitechapel  High- 
street  and  Whitechapel  and  Mile  End  Roads 
to  a  point  adjoining;  the  Bow  Station  of  the 
Nortn  London  Railway;  the  second  from  a 
Junction  with  the  Metropolitan  District  Rail- 
way near  Old  Fish-street  Hill,  passing  in 
tunnel  under  New  Earl-street,  Cannon  street, 
part  of  Fenchurch -street,  and  Aldgate  High- 
street,  to  a  Junction  with  the  first  Railway, 
under  Whitechapel  High-street;  to  authorise 
traffic  ari-angements  with  certain  Companies, 
&c. —  Workmen's  trains  at  fares  of  Hd,  per 
journey. 

To  extend  the  time  for  compulsory  purchase 
of  lands  and  for  the  completion  of  the  Com- 
pany's Railways;  to  auth 'rise  agreements 
for  the  use  of  portions  of  the  Great  Eastern 
Railway  ;  to  raise  additional  capital;  to  con- 
firm working  agreement  with  the  London, 
Brighton,  and  South  Coast  Railway  Com- 
pany, &c. 

To  Incorporate  a  Company  for  the  construction 
of  a  Railway  from  the  North  British  Railway 
at  the  Miller  Hill  Station,  by  Gilmerton  and 
Loan  Head  to  Roslin,  and  to  authorise  work- 
ing and  traffic  arrangements  with  the  N  orth 
British  Railway  Company. 

See  Tramways. 


To  incorporate  the  Company  for  the  construc- 
tion of  a  Railway  from  a  Junction  with  the 
Great  Eastern  Railway  near  Ely,  by  Soham 
and  Mildenhall,to  the  same  Company's  Rail- 
way at  Higham  Station ;  to  anthontse  running 
powers  over  portions  of  the  Great  Eastern 
and  other  adjoining  Railways,  and  working 
arrangements  with  the  Great  Eastern  Rail- 
way Company. 

To  abandon  the  construction  of  the  Railway 
aathori^ed  by  the  Company's  Act  of  1867  ; 
to  authorise  ihe  making  of  certain  alteration 
of  roads ;  to  dispose  of  certain  lands  acquired 
for  the  purposes  of  the  Butts  Bfanch  autho- 
rised in  1846,  &c. 


Capital  Proposed. 


By  Shares. 


By  Loan. 


60,000 


186,000 


1,500,000 


300,000 


20^000 


New  Line 
Proposed. 


M.  CH8. 


60,000 


600,000 


100,000 


48,000 


74,000 


16,000 


6    29 


8    68 


6    13 


24,600 


18    30 
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Google 


RAILWAY,  TRAMWAY,  GAS,  AND  VVATEll  BILLS  OF  1870. 


RAILWAY  BILLS— conftnacrf. 


NAME   OP    ^JX1> 


I     Page 

in 

Groaping 

List. 


OBJECT    OF    BILL. 


Capital  Proposed. 


By  Shares. 


By  Loan. 


Length 

of 
New  Line 
Proposed. 


Folhun,     Hanaoeramith^    and 
City  Railway. 


Girrui  and   Portpatrick  Bail- 
way. 


Great  Eastern  Railway  (General 
Powers). 


Great  Eastern  Railway  (Metro- 
politan Railways,  &c.) 


Great   Northern    and  Western 
(of  Ireland)  Railway. 


Great  Northern  and  Western 
(of  Ireland)  Railway  (West- 
port  Qoay  Line). 


Great  Northern  Railway  - 


Great  Western  Railway 


21 


21 


21 


19,  29,  30 


22 


21 


20 


To  incorporate  a  <.k>ropaDy  for  the  eonstruclaoai 
of  a  Railway  from  a  Junction  with  the  Ham- 
mersmith and  City  Railway  at  Hammer- 
smith to  a  point  at  the  King's-road,  Falham; 
to  authorise  working  i^reements  with  the 
Great  Western  and  tlie  Metropolitan  Railway 
Companies. 

To  extend  the  time  for  the  compulsory  purchase 
of  land  and  the  construction  of  the  Kail  way ; 
to  enable  the  Company  to  divide  their  shares 
into  **  preferred  "  and  "  deferred  shares." 

To  vest  the  undertaking  of  the  Ramsey  Rail- 
way Company  in  the  Great  Eastern  Railway 
Company  without  prejudice  to  the  existing 
agreement  with  the  Great  Northern  Railway 
Company;  to  abandon  the  construction  of 
the  Ramsey  Branch,  authorised  in  1866 ;  to 
aulhorise  runningpowersover  a  portion  of  the 
Tendring  Hundred  Railway,  and  to  acquire 
land  from  the  Tendring  Hundred  Railway 
Company  for  Station  [purposes  at  3t.  Botolph, 
Colchester. 

To  authorise  eertuin  deviationt^  in  the  Line  and 
alterations  of  the  levels  uf  the  authorised 
Metropolitan  Extension ;  an  Extension  to 
join  the  Metropolitan  Railway  at  its  Pinsbury 
Terminus ;  an  Extension  of  the  Waltham- 
atow  Branch  to  Chingford,  and  a  Junction 
Line  at  Lea  Bridge;  agreements  with  East 
London  Railway  Comi>any  relative  to  Station 
end  use  of  Rnilway ;  agreements  with  Me- 
tropolitiin  RailwHy  Company;  extension  o^ 
time  for  compleiiou  of  Railway  and  wuiks 
authorised  by  the  Station  Act,  1864,  &c. 

To  authoiise  running  powers  over  Railways  of 
the  Midland  Great  Western  Railway,  and 
the  Great  Northern  and  Western  Railway 
Companies  respectively,  between  Athkne  and 
Dublin,  and  power  to  enter  into  working 
arrangements  with  those  Companies. 

To  extend  the  time  for  the  construction  of 
portion  of  the  Westport  Extends!  on,  authorised 
by  the  Act  of  1861,  between  Westport  and 
Westport  Quay,  and  to  authoriw  its  use 
solely  as  a  goods  line. 

To  authorise  the  abandonment  of  the  Watford 
and  Edgware  Railway,  authorised  in  1864 ; 
to  provide  for  a  Jsiuperannuation  Fund  and  a 
Guarantee  Fund  for  the  officei-s  and  servants 
ol  the  Company. 

To  vest  in  the  Company  the  undertakin.r  of  the 
Bourton-K>n-the-VVater  Railway  Company, 
and  certain  shares  in  the  navigntiou  of  the 
River  Avon ;  to  authorise  thf  Company  to 
enter  into  working  arrangement^  with  the 
Watlington  and  Pnnces  Risborough  Railway 
Company;  to  provide  dwellings  for  their 
servants  and  workmen ;  to  make  certain 
arrangements  with  respect  to  the  is3ue  of  and 
coneouidation  of  certain  capital  stocks;  to 
create  and  issue  stock  for  purchase  of  Severn 
Valley  Railway,  and  to  rnter  into  agreements 
with  tlie  Bala  and  Dolgelly  Railway  Com- 
pany, with  respect  to  Station  at  Dolgelly; 
to  limit  the  liability  of  Company  with 
respect  to  workmen's  tickets ;  to  eoctend  the 
time  i'or  sale  of  certain  lamia  ;  to  vest  in  the 
Company  and  the  London  and  North  Western 
Railway  Company,  uuder  the  management 
of  a  joint  committer  the  undertaking  of  the 
Shrew^bury  and  Hereford  Railway  Com- 
pany.— Workmen's  trains  at  £ares  of  dc^. 
per*slngle  journey,  with  limit  of  liability. 

A4 


ISOsfiQO 


£. 
50,000 


X.  CH8. 

2      4 


4    21 

doTTatioiis 

3    33 
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REPORT  OF  THE  BOARD  OF  TRADE  ON  THE 


RAILWAY  BILLS— «wihir«dL 


NAME    OF   BILL. 


Page 

in 

Groaping 
List. 


Halesowen     and     BromagroTe 
Branch  Rulwajs. 


Halifax  and  Orenden  Jnnetion 
Railway. 


Harixnme  Railway    - 


OBJECT    OF    BILL. 


Capital  Proposed. 


20 


ByShareaJByLoan. 


Hereford,    Hay, 
Railway. 


and    Brecon 


HovBslaw    and  Nortk    London 
Raahray. 


20 


21 


21 


To  abandon  tlie  Railway  aotlHmsed  by  and 
secondly  dcKribed  in  the  Compaoy^s  Act, 
1866;  to  redace  tbe  capital  of  the  Company ; 
to  extend  tbt  time  for  compulsory  pvrcfaase 
of  land,  and  for  tbe  completion  of  wcuio. 

To  extend  tbe  time  limited  by  the  Company's 
Act  of  1867,  for  the  compulsory  taking  of 
land  and  for  the  completing  of  the  works 
anthurised  by  the  Acts  of  1864  and  1867 ; 
and  to  anthorise  an  incrense  in  the  tolls  and 
diarges. 


I  To  extend  the  tim^  for  the  compnl^oty  par« 
j      chase  of  c^rU!n  lands  and  for  the  completicm 


of  the  Railway. 

To  make  a  Junction  with  the  ShrewriNuy  and 
Hereford  Bailw^;  to  enable  the  Company 
to  purchase  certain  lands  at  H<»eford,  and  to 
enter  into  working  and  traffic  arrangements 
with  the  Midland  RaUway  Company. 

To  ineorporale  a  Company  for  the  constmctioii 
of  Railways  from  the  authorised  Hounslow 
and  Mtrtropoatan  Railway  st  Hanwell  to  the 
Xorth  and  Sooth  Western  Junction  Railway 
n^the  Acton  Station,  and  to  enable  the 
Coanpanr  to  eater  into  working  arrangements 
with  the  Hounslow  and  Metropolitan,  the 
Acton  and  Brentford,  the  liorth  and  South 
^'••tetn  Junction,  and  the  North  London 
Railway^ = 


Islington  Railway 


International  Gommuneatiott 


I 
19,  2i^  9I>  To  ineorpoeate  a  Companr  for  the  making  of  a 
RaUwiy  (on  Viaduct)  of  a  gaoge  of  dfu6  in^ 
1      fino«  Islington  Green  to  Moor  Lane. 


19 


I 


Kingibridge  Railway 


f^msihiif  and  YarkAine  aabd 
I/>ndon  and  Korth  ITcuten 
Railway  Companies  'Steam 
BoaU). 


LajKushire  and  Toffkakire  Bail- 


2» 


» 


andEankRailw^ 


andFoyncsRaflway 


.  To  incorporate  a  Company  for  establishing 
I  ^^  ^eiarls  of  great  ^peedandburthoito 
I      phr  balTcen  Dorer  and  the  Continent,  with 

fj&wer  to  contract  Piers,  Water  Station,  and 
I      short  Raiivays  to  eonoect  with  the  London 

C^ham  aU  Dorer^   and    South    Eastern' 

■a2,waya. 

To  ntcbi  -Jie  time  for  the  pun^aee  oflands 
»ier  t^  Act  of  1866,  and  f<v  the  com  pie- 
ta<»  rA  Railways  authonsed  by  the  Acts  of 
\r^\  atd  1^48;  to  enable  the  Company  to 
eafttea  -ert*:-;  existing  shares  and  to  issae 
pre£Fie»«e  ^Larcs  in  lieu  thereof! 

To  *^r:Lvr:»*  tie  Lancashire  and  Yorkshire 
aj*<t  u*  L9tfion  and  North  Western  Bail- 
or O  ■"  ;*::;e*  \r,  •^ta'^w^h  steam  commu- 
J*«dtK«  *>etween  r;e«twood  and  Belfast,  and 
Vjt  Mifrl!  y.rynt^  to  proride  and  subscribe 
t^warcf     the   pcreharing,    fitc    of   steam 

To  e3rttl>  the  Cospany  to  construct  an  ex- 
t«»»<«  *A  tie  Ripp^nden  Branch,  and  a 
*ort  Bnc.^h  at  Farrington ;  to  abandon  a 
porti  vn  <rf  li*  artfcofiicd  Rippoiiden  Branch, 
and  to  exiefcd  the  ti«^  lor  purchase  of  land 
»d  for  t^  completion  of  the  remamins 
Pjr.K«  ;    to   ae^aise  additional  lands  ^ 


,  To  a«iLor»e  the  Company  to  cancel  and  re- 
MeportMMof  pfeference  stodk  ;  to  create 
•      »i>ss«edeheata>e  stock,  &e. 


To  aaihorise  \\^,  Com 
MMe  a  portion    of  preterenee  sharei 
create  and  iasne  debenture  stock,  he 


»P«7  to  cancel  and  re- 
V*7V^^   9^  preference  shares;    to 


Length 

New  Line 
Proposed. 

M.    CHS. 


75,000 


25,000 


0      7 


3    37 


G5O/I00 


750^000 


150,000 


1     25 


250,000 


50/100 


16^000 


2    15 
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RAILWAY,  TRAMWAY,  GAS,  AND  WATER  BILLS  OF  1870. 


RAILWAY  BIJjLS-^continued. 


XAME    OF    BILL. 


UotriflttDt  and  Taff  Vale  Junc- 
tion Railway. 


Ufidon    and    North    Western 
(Additional  Powers.) 


Page 

in 

Grouping 

List. 


21 


20 


London    and    North    Western 
Bailway  (Steam  Vessels). 


Loadon,  Blackwall,    and   Mill- 
wall  Extension  Railway. 


London^  Brighton,  and  South 
Coast  Railway. 


20 


19,  29 


19 


^on,  Worcester,  and  South 
Wiles  Railway  (Extension  of 
Tinie). 

"CtR^Iitan     •       -       -       - 


<«ta>poliUii    and     St.    John's 
WoodRaUway. 


OBJECT    OF   BILL. 


Capital  Proposed. 


By  Shares. 


20 


19,20 


19,29,30 


2. 


To  extend  the  time  for  the  construction  of 
Bailway  No.  1,  authorised  in  1866,  and  to 
ahandon  Hallway  No.  2 ;  to  authorise  the 
Company  to  lease  their  Railway  for  999 
years  to  the  Taff  Vale  Railway  Company. 

To  enable  the  Company  to  make  a  new  Road 
in  the  parish  of  Prescot,  county  Lancaster, 
a  new  Road  in  parish  of  Bnngor,  county 
Carnarvon  and  a  new  Road  at  Llanllyini; 
to  acquire  additional  lands  at  Prescot,  Liver- 
pool, Chendle,  Craven  Arms  Station,  Stoke- 
say,  Willesden,  Mucking,  and  Henllan ; 
to  extend  the  time  for  the  completion  of  the 
Huyton  and  St.  Helens,  the  Eccles  and 
Little  Huiton  Line,  and  the  Dowlais  Exten- 
sion Lines;  to  ahandon  Railway  at  Great 
Budworth;  to  appoint  directors  of  Portpa- 
trick  Company  ;  to  subscribe  to  Leeds  Station 
and  certain  Railway  Companies;  to  vest  in  the 
Company  the  undertakings  of  the  Carnarvon- 
shire and  the  Llanberis  Railway  Companies  ; 
toenabie  the  Company  to  make  agreements  for 
the  fiurchase  ol  the  Cannock  Chase  Extension 
and  the  Cnnnock  Chase  and  Wolverhampton 
Railways ;  to  vest  the  Shrewsbury  and  Here- 
ford Railway  in  Company  and  the  Great 
Western  Company ;  to  vest  the  Oldham, 
Ashton-under-Lyne  and  Guide  Bridge  Junc- 
tion Railway  in  Company  and  Manchester, 
Sheffield  and  Lincolnshire  Company,  &c. 

To  enable  the  Company  to  provide  and  work 
Steam  and  other  Vessels  between  Holyhead 
and  Greenore,  and  other  ports  in  the  Loush 
of  Carlingford,  the  powers  for  which  to  exist 
till  December  1885;  the  Irish  North  Western 
and  the  Dundalk  and  Greenore  Companies 
may  enter  into  agreements  for  participation  ; 
to  extend  the  time  for  14  years  for  the  pur- 
chase, hiring,  and  using  of  steam  vessels 
authorised  by  the  Company's  Acts  of  1848, 
1855  and  1861. 

To  abandon  certain  authorised  railways  at 
Millwall;  to  extend  the  time  for  the  com- 
pulsory purchase  of  lands  and  completion  of 
Kail  way  No.  4. 

To  abandon  the  authorised  Surrey  and  Sussex 
Junction  Railway  and  the  Worthing  Junc- 
tion ;  to  authorise  the  making  of  a  «luuction 
with  the  Eastbourne  Branch;  the  acquisition 
of  additional  lands  at  Brighton,  South  wark, 
and  Bermondsey  ;  provision  as  to  new  Road 
at  Canterbury  Grove-road  ;  to  limit  compen- 
sation for  injury  by  workmen's  trains;  to 
authorise  the  Company  to  enter  into  agree- 
ments with  the  South  Eastern  Railway  Com- 
pany with  respect  to  division  of  traffic  to 
places  where  both  have  stations.  Work- 
men's trains,  at  fares  less  thau  1  d.  per  mile, 
with  limited  liability. 

To  extend  the  time  for  the  completion  of  the 
Railway  authorised  by  the  Company's  Act  of 
1865. 

To  authorise  the  abandonment  of  the  portion 
of  the  Tower  Hill  Extension  between  the 
east  side  of  Bishopsgate-street  and  the  autho- 
rised termination  at  Tower  Hill.  Workmen's 
trains  at  fares  of  2d,  per  journey. 

To  authorise  the  construction  of  a  Branch 
Railway  from  the  Finchley-road  to  the  Edg- 
ware-road  at  a  point  adjoining  the  end  of 
Willesden-lane ;  to  abandon  the  portion  of 
the  authorised  Railway  north  of  the  Junction 
of  the  proposed  Braoclb,  and  also  the  Hamp- 
stead  Extension ;  to  cancel  Bond  under  Act 
of  1865. 

B 


By  Loan. 


Length 

New  Line 
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M.  CHS. 


0    41 


1    14 
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RAILWAY  BlliliS— continued. 


NAME  OF  BILL. 


Metropolitaa  District  Railway  - 


Midluid   Counties 
Wales  Railwmy. 


and   South 


Page 

in 

Grouping 

List. 


19,29,30 


20 


Midland     Railway  (Additional 
Powers). 


HidlaBd  RaUwsy  (Wiiksworth 
andRowdey  line). 


MUfiffd  HaT«i  Dock  and  Railway 


NaTan  and  Kingeeourt  Railway  - 


Newport  Pagnell  Railwi^r  - 


20 


Newport  Ralway 


20 


21 


92 


21 


21 


Newry  and  Armagti  RaSway 


OBJECT    OF  BILL. 


Capital  Proposed. 


By  Shares. 


^o  authorise  the  construction  of  a  Railway 
from  a  Junction  with  the  authorised  Line  on 
the  east  side  of  Laml>eth  Hill,  and  passing 
thence  under  the  new  street  (now  construct- 
ing between  Blackfriars  Bridge  and  the 
Mansion  House)  to  the  point  where  it  inter- 
sects Duckiersbury,  with  a  Station  thereat, 
and  a  Subway  leaiding  therefrom  to  the  area 
in  front  of  the  Royal  Exchange  ;  also  a 
Station  between  Lambeth  Hill  and  Great 
Trinity-lane.  Workmen's  trains  at  fares  of 
1  <L  per  journey  with  limit  of  liability. 

To  authorise  the  construction  of  a  Hailway 
in  substitution  of  the  imcompleted  ])ortion  of 
the  Banbury  Line  ;  to  extend  the  time  for 
the  purchase  of  lanoB  and  the  completion  of 
the  Kail  ways  authorised  by  the  Act  of  1865  ; 
to  authorise  the  capital  under  hy  Act  of 
1866  for  the  Ross  Line  as  a  separate  capital ; 
to  suspend  legal  proceedings  against  the  Com- 
pany, and  to  enable  them  to  issue  Debenture 
Stock. 

To  authorise  the  construction  of  a  Branch  from 
Gresley  Station  to  Cotton  Park  Colliery,  a 
Junction  Line  with  the  Sprinirwell  Branch, 
and  an  extension  of  the  Pileey  Branch ;  to 
authorise  the  Company  to  acquire  certain 
Railways  at  Staveley  ;  to  abandon  their  autho- 
rised Shcepbridge  Branch  ;  to  divert  Turn- 
pike road  on  the  Sheepbndge  Branch;  to 
alter  Levels  of  Railway  at  Duddeston  ;  to 
acquire  certain  lands  tit  Chesterfield,  North 
Wingfield,  Spondon,  Great  Bowden,  Leices- 
ter, in  the  West  Hiding,  and  at  Lenton  and 
North  Collingham  ;  to  extend  the  time  for 
the  completion  of  Settle  and  Carlisle  Line, 
the  Radrord  and  Nowell  Line,  and  for  a  por- 
tion of  the  Bath  and  Thombury  Line. 

To  authorise  the  construction  of  a  Railway  to 
connect  the  DufReld  and  Wirksworth  Rail* 
way  with  the  Rowsley  and  Buxton  Railway. 

To  extend  the  time  for  the  completion  of  the 
Dock  authorised  by  the  Company's  Act  of 
1860  ;  to  authorise  them  to  enter  into  agree- 
ments with  certain  parties  for  the  manage- 
ment or  the  lease  to  them  of  their  undertaking. 

To  enable  the  Company  to  subscribe  towards 
Tramways,  to  enter  into  working  arrange- 
ments with  the  Dublin  and  Meath  and  Great 
Southern  and  Western  Railway  Companies,  to 
extend  the  time  for  completion  of  Railway,  &c. 

To  extend  the  time  for  the  completion  of  the 
Railway  authorised  in  1866,  and  for  the  pur^ 
chase  of  lands  and  completion  of  Works 
authorised  by  Act  of  186G  ;  to  enable  the 
Company  to  alter  the  levels  of  their  Olney 
Extension,  and  of  a  portion  of  the  Welling- 
borough Extension. 

To  authorise  the  construction  of  a  Railway  from 
a  Junction  with  the  Company's  Railway 
authorised  in  1886  at  Ferry-Poit-on-Craig,  to 
a  Junction  in  the  parish  of  Forgan,  with  the 
proposed  Tay  Bridge  Railway  at  the  ^ore  of 
the  Tay ;  and  to  enable  the  Company  to  enter 
into  working  arrangements  with  the  North 
British  Railway  Company  ;  to  extend  the 
time  for  completion  of  iUilway  authorised  in 
1866 ;  to  abandon  the  Deviation  line  autho- 
rised in  1867. 

To  authorise  the  winding  up  of  the  Company, 
and  &e  sale  of  their  undertaking. 
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New  Lil 
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RAILWAY  BIULS—coHtinued. 


NAME  OP   BILL. 


andAnnagh  Railway    - 
ewry  and  Greenore  Railway  - 


>rth  British  and   Edinburgh 
jutd  Bathgate  Railway  Com- 

jwnies. 

Drib   British    Railway    (Tay 
Bridge). 


Page 
in 

Grouping 
List. 


OBJECT   OF   BILL. 


22 


22 


21 


21 


rib  British  Railway  (Greneral 
Powers). 


1  Bastem  Railway  (Conso- 
fidation  of  Stocks). 

I  Eaatem  Railway  (  Hawes 
aad  Melmerby,  &c.). 


21 


North  Metropolitan  Railway 


North  StaffordshireRailway 


Oiwestry  and  Llangynog  Rail- 
way. 


Ptmbroke  and  Tenby  Railway  - 


Pemcnik  lUdlway     - 


PontypooL  Caerleon,  and  New- 
port Railw^. 

Poole  and  Bonmemouth  Rail- 
way. 


2. 


20 


20 


19,29 


20 


21 


^l 


31 


21 


19 


To  provide  by  arbitration  for  the  arbitration  of 
ina  affairs  of  the  Company. 

To  extend  the  time  for  the  completion  of  Rail- 
ways authorised  by  the  Company's  Acts  of 
1863,  1865,  and  18(57. 

To  amend  the  Act  of  1846  with  respect  to  the 
rents  payable  to  the  Edinburgh  and  Bathgate 
Railway  Company  ;  to  reduce  the  number 
of  the  Aireetors,  &c. 

To  authorise  the  construction  of  certain 
railways  from  a  Junction  with  the  Company's 
existing  Railway  at  Leuchars,  in  the  county 
of  Fife,  passing  across  the  River  Tay  to  a 
Junction  with  the  Caledonian  Railway  and 
the  Harbour  Railway  at  Dandee ;  working 
arrangements  with  the  Caledonian  Railway 
Company,  &c. 

To  authorise  the  construction  of  certain  short 
Railways  nearGiasgow  ;  to  abandon  certain 
pertions  of  authorised  Lines ;  to  authorise 
agreements  with  the  Clyde  Tmstees  as  to 
subscription  to  Stobcross  undertaking;  to 
constitute  Port  Edgar  a  Harbour  belonging 
to  the  Company ;  to  extend  the  time  for  the 
compulsory  purchase  of  Land^  and  for  the 
completion  of  certain  Railways ;  to  autho- 
rise capital  arrangements^  &c 

To  consolidate  into  one  ordinary  Stock  the 
separate  ordinary  Stocks  and  t&ares  of  the 
Company,  &c. 

To  authorise  the  construction  of  a  Railway  from 
the  Bedale  and  Leybum  Branch  at  Ley- 
bum'to  a  Junction  with  the  Midland  (Settle 
and  Carlisle)  Railway  at  Hawes,  and  the 
abandonment  of  the  Hawes  and  Melmerby 
Railway  ;  to  vest  the  undertaking  of  the 
West  Durham  Railway  in  the  Conjpany  ;  to 
subscribe  to  Tees  Valley  Railway  Company ; 
to  cancel  Bond  given  tj  Treasury  by  the 
North  Yorkshire  and  Cleveland  Company,  &c. 

To  extend  the  time  for  the  compulsory  purchase 
of  Lands  for  the  purposes  of  the  Company's 
Act,18C7. 

To  abandon  the  eonstruction  of  certain  Branch 
Railways  authorised  in  1864  and  1665, 
and  to  authorise  the  Company  to  subscribe  a 
further  sum  to  the  undertaking  of  the  Mac- 
clesfield, Bollington,  and  Marple  Railway 
Company. 

To  incorporate  a  Compaay  for  making  a  Rail- 
way from  Oswestry  to  Llangynog,  upon  a 
gauge  not  wider  than  4  feet  8^  inches,  or 
narrower  than  2  feet ;  with  power  to  enter 
into  working  arrangements  with  the  Great 
Western  and  the  Cambrian  Railway  Coa^ 
panics. 

To  eonstmet  an  Extenaion  Railway  into  Pem- 
broke Dockyard,  and  to  authorise  the  Com- 
pany to  make  arraageaienis  with  the  A<lmi- 
ralty. 

To  ineorporate  a  Conpany  tx>  make  a  Railway 
from  the  Hawthomoen  Station  of  the  Peebles 
Railway  to  Penicuik,  with  power  to  enter 
into  working  arrangements  with  the  North 
Britbh  Railway  Company. 

To  extend  the  time  for  the  compulsory  purchase 
of  Lands,  and  for  the  completion  of  the  Rail- 
ways authorised  in  1665. 

To  extend  the  time  for  the  completion  of  the 
Railways  authorised  in  1865;  and  to  autho- 
rise running  powers  over  the  Railways  of  other 
f!!!ompanie8. 


B  2 


Capital  Proposed. 


By  Shares. 


By  Loan. 


Length 

New  Line 
Proposed. 


£. 


U.  0H8. 


350,000 


116,600 


50,000 


60,00a 


25,000 


54,000 


9    31 


1    34 


74,000 


20,000 


8,300 


18,000 


16    25 


19    77 


0    34 
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REPORT  OF  THE  BOARD  OF  TRADE  ON  THE 


RAILWAY  BlLliS— continued. 


NAME   OF   BILL. 


Page 

m 

Grouping 

List. 


OBJECT    OF    BILL. 


Capital  Proposed. 


By  Shares. 


Lenffth 
o? 

,  New  Linj 
By  Loan.  |  Proposed 


Preston,  Longton,  and  South- 
port  Railway. 


20 


Preston  Station 


Ryde  Pier  Railway  Extension 


Ryde  Station  (Deviation  and 
Abandonment  of  Railway, 
&c) 

Serenoaks,  Maidstone,  and  Tun- 
bridge  Railway. 


Severn  and  Wye  Railway  and 
Canal. 

Severn  Junction  Railway 


20 

19 

19 
19 

21 
20 


South  Eastern  Railway   - 


Surbiton,  Cobham,  and  Ripley 
Railway. 


Sutherland  Railway  Extension 


Teign  Valley  Railway 


Tottenham    and     Hampstead 
Junction  Railway. 

i^olveihampton   and   Walsall 
Railway. 


19 


19 


21 


20 


19,29 


20 


To  incorporate  n  Company  for  making  Railways 
from  the  North  Union  and  the  Lancashire  and 
Yorkshire  Railways  near  Preston,  to  the 
Lancashire  and  Yorkshire  Railway  near 
South  port,  with  power  to  use  certain  portions 
of  those  railways,  and  to  enter  into  working 
arrangements  with  the  London  and  North 
Western  and  Lancashire  and  Yorkshire 
Railway  Companies. 

To  enable  the  London  and  North  Western,  and 
the  Lancashire  and  Yorkshire  Railway  Com- 
panies, to  enlarge  their  Preston  Station,  and  to 
authorise  agreements  between  those  Companies 
with  reference  thereto. 

To  authorise  the  Company  to  construct  a  Rail- 
way from  their  Railway  to  the  Isle  of  Wight 
Railway  Terminus;  and  the  Isle  of  Wight 
Railway  Company  to  become  joint  owners, 
&c. 

To  authorise  a  deviation  of  a  portion  of  the 
Railway  authorised  in  1806,  and  to  extend 
the  time  for  the  construction  &c. 

To  authorise  a  deviation  of  the  Railway  autho- 
rised in  1862  ;  an  extension  of  time  for  the 
remainder  of  the  Railway ;  and  to  reduce  the 
authorised  capital,  &c. 

To  authorise  the  Company  to  extend  their  Rail- 
way to  the  Ross  and  Monmouth  Railway,  &c. 

To  make  new  Railways  in  substitution  of  those 
authorised  in  1865  and  1866,  and  a  road- 
bridge  across  the  Severn;  to  authorise  the 
Company  to  use  part  of  the  Midland  and  the 
Severn  and  Wye  Railways,  and  to  enter  into 
working  arrangements  with  the  Midland,  the 
Great  Western,  and  other  Railway  Com- 
panies. 

To  authorise  a  new  line  of  Railway  in  substitu- 
tion of  a  portion  of  Greenwich  and  Woolwich 
line,  to  divert  certain  roads,  to  ext  nd  the 
time  for  compulsory  purchase  oflands  for  certain 
lines ;  to  authorise  the  Company  to  abandon 
certain  other  Lines ;  to  enter  into  agreements 
with  regard  to  Hotels ;  to  transfer  the  powers 
granted  for  their  Hythe  and  Sandgate  line  to 
a  Limited  Company,  and  to  sell  or  dis- 
pose of  water  Bowing  from  tunnels  on 
Tun  bridge  and  Dartfora  Lines,  &c. 

To  incorporate  a  Company,  with  a  contingent 
guarantee  for  interest  on  the  capital  by  owners 
of  adjoining  property,  for  making  a  railway 
from  the  Surbiton  Station  of  the  London  and 
Southwestern  Railway  to  Ripley  Green;  with 
power  to  enter  into  working  arrangements 
with  the  London  and  South  Western  Rail- 
way Company. 

To  authorise  the  Duke  of  Sutherland  to  make 
and  maintain  a  Railway-  from  the  Grolspie 
Station  of  the  Sutherland  Railway  to  near 
Helmsdale  ;  working  arrangements  with  the 
Sutherland  and  the  Highland  Railway 
Companies,  &e. 

To  extend  the  time  for  compulsory  purchase  of 
certain  Lands,  and  for  the  completion  of  the 
Railway  ;  to  authorine  running  powers  over 
portions  of  adjoining  Railways,  «e. 

To  abandon  two  short  Lines  of  Railway,  autho- 
rised in  1863,  for  connecting  Company's 
Railway  with  the  Midland  Railway. 

To  make  certain  alterations  in  the  construction 
of  the  authorised  Works ;  to  extend  the  time 
for  the  purchase  of  Lands,  and  for  the  com- 
pletion of  the  Company's  Railways. 


£. 
115,000 


£. 
38,000 


M.     CB& 
1^      60 


36,000 


0    60 
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TRAMWAYS. 


NAME    OF    BILL. 


Page 
in 

Grouping 
Lidt. 


OBJECT   OF   BILL. 


Capital  Proposed. 


By  Shares 


By  Loan. 


Length 

of 
New  Lln« 
Proposed. 


fiinningham  and    Staffordshire 
Tramways. 


Binniogham  Street  Tramways 


Birmingham  Tramways 


Ci'tT  of  Dublin  and  Snbarban 
Tramways  and  Railways. 


Cljde  Nayigation 


East  London  Tramways 


Eltesmere    and     Glyn    Valley 
Tmmway, 


Gla^w  Street  Tramways 


23 


23 


28 


23 


23 


28 


Glasgow  Tramways  - 


Leeds  Street  Tramways    - 


I<eds  Tramways 


liTcrpool  Street  Tramways 


liverpool  Tramways 


28 


22 


23 


23 


2. 


To  incorporate  a  Company  for  the  construction 
of  Tramways  in  Birmingham,  Handsworth, 
West  Bromwich  and  Tipton. 
(Gauge,  5  feet  1  inch  from  outer  edge.) 

To  incorporate  a  Company  for  the  construction 
of  Street  Tramways  in  Birmingham  and  the 
neighbourhood. 

(Gauge,  4  feet  8^  inches.) 

To  incorporate  a  Company  for  the  construction 
of  Street  Tramways  in  Birmingham  and  its 
suburbs. 

(Gauge,  4  feet  8J  inches  from  inner  edge.) 

To  incorporate  a  Company  for  the  construction 
of  Street  or  Road  Tramways  and  Railways  in 
and  near  Dublin. 
(Gauge,  6  feet  3  inches  from  outer  edge.) 

To  authorise  the  Trustees  of  the  Clyde  Navi- 
gation to  construct  Tramways  and  other 
Works,  and  for  other  purposes. 

To  incorporate  a  Company  for  the  construction 

of  Street  Tramways  in  the  Commercial-road, 

Whitechapel,  and  other  eastern  parts  of  the 

Metropolis. 

(Gauge,  4  feet  8)  inches  from  inner  edge.) 

To  authorise  the  construction  of  portions  of  the 
EUesmere  and  Glyn  Valley  Railway  as  a 
Tramway,  and  to  dissolve  the  EUesmere  and 
Gl>n  Valley  Railway  Company,  and  for 
other  purposes. 

To  incorporate  a  Company  for  the  construction 
of  Street  Tramways  in  Glasgow  and  the 
suburbs,  and  to  confer  upon  the  Town  Council 
the  powers  exercised  by  the  Board  of  Trade 
under  the  Metropolitan  Tramway  Acts. 
(Gauge,  4  feet  8i  inches  fiom  inner  edge.) 

To  incorporate  a  Company  for  the  construction 
of  Street   Tramways    in  Glasgow   and   the 
suburbs. 
(Gauge,  5  feet  1  inch  from  outer  edge.) 

To  incorporate  a  Com[>any  for  the  construction 
of  Street  Tramways  in  Leeds  and  its  suburbs. 
(Gauge,  4  feet  8|  inches  from  outer  edge.) 

To  incorporate  a  Company  for  the  construction 

of  Street  Tramways  in  the  Borough  of  Leeds. 

(Gauge,  5  feet  1  inch  from  outer  edge.) 

To  incorporate  a  Company  for  the  construction 
of  Street  Tramways  in  Liverpool ;  to  compel 
the  •*  Liverpool  Tramways  Company  *'  to  re- 
move lines  laid  in  unauthorised  positions. 
Running  powers  over  part  of  the  Liverpool 
Tramway  Company's  lines.  Power  to  make 
traffic  arrangements  with  other  Companies. 
(Gauge,  4  feet  8i  inches  from  inner  edge.) 

To  authorise  the  Liverpool  Tramways  Company 
to  make  additional  Tramways  in  Liverpool 
and  its  neighbourhood,  and  to  raise  addi- 
tional capital. 


a  pi 
(5; 


auge,  5  feet  3  inches.) 


B   3 


60,000 


80,000 


178,000 


90,000 


48,000 


25,000 


200,000 


320,000 


76,000 


120,000 


176,000 


240,000 


12,000 


20,000 


44,000 


30,000 


12,000 


8,300 


60,000 


80,000 


19,000 


30,000 


44,000 


60,000 


M.  CH8. 
11      56 


22    34 
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REKiRT  OF  THE  BOARD  OF  TRADE  ON  THE 


TRAMWAYS— continued. 


NAME  OF  BILL. 


Page 

in 

QroupiDg 

List. 


OBJECT   OF   BILL. 


London  Street  Tramways 


Manchester  and  Salfotd  District 
Tramways  (No.  1). 


Manchester  and  Salford  District 
Tramways  (No.  2). 


Manchester  Street  Tntmways 


Manchester  Tramways 


North  London  Tramways 


North  Metropolitan  Tramways  - 


Pimlico,  Peckham,  and  Green- 
wich Street  Tramways  (Ex- 
tension). 


Pimlico,  Peck  ham,  and  Green- 
wich Street  Tramways  (Va- 
rious Powers). 

Plvmouth,  Stonehouse,  and 
Devonport  Street  Tramwaya. 


Portsmoutk  Street  Tramways   - 


Wallasey  Tramways - 


Worcester  Rjiilwavs  and  Tram- 
ways. 


Metropolitan  Street  Tramways  -         22 


22 


28 


23 


23 


23 


22 


22 


22 


23 


28 


23 


23 


Capital  Proposed. 


Leoi 


ogih 


By  Shares. 


By  Loan. 


To  incorporate  a  Company  for  the  construction 
of  Street  Tramways  in  Islington,  Clerken- 
well,  St,  Pancras,  Marylebone,  Paddington, 
St.  Giles's,  South wark,.  Lambeth,  and  other 
parts  of  the  Metropolis). 

(Gauge,  4  feet  8^  inches  from  inner  edge.) 

To  incorporate  a  Company  for  the  construction 
of  Street  Tramways  in  Manchester,  Salford, 
and  the  suburbs. 
(Gauge,  6  feet  3  inches  from  outer  edge.) 

To  authorise  the  ManchesterCarriage  and  Tram- 
way Company,  Limited,  to  construct  Street 
Tramways,  in  Manchester,  Sttlford,  and  ad- 
jacent districts,  and  to  change  the  name  of  the 
Company. 
(Grauge,  5  feet  3  inches  from  outer  edge.) 

To  incorporate  a  Company  for  the  construction 
of  Street  Tramways  in  Manchester  and  its 
suburbs. 
(Gauge,  4  feet  8^  inches  from  inner  edge.) 

To  incorporate  a  (^mpanyfor  the  construction 
of  Street  Tramways  in  Manchester. 
(Gauge,  5  feet  1  inch.) 

To  authorise  the  Metropolitan  Street  Tramways 
Company  to  extend  their  lines,  and  to  make 
traffic  arrangements  with  the  Pimlico,  Peck- 
ham,  and  Greenwich  Street  Tramways  Com- 
pany. 
(Gauge,  4  feet  8j^  inches  from  inner  edge.) 

To  incorporate  a  Company  for  the  construction 
of  Street  Tramways  in  the  Edgware-ro«d, 
Uxbridge-road,  Marylebone-road,  Hamp- 
steadH'oad,  and  other  northern  parts  of 
London. 
(Gauge,  5  feet  3  inches  from  outer  edge.) 

To  empower  the  North  Metropolitan  Tramways 
Company    to    construct    additional   Street 
Tramways  in  the  east  and  north-eastern  parts 
of  London,  and  to  raise  additional  capital, 
((jkiuge,  5  feet  3  inches  from  outer  edge.) 

To  authorise  the  Pimlico,  Peckham,  and  Green- 
wich Street  Tramways  Company  to  extend 
their  lines,  and  to  make  traffic  arrangemeBts 
with  the  Metropolitan  Street  Tramways  Com- 
pany, and  to  raise  additional  capital. 
(Gauge,  4  feet  8^  inches  from  inner  edge.) 

To  authorise  the  Company  to  construct  addi- 
tional passing  places,  to  double  some  of  their 
authorised  single  lines,  and  to  abandon  others. 
(Gauge,  4  feet  Si  inches  from  inner  edge.) 

To  incorporate  a  Company  for  the  construction 
ef   Street  Tramways,  in  Plymouth,  Stone- 
house,  and  Devonport. 
(Gauge,  6  feet  from  outer  edge.) 

To  incorporate  a  Company  for  the  construction 
©f  Street  Tramwaya  in  Portsmouth.    Run- 
niskg  powers  orer  pert  of  the  Landport  and 
Southsea  Tramway. 
(Gaoge,  5  feet  1  inch  from  outer  edge.) 

To  incorporate  a  Company  for  the  construction 
of  Tramways  in  the  parish  of  Wallasey. 
(Gauge,  5  feet  3  inches  from  outer  edge.) 

To  authorise  Messrs.  Hill,  Evans,  &  Co.  to  con- 
struct Railways  and  Tramways  from  the  Greet 
Western  and  Midland  Stations  at  Worcester 
to  other  parts  of  the  town.  Facilities  for 
traffic,  and  power  to  make  working  arrange- 
ments with  the  Railway  Companies. 
(Gauge,  not  prescribed.) 


£. 
400,000 


120,000 


To  Im  raised 
by  vote  of 
genenlmeet- 
iDg  as  re> 
quired,  DDder 
articlet  of 
ftssociation. 


£. 
100,000 


30,000 


Not  to  ex- 
ceed one- 
half  of  the 
paid*itp  ca- 
pital for  the 
time  being. 


SMgOOO  50,000 


160,000 
80,000 

250,000 

280,000 
160,000 

66,000 

24,000 
10,000 

15,000 
Prirate  - 


40,000 
7,500 

60,000 

70,000 
40,000 

14,000 
6,000 
2,500 

8,500 
Private  - 
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GAS    BILLS. 


KA&IB  OF  BIT.T.. 

Page 
in 

OBJECT  OF  BILt. 

Capital  Proposed. 

Special 

Rate  of  Dividend 

(if  any). 

Proposed 

Proposed 

Grouping, 
List 

By  Shares. 

By  Loan. 

minating 
Power. 

Maximum  Price 
per  1,000  Feet 

£. 

£. 

Candles, 

«.   d. 

AbodareGaB  .        .        - 

24 

To    incorpopatG   the    existing 
Aberdaro    Gas    Company, 
and  to  authorise  tliem  to 
raise  further  Cupitul. 

6,000 

6,000 

71  per  cent.;  6  per 
cent  if  issued  as 
preference. 

14 

4    - 

AmdileGas   - 

84 

To   incorporate   the    existing 
Airedale   Gas   Light    Com- 
pany,   for  the    purpose   of 
supplying  parts  of  the  town- 
ships of  Idle  and  Eccleshill 
with  Gas,  and  to  authorise 
them    to    raise    additional 
Capital. 

9,000 

7,000 

14 

4    7 

Bdnst  Coiiraincn    -  .     • 

S4 

To  incorporate  a  Company  for 
supplying  Gae  to  the  town  of 
Belfast,    Knockbrcde,    and 
Hulywood. 

100,000 

26,000 

14 

3    6 

BieeoiiGas      ... 

24 

To  incorporate  the    existing 
Brecon   Gas  Company;  for 
supplying   Gas   to  the   bo- 

4,000 

2,000 

7  per  cent. 

12 

4#.  Id,  for  cash 
at  the  end  of 
qaarter,othef- 

rough   of  Bvecon,   and    to 
authorise     them     to    raise 
additional  Capital. 

wke6«.  UML 

Bi^hton  aud  Hore  Gen- 

24 

To  empower  the  Brighton  and 

— 

— 

— 



-.« 

odGat. 

HoTe  Gae  Company  to  oon- 
stmet  new   Works,  and  to 
make  arrangement  with  the 
Sliorefaam     Harbour    Com- 
pany. 

Bionglity     Ferry     Police 

24 

To  empower  the  Police  Com- 

— 

8,000 

— 

18 

To  be  fixed  an- 

ConmlMSonerB. 

missioners  of  Bponghty  Ferry 
to   purchase  the  Works  of 
the    Gua    IJght  Company, 
and   to  supply   Gas   withm 
the  district. 

nuaUy  by  the 
Comraisaloners. 

BvlcmO«     -        .        - 

24 

To   incorporate    the    existing 
Buxton  Gas  Company;  for 
supplying  Gas    to    Buxton 
and  the  neighbourhood,  and 
to  aathorise  them   to  raise 
additional  Capital. 

11^71 

6,700 

7i  per  cent.     - 

14 

5t,  within  a  mile 
of  works,  and 
6*.  beyond. 

Cardifr  Gaslight  and  Coke 

S« 

To  extend   the   limits   within 

100,000 

26,000 

8  per  cent,  on  ordi- 

14 

4«.  and  6f . 

Company. 

which    the    Company    may 
supply  Gas,  and  to  autho- 
rise them  to  raise  additional 
Capital. 

nary,  and    6    per 
cent,  on  preference 
shares. 

Cinnarthen  Gaa 

24 

To    ioeorporate    the    existing 
Carmarthen  Gw  Company ; 

additional   Works,    and   to 
raiae  new  Capital. 

6,000 

3,500 

7i  per  cent,  on  ordi- 
nary; 6  pep  cent, 
on  preference  shares. 

14 

4    6 

CberterGaa     - 

24 

To  authorise  the  Chester  United 
Gas  Company  to  raise  addi- 
tional Capital. 

20,000 

6,000 

7i  per  cent  on  ordi- 
nary, and  7  per  cent 
on  preference  shares. 

■■" 

CledLheaton  Local  BMird  . 

24 

To  enable  the  Local  Board  to 
purdttse   the    Undenaking 
of    the    Ueckheaton     Gas 
Company,  and  to  supply  the 
diairict   v^h  Gas,  and   to 
diaaolve  the  Company. 

40,000 

14 

4    6 

BeMifflandBdltonGaa- 

S4 

To    incorporate    the  existing 
Ecclcshifl  and   Bolton   Gas 
Company ;  te    extend   the 
Disti'ict   of  the    Company, 
and   to  authorise   them   to 
raise  additLonal  Capital 

10,000 

7,600 

7i  per  cent,  on  ordi- 
nary, and  6  per  cent 

14 

5    - 

Qtt  Inland  GokeConu 

24 

To    enable    the    Company    to 

— 

— 

5  per    cent  out    of 

— 

-. 

mr 

purchase   the    Undertaking 
of  the  Victoria   Docks  Gas 

capital     for     one 
year    on     shares, 

i 

Cknnpony ;  to  supply  Gas  in 
bitlk  beyond  the  metropolis; 
to  sell  surplus  Lands,  and  to 
pay  inter*  St  on  Shares  and 
Loiems  out  of  Capital  fur  one 
year. 

stock,  or  mortgages 
issued  for  the  con- 
etmction  of  Becktop 
Worice. 

Gwtt  Central   Gaa   Con- 

24 

To  authoriso  the  Company  to 

30,000 

7,600 

— 

— 

..* 

stmen'  Company. 

ratae  additional  Capital  for 
furtberWorks ;  to  provide  for 
the  loss  occasioned  by  Mr. 
HIggs'  defalcations. 

Hebdm  Bridge  Oat 

24 

To  incorporate  the   Company 
to  carry  on  and  extend  the 

16,600 

One-third 
of  the 

6  per   cent  on   pre- 
ference shares. 

12 

6    - 

Works  of  the  former  Tlegis- 
tered  Company,  and  to  raise 
additional  Capital. 

amount  of 
paid-up 
capital. 

2. 


B4 
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REPORT  OF  THE  BOARD  OF  TRADE  ON  THE 


GAS   BILL  S— continued. 


^K^  m.  ^lv^B      ^^w     «^v^  V 

Page 

in 

.4^  wv  m  'V9  .«•«<■«     .<-v  n      n  V  r  T 

Capital  Proposed. 

Special 

Rate  of  Dividend 

(if  any). 

'^H„.5!???^.. 

NAVE  OF  BILL. 

List 

By  Shares. 

By  Loan. 

mfaiating 
Power. 

maiKiiiiwin  jrrice 

per  1/NM)  feet. 

£. 

£. 

Camdiet. 

s.     d. 

iBytna  Co^tiBeatal  Qtf 

M 

To  exiend  tie  powers  of  the 

2,100,000 

300,000 

.. 

-. 

— > 

AMomtiaiu 

Company,  and  to  capitalixe 
sums   expendfd  on  Fxten- 
dons  out  cf  divisible  profltii. 

n^s  I^wm   Ommmnt' 

S4 

To  incorpor&ttf  a  Company  to 

80,000 

7,500 

6  per  cent  on  Deben- 

14 

4     - 

Om. 

snpply  the  town  of  King's 
Lynn  or  its  neighbourhood 
with  Gas. 

ture  Stodc. 

Kiig's  Iju  Gm      -       - 

24 

To  incorpornte  a  Company  to 
•apply  Gas  to  King's  Lynn 
and    other    places,    and  to 
pnrchaae  existing  Works. 

32,000 

8,000 

14 

4    - 

Lecdi  Corpontta  Gm  and 

84 

To  nn:owertlie    I.i^eds  Cor- 
pomtion  to  en- ct  Gas  Works, 
and  supply  Gas  in    Leeds, 
and  for  other  purimses. 

495,000 

16 

Ucii    Cocpdnlin     Qm 

S4 

To  empower  the  Leeds  Cor- 

— 

850,000 

— . 

16 

— 

(TmnhmH    of    oistiag 

poration    to    purchase    the 

QMW«k>»te.) 

Undertaking  of  the   Leeds 
Gat   Light   Company,  and 
the  Leeds   New  Gas  Com- 
ply. 

UedB    G«    I%kt    C<«- 

84 

To  empower   the  Leeds  Gas 

100,000 

85,000 

6  percent  on  ordinary 

«. 

— . 

P«^. 

Lisht    Company  to  extend 
their  limits  of  supply,  and  to 
raise  farther  Capital. 

shares,  5  per  cent 
if  israed  as  prefer- 
ence. 

V«vp«t  (Ufe  oT  Wl^) 

14 

To  faieorp  rate  the    Newport 

dO/KX) 

7^500 

7percentonlO,OOOL 

14 

5    - 

0«L 

Gas  Company ;  to  empower 
the  Company  to   purchase 
existiag  Gas  Works ;  to  erect 

additional  Land. 

Additional  Cspital. 
and  6  per  cent  If 
issued  as  preference. 

PiMqrGw      -        •        - 

94 

To   transfer  the   Paisley   Gas 
WoriLS  to  the  Corporation* 

— 

15/)00 
hi   additloa 

— 

85 

4    8 

to  aDMont  reqaircd  to  re- 

deem Fabler  Cotpotstioo 

6m  Aoaiiities. 

RaUniGMnd  Water   - 

84 

•npptying  Gas  and  Water  to 
Raiohill;    to  empower  the 
Compaay  to  purchase  exist* 
ing  Gas  and  Water  Works. 

15,000 

3,750 

18 

6s.8dLforthe 
first  three  years. 

BmBmgOm    -       •       - 

84 

To  enable   the   Reading  Gas 
Company     to    raise    addi- 
tional Capital;  to  erect  new 
Works;    to    extend    their 
nmiU  of  supply;  and  to  sell 
certain  Works  and  Land. 

40,000 

lOfiQO 

7  per  eent  on  ordi- 
Bary  and  6  per  cent 
onpreforenee  iharss. 

84 

T6  enable  the  Rotherban  Gas 

00,000 

l&OOO 

7  per  east,  whea  gmii 

4a.  6d.per  I.SSt  iwt; 

a  oYor  4t.  kat  aMier  4a.  6^4 

»d  aadcr  4t  :  IS  oer  ceac. 

14 

^ 

Company  to  mise  additional 
Capital,  and  for  increasing 

9  p«r  ceat  wWn  St.  S4.  ai 

the  iUumhiating  power    of 

wkea  it  does  not  exceed  St.  6A ;  0  per  ccM.  on  pre-  1 

theGaa. 

tereMoiaares.                                                              ] 

84 

Albaas   Gas   Cowpany;  to 
and  to  raise  further  Capital. 

18,000 

8,000 

6  per  eent      - 

13 

5    6 

ft.0ckMtei        •       • 

84 

To  extend  the  powers  of  the 
8c  Helens  Gas  Company, 
and    to    empower  them  to 
raise  farther  CapifaL 

99/)00 

34,500 

7  per  cent  on  or^ 
aary ,  and  6  per  cent 
on  preference  diaret. 

14 

flhcftcU  OHp«a6ta  Om 

94 

To  authorise  the  Corporation 

— 

300/)00 

18 

3    - 

ClCc«W«ftoX 

of  SbefBeld  to  BMBufiustnre 

aad  fartber 

perpetual  annuitiesof 

and  supply  Gas  within  the 

aaaaWea. 

81.  per  aimum  each. 

borough  of  Sheflldd. 

Aidii  C^ty0iMSHi  tt» 

84 

Ym  easpouti  the  COTporation 

Tlw  amomt    of    capital 



— 

— 

(Tmdmmy 

of  SbdWd  to  purchase  the 

raised  aad  amhoriaad  to 
be  laked  It  tbe  Cooi- 
panj,  aad  Arther  mme 

aaitka. 

Undertaking  of  the  ShalBdd 

United  Gas  Light  Compacy. 

S^r^Gm     -        -        - 

84 

To   extend     the    limits    and 
iacrcaM  the  Capital  of  the 
SUpley  Gas  Company. 

58,000 

13,000 

7|  per  cent  on  orA- 
Btfy,  and  6  per  eent 
on  preference  sharea- 

14 

" 

WfoiaBi  Oas .        •        - 

M 

T6    iMorporate   the    cxistiDg 

88/X)0 

%500 

7  per  eent 

14 

4a.  e^  whUa  ooe 
mila   or    pariili 
charch,te.vHUa 
two  mOci.  and 

Wrexham  Gas  Light  Com. 

paay ;  to  authorise  tb«m  to 

flBaajafactuTB     aud     supply 

is.W.bejond. 

Gaa :  and  to  raise  additional 
CapitaL 
To   ineorporate   the   existing 

Ta-€q«»— iCdaC^- 

1 

84 

13,800 

7/M)0 

7  per  cent  oa  ordl- 

14 

•  6    - 

TeoTil  Gas  Light  Compaay ; 
to   extend   the  Works  and 
iMrease  the  Capital  of  the 
Coapany. 

nary,  and  6  per  cent 
on  preference  diares. 
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WATER    BILLS. 


NAME  OF  filLL. 


in 

Grouping 

Usi. 


OBJECT  OF   BILL. 


Capitid  Proposed. 


ByShttts. 


By  Loan. 


Abodare  Local  Board  Water  - 


AahtoD-nnder-Lyn^  Staley- 
bridge,  and  Dokinfield  Du- 
ttiet. 


Bitli  Corporation      • 


Beedae  Water  • 


Bel&st  Water 


Birmingbam  Waterworks 


Obatem   Hilla  Spring  Water- 
works. 


DaUin      Corporation     Water- 
works. 


Knniskillen  Borongh  Improve- 
Bents. 


Fjlde  Water 


HalifioL  Water  and  Gas  Exten- 


Kiikoaldy  and  l>j8art 


Uverpool     Improrement     and 
Waterworks. 


Uttlebampton  Water 


MMsQeld  Waterworks 


2. 


25 


25 


25 


d5 


25 


25 


25 


35 


25 


25 


25 


25 


25 


25 


To  enable  tbe  Local  Board  of  Aberdare  to  erect 
Waterworks  and  supply  Water,  and  to  pui> 
chase  existing  works. 


To  combine  the  Corporations  of  Ashton  and 
Staleybridge  and  the  Local  Board  of  Dukin- 
field  in  a  system  of  Water  supply  for  tbe 
district. 


To  increase  and  extend  the  limits  and  supply  of 
Water  by  the  Corporation,  by  acquiring 
existing  works  and  constructing  new  works. 


To  incorporate  a  Company  for  supplying  the 
town  and  parish  of  BeccleN  with  Water. 


To  extend  the  powers  of  tbe  Bel£Mt  Water 
Commissioners,  and  to  authorise  them  to 
borrow  further  money. 

To  extend  the  limits  of  supply  and  construct 
further  works. 


To  incorporate  the  Chilteni  Hills  Spring  Water 
Company  (Limited),  to  extend  their  limits  of 
supply,  and  to  raise  further  capital. 


To  enable  the  Corporation  of  Dublin  to  enlarge 
and  extend  their  Waterworks,  to  amend 
previous  Acts,  and  to  confirm  Agreements  with 
the  Treasury  and  Public  Works  Loan  Com- 
missioners. 

To  enable  the  Commissioners  for  the  Borough 
of  Enniskillen  to  construct  Waterworks,  and 
supply  Water,  and  for  other  purposes. 


To  extend  tbe  limits  of  supply  and  increase  tbe 
capital  of  the  Fylde  Waterworks  Company, 
and  to  give  power  to  Company  to  alter  the 
numher  of  Directors. 


To  amend  and  extend  the  Acts  relating  to  the 
supply  of  Water  and  Gas  to  Halifiuc,  and  to  the 
improvement  of  that  Borough. 


To  extend  limits  of  supply,  and  to  authorise  Uie 
Commissioners  to  borrow  additional  money. 


To  empower   the    Corporation   to    erect   new 
Waterworks,  and  for  various  other  purposes. 


To  incorporate  a  Company  for  the  supply  of 
littlehampton  and  its  neighbourhood  with 
Water. 


To  ineorporate  a  Company  for  supplying  the 
town  and  parish  of  Mansfield  with  Water. 


£. 
65,000 


MortgaMiMil 
tzoecdiDg. 
Ashton  to  find  7-15ths         £. 

of  capital  -  -  168,000 
Staleybridge  5-]5ths  -  120,000 
Dokinfield  d.l5ths     •      72,000 


0,600 


10,000 


dO,000 


12,000 


12,000 


Digitized  by 


70,000 


2,400 


110,000 


10,000 


8,000 
(for    Water- 
works). 
8,000 
(for  other  par« 
poses), 
7,500 


15,000 
(for      Water- 
works). 


15,000 

60,000 
(fbr     Water- 
works). 
845,000 
(for  other  pur- 
poses). 

8,000 


4,000 


Google 
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BBPDKT  OP  THE  BOASLD  OF  TRADE  AH  THE 


WATER  BILLS— conHnued. 


If  AMK  OF  DILL 


N#w«Mil«  tfid  OfttHhMd' W«Ur- 


f^owty  WftUrworka 


Oldham     Oorpomtion     WaUn 


HuAkMiWiitfr- 


Hun«Ofn,  Wo«li5u»  Md  Ildton 


SiMitllMa  C\>r|MmUoA  Wat«r 


;M^«iM4  WaHnrwkt       « 


^UMtaM  MAilMri^  WtHr 


$i^i»%iwi  WMi»rfMiA«     - 


Y^«iMlCWi»^ 


86         To  extend  the  works  and  limits,  and  to  ii 

tbe  oapital  of  th«  NeweastW  iu»d  Gatosheatl 
Water  ComDany,  and  to  authorise  them  tp 

Surchase    the    Undertaking   of  'the    North 
bieldsCoaipany* 

96  To  incorporate  a  Company  for  supplying  th^ 
town  or  Newry  and  its  neighhearhoMl  witk 
Water. 


95 


U 


U 


95 


40. 
160,000 


30,000 


35,000 


To  empower  the  Corporation  of  Oldham  to 
ooiietruet  additienal  Watemonks,  and  extend 
tbtir  iimita  of  supply. 


To  inoovpomte  a  Company  for  supi^ying  Water 
1o  the  town  of  Raaboa  and  ats  neighbour- 
hood. 


To  enable  the  Coii^Muiy  to  raise  additional 
capital  for  the  compkitMm  of  their  Under- 
Uking. 


12,000 


20,000 


7,50a 


2op^ooa 


4,^v9 


6,000 


To  transfer  to  the  Corporation  the  Undertaking  I  The  amount  raised  and  aatho- 


of  the  Sheffield  Waterworks^  on  terms  to  be 
agv«ed  upon  or  aettkd  by  arUtsMtion. 


T6  amaad  smI  extend  tiie  Aela  lohitingto  the 
Omhmmijic,  aad  4o  make  ifvroTieaoos  teapecting 
supply,  aad  ta  astMid  luat  Jar'Completion  of  { 


rised  to  be  raised  by  the 
€omp«ny,  and  stich  fmfanar 
sum  as  may  be  mnAnA  Ibr 
redemption  of  annuities. 


T^  eMrf^  aiidHional 
a«d  IKsiTwt  Omval 
INMupaay  (Limited). 


tkeSkoreham 
Walenrorks 


I 


Ta  vxtend  th«  Hants  and  wofk\  vad  %o  iacrease 
I     «Ka  e«p)tal«  of  tke  dMlHipirt  Waterworks 


M      j  T^^  #x  I^hhI  tW  wx^e  a»v%  p^f»—af  tke  Ski»loa 
^V«lYr^^\r^^  Ckom^vm^t^  aMi  h>  wwa^iaw  wir 
'      <^laU  aa4  li^  y#yei4  egtbua^  AH« 


'^jv^-'A^  *>--  **^>-;x>v^^  W^*%ir  «a  Ti%Aj« 


ii^a««NM  ^pi*^^awfcarill»C^*r«n«iW* 


80,000 


10,000 


iflgooo 


20,000 


3,602 


5,600 


90,000 

(Isr  water). 

5,000 

(Ibr^Aw^mi^ 
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INDEX  TO  GROUPS  IN  GROUPING  LIST. 


RAILWAY    BILLS. 


BiajuuriK: 


No.  of 
Group. 


«  MetTopoUtan  Ilailwar  District^'  and  Sttburbs  L 

fldnthEbfit     - II. 

SonthWert III. 

North IV. 


Cfstral     -       » 

East 

Wai^b    - 
Scotland 

IrBLANBc: 


No.  of 
Oroop. 

V. 

-       VI. 


VII, 

VIII. 

IX. 


TRAMWAY  BILLS 
GAS  BILLS     - 
WATER  BILLS       - 


No.  of  C^np. 
X. 

XI. 

xir 


2. 


aB.au  PING    LIST.  Oroupinff. 

England. 

RAILWAY  BILLS. 

Dengthof        BailwayBiOs. 

New  line.  

England.  

M\     CHS.  1^ 

**  Metropolitan  Railwaj^  Diatrict  "  and  Suburbs;  «  Metropolitan 

Railway  Digtrict'* 
East  and'  West  Metropolitan  Junction  amV  Mahsibn  llhuse  and  Suburbs. 

Railway 8     58 

East  London  RaiHtay       --..---        — 

[    4     21 

Great  Eastern  Railway ^  Metropolitan  Railways,  &;c.       -  I  deviation 

I     ?     33 

Islinyton  Railway     -         -         -         -         -         -         —        -      I     26 

London.  Blackwall,  and  Millivall  E.viension  Railway    .         .  _ 

Metropolitan  Railway        -.        —        ---..  — 

Metropolitan  and  Saint  Johr!s  Wood  Railway      -         -         -  0     75 

Metropolitan  District  Railway  —        -r.        .         .*        .•  Q    25 

North  Metropolitan  Railway      ------  — 

Tottenham  and  Hizmpstiad  Junction  Railuxay        -        -         .  — ^ 

South  East:  IL 

South  East, 
Continental  Communication         -         -         -         .-         -0     38 

Cobham  Railway^      -.-.....479 

^International  Communication      ^        •        •        ^        ^        ^        ^^ 

London,  Brighton,  and  South' Coast  RaUweq/         -         -•       -      1     14 

Poohi  and  Bournemouth  Railwcuj^       -        •        -        —       -.        — 

Ryde  Pier  Railway:  Fuvtensim  -        -        .        -         •>        ^*     0    60 

.  Jtyde^Statign  {Deviation  and  Abandonment  of^  Raiiway}^j(k)  ••       — 

S€venoaks,Maidsione,^and  Tunbndge  Railway,     -         -         -I  ^^^^JP^ 

_.  South  Eastern    ,      -.       -        -        -,        -.       •         .         -       1     50 

Surbiton,  Cobham,  and  Ripley  Railway       -        -        -        •     IQ    70 

f 

c  2 
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England. 
Railway  Bills. 

ni. 

South  West. 


North. 


IV. 


V. 

Central. 
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Length  of 
New  line. 
South  West :  ^  

Barnstaple  and  Ilfracomhe  Railway  {No.  1)        -        -        -.13    55 
Barnstaple  and  Ilfracombc  Railway  {No.  2)         -        -        -     14    25 

Bristol  and  North  Somerset  Railway  -        -        -        -        '11     34 

Bristol-Port  Railway  and  Pier  -.----  — 

Bude  and  Torrington  Junction  Railway      -        .        -        -  — 

Kingsbridge  Railway        ..--.-.  — 

Teign  Valley  Railway        -------  — 

North: 

Blackpool  and  Lytham  Railway  {New  Works  and  Additional 

Powers) 0     42 

Furness  Railway       -----.--         — 

Halifax  and  Ovendon  Junction  Railway      ....         — 

Iiancashire  and  Yorkshire  Railway     -         -         -         -        -215 

Lancashire  and  Yorkshire  and  London  and  North  Western 

Railway  Company  {Steam  Boats)     -----        — 

London  and  North  Western  Railway  {Additional  Powers)  -  0    41 

London  and  North  Western  Railway  {Steam  Vessels)    -  -  — 

North  Eastern  Railway  {Consolidation  0/ Stocks)          -  -  — 

North  Eastern  Railway  {Hawes  and  Melmerby^  2fc.)    -  -  16    25 

Preston  J  Longton,  and  Southport  Railway  -        -        -  -  15     50 

Preston  Station        -        -        -         -        -        -         -  -  — 

Central: 

f     1     13 
Chesterfield  and  Brampton  Railway    -        -        -        -        -"j  tramway 

L    0    21 

Dudley y  Oldbury,  and  Birmingham  High  Level  Railway       -  6    29 

East  and  West  Junction  Railway        -----  — 

Great  fVestem  Railway    -------  — 

Halesowen  and  Bromsgrove  Branch  Railways        .         .        .  — 

Harbome  Railway    .-------  — 

London,  Worcester^  and  South  Wales  Railway  {Estensian  of 

Time) ...-.— 

Midland  Counties  and  South  Wales  Railway        -        -        -      8     12 

Midland  Railway  {Additional  Powers)        -        •        -        -       7     52 

Midland  Railway  {Wirksworth  and  Rowsley  Line)       •        -      9      0 

North  Staffordshire  Railway      --•---        — 

Severn  Junction  Railway    -        -        -        •        -        •        -11     76 

WoherhampUm  and  Walsall  Railway  .----        — 

t 
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East: 

Bedford  and  Northampton  Railway   - 

Bury  Saint  Edmunds  and  Thetford  Railway 

Ely  and  Bury  Saint  Edmunds  Railway  - 
Fulham,  Hammersmithy  and  City  Railway  - 
Great  Eastern  Railway  {General  Powers)  - 
Great  Northern  Railway  -  -  -  . 
Hounslow  and  North  London  Railway 
Newport  Pagnell  Railway        -        -        - 


{ 


Length  of 
New  line. 


M.  CHS. 


deviation 


2 

18 

2 


25 
30 

4 


3     37 


Grouping, 

England* 

Itailway  BUls. 

Eaat. 


Wales. 
Brecon  and  Merthyr  Tydfil  Junction  Mailwcgf     ...         — 
Dare  Valley  Railway        --..---        — 
Hereford,  Hay,  and  Brecon  Railway  -        -        -        -      0      7 

LUzntrissant  and  Taff  Vale  Junction  Railway       -        -        -        — 
Milford  Haven  Dock  and  Railway    -----         — 

Oswestry  and  Llangynog  Railway      -        -        -        -        -19     77 

Pembroke  and  Tenby  Railway   -        -        -        -        -        -0     34 

Pontypooly  Caerleony  and  Newport  Railway,         -        -        -        — 
Severn  and  Wye  Railway  and  Canal  -         -        -        -       6     33 


WaUi. 
VIL 


2. 


Scotland. 

Blane  Valley  Railway      ----.--        — 

Caledonian  Railway  Company  {Additional  Powers)      -        -      6     54 

Caledonian  and  Glasgow  and  South  Western  Railway  Com* 
panics  --         -        -        -        -        -        -        -        — 

Caledonian   Railway  Company  {Tay  Ferries  and  Land  at 
Dundeey      ---------        — 

Caltandar  and  Oban  Railway    ------- 

Edinburgh,  Loanhead,  Roslin,  and  Penicuik  Railway    -         -       6     13 

Qirvan  and  Portpatrick  Junction  Railway  Campcm/   •        -        — 

Newport  Railway     -------        -4    43 

North  British  and  Edinburgh  and  Bathgate  Railway  Com" 
panics         --.•-..--        — 

North  British  Railway  {Tay  Bridge)         -        -         -         -      9     31 

North  British  Railway  {General  Powers)  -        -        -        -       1     34 

Penicuik  Railway    --------433 

Sutherland  Mailway  Extension  -        •        •        -        -        -17    20 


C3 


Scotland. 
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LttDgth  of 
New  Line. 
Ireland.  

M.      CHS. 

Belf nst J  HolywQod^  and  Bangor  Rmlhoff  -  -  ^  — 

Dublin  and  Antrim  Junction  Railbay  -  ^  «  «  — 

JDvblin  Trunk  Connecting  Railway     .  -  -  .  -  — 

Dublin,  Wickkm,  and  Wca^ord  Raikaay)  •  -  -  -  1     44 

Great  Northern  and  Western  {of  Irelandf  R^Uoay '{Running- 
Powers)  Sfc.         -         ^.       •.        ^.,^        ^       ^       — 

Great  Northern  and  Western  {of  Ireland^  RttUway  {Wkstporf 
Quay  Line)  ---------         — 

Limerick  and  JEnnis  Railway    -.-..-         — 

Limerick  and  Foynes  Railway  ------        — 

Navan  and  Kingscourt  Railway         ---..-         — 

Ntwry  and  Armagh  Railwayi    -        -        ^        -.        -         -        — 

Newry  and  Armagh  Railway     ------- 

Newry  and  Greenore  Railway   -         -.        -         -         -        -         — 


Trmmoay  BUls. 
Hetrofplifit 


Laedt. 


TRAMWAY    BILLS. 

MtttCDpoli^f: 

JEast  London  Tramways  --•-.--4     57 

London  Street  Tramways  -         -        -         -        -        --43     20 

Metropolitan  Street  Tramways    -         -         -         -         -         .612 

North  London  Tramways  -         -         -         -         -.        ^    17     S5 

North  Metropolitan  Tramways  ------284 

Pimlicoy  Peckham^and  Greenmch^  Street  Tramways.  (Exten- 
sions, ^c.)     ---------27     31 

Pimlica^  Peckham.and,  Chremwich  Street  Tramway  Comj^ny^ 

(Karious  Powers)     -         -         -         •-         -         -         -09 

Iieeds; 
'Leeds  Tramwenfs      -         -        -         -         -         ^        •»        -    16     31 
Leeds  Street  Tramways    -'-        -        -        -        -        -9      47 


Digitized  by 
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Length  of 
New  Line, 
liverpool,  Ac.  :  

sAm       CHS* 

lAverpool  Street  Tramways       -         -         -         -        -         -21     64 

Liverpool  Tramways  -         -         ^         -         -         -         -     35     40       Liverpool 

Wallasey  Tramways  -         -        •*         -         -        -        *-.58 

Manchester : 

Manchester  and  Sal  ford  and  District  Tramways  (No.  1)        -     55  15 

Manchester  and  Salfordand  District  TratMoays  {No.3£)        *    *^  66 

Manchester  Street  Tramways W  40 

JUanchester  Tramways      -         -        -         -         -         -        -t9  39 

Central : 

Birmingham  and  Staffordshire  Tramways  -  -  -  -  1 1  55 

Hirmingham  Street  Tramxtays   -         -         -  -  -  -  22  34 

Birmingham  Tramways    -         -         -*.  -  ^  ^  SUi  \ 

Ellesmere  and  Glyn  Valley  Tramway           -  -  -  -  ^9  42 

/Vorcester  Railways  and  Tnmmay^   -        -  -  -  -  ^  37 

South : 
Plymouth^  Stonehouse,  and  Devonport  Street  Tranmays        -    1       46 
Portsmouth  Street  Tramways     -        *-         •         -        -         •     2       33 


CentraL 


South. 


SOOTLAOT) : 
Clyde  Navigation     --------        — 

Glasgow  Street  Tramways         -         -         -         -         -        -    ^Aft     33 

Glasgow  Tramways  -        -        -        -        -        -        -        -40     13 


Scotland. 


Ireland  :  tritariL 

City  of  Dublin  and  Suburban  Tramways  and  Railwq^     -    ih9     73 


a. 


C4 


Digitized  by 


Google 


24 


REPORT  OF  THE  BOARD  OF  TRADE  ON  THE 


England, 

Gas. 

XL 

Metropolis. 


Soalh. 


North, 


Central, 


WalBi. 


SoQihnd. 


Irdtmi. 


BILLS  RELATING  TO  SUPPLY  OF  GAS. 


England. 
MetropoKs  : 
Gas  Light  and  Coke  Company. 
Great  Central  Gas  Consumers  Company. 
Imperial  Continental  Gas  Association. 

South : 

Brighton  and  How  General  Gas. 

Kings  Lynn  Consumers^  Gas. 

Kings  Lynn  Gas. 

Newport  {Isle  of  Wight)  Gas. 

Reading  Gas. 

Saint  Albans  Gas. 

Yeovil  Gas  and  Coke  Company. 

North : 
Airedale  Gas. 
Chester  Gas. 

Cieckheaton  Local  Board. 
Eccleshill  and  Bolton  Gas. 
Hebden  Bridge  Gas. 

Leeds  Corporation  Gas  and  Improvements^  8gc. 
Leeds  Corporation  Gas  (Purchase  of  existing  Gas  Works,  S^c) 
Leeds  Gas  Light  Company. 
Rainhill  Gas  and  Wat&r. 
Saint  Helens  Gas. 

Shipley  Gas. 

Central: 

Buxton  Gas. 

Rotherham  Gas  Company. 

Sheffield  Corporation  Gas  (New  Works). 

Sheffield  Corporation  Gas  (Purchase). 


Wales. 
Aberdare  Gas. 
Brecon  Gas. 

Cardiff  Gas  Light  and  Coke  Company. 
Carmarthen  Gas. 
Wrexham  Gas. 


Scotland. 
Brouyhty  Ferry  Police  Commissioners. 
Paisley  Gas. 


Ireland. 


Belfast  Consumers  Gas. 
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BILLS  RELATING  TO  SUPPLY  OF  WATER. 


England. 

North: 
Ashton-under-Lyne  and  Staleyhridge  and  Dukinfield  District. 
Fylde  Water.* 

Balifax  Water  and  Gas  Extefision. 
Liverpool  Improvement  and  Waterworks. 
Oldham  Corporation  Waterworks,  Sfc. 
The  Runcorn,  Weston,  and  Halton  Waterworks. 
Southport  Waterworks. 

Central: 
Birmingham  Waterworks. 
Chiltem  Hilis  Spring  Waterworks. 
Mansfield  Waterworks. 
Newcastle  and  Gateshead  Waterworks. 
Sheffield  Corporation  Water. 
Skipton  Waterworks. 
Sheffield  Waterworks. 
Yeadon  Water. 

West  and  South : 
Aherdare  Local  Board  of  Health. 
Bath  Corporation. 
Beccles  Water. 
Littlehampton  Water. 
Ruabon  Water. 
Shoreham  and  District  Water. 
Yeovil  Improvement. 


QroufAng. 
England. 

Water. 
XIL 


Noith. 


CentraL 


West  and  South. 


2. 


Scotland. 
Kirkaldy  and  Dysart  Waterworks. 


Ireland. 

Belfast  Water. 

Dublin  Corporation  Wdterworks.i 
JEnniskillen  Borough  Improvement. 
Newty  Waterworks. 


D 


Scotland. 


Ireland. 
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MeiropolkmBail' 
My  Schemes. 

Report  tf  ike 
Hauee^Lorii 
CommUtee^  1868. 


METROPOLITAN  RAILWAY  SCHEMES. 

'Report  of  the  House  of  Lords*  Committee^  1863. 

Sbvekal  Bills  for  proposed  Railways  within  the  Metropolis  having  been 
deposited  for  the  sanction  of  ParliaiaeBt,  it  appears  desirable  as  in  former 
Sessions,  to  bring  under  consideration  the  Report  of  the  Select  Committee  oF 
the  House  of  Ixirds  on  Metropolitan  RaSwajr  CommuHication  of  the  Session 
of  1863.  In  their  Third  Report,  the  Committee  expressed  ibrar  ofHimn  that, 
in  determining  the  regulations  which  it  may  be  expedient  to  apply  to  Railways 
within  the  Metropolis,  it  is  desirable  that  the  limits  of  the  MetropoCs  prescribed 
by  the  Royal  Commission  of  1846  sboq^  be  extended  in  the  mwuicr  described 
in  the  first  paragraph  of  that  Report. 

The  Committee,  after  explaining  their  views  on  the  several  points  of  the  sub- 
ject-matter referred  to  them,  expressed  (in  paragraph  15)  their  opinion  that,  if 
the  general  views  which  they  had  explained  should  be  deemed  Mtiafiactory  by 
the  House,  some  means  should  be  taken  to  render  future  legislation  conformable 
with  the  principles  there  laid  down,  and  with  this  view  they  suggested  that,  in 
the  next  Session,  and  also  in  any  succeeding  Session  if  necessary,  a  Select 
Committee  should  be  appointed  before  the  Second  Reading  of  the  Bills,  for  con- 
sidering the  different  schemes  for  the  coafitroetian  of  hnes  ef  Raibn^  within 
the  Metropolitan  Railway  District,  which  may  then  be  before  the  Hoose,  and 
to  report  their  opinion  upon  such  schemes,  with  reference  to  the  recommen- 
dations  of  this  Committee;  such  R^ort  te  be  made  to  the  House  before  the 
Second  Reading  of  the  Bills. 

The  Committee  added,  that  it  would  be  desirable  that  the  Board  of  Trade 
should  make,  soon  after  the  commencement  of  each  Session  of  FiaiCamait,  a 
General  Report,  relating  to  all  proposed  Railways  or  works  conoeobad  with 
Railways,  which  affect  the  Metropolitan  Railway  District,  and  that  the  Report  so 
made  should  be  referred  to  the  proposed  Committees. 

And  further,  that  arrangements  sbovld  be  nade  between  the  two  Houses  of 
Parliament,  that  all  Bills  proposing  to  sanction  the  construction  of  Railways, 
within  the  Metropolitan  Railway  District  shotdd  originate  in  one  House,  and 
should  be  grouped  together,  and  referred  to  the  same  Select  CiMBimttoe. 


i^ik 


Dmettim/^^Ae 


Opem 


Gremi 


MOnm 


Views  of  the  Committee. 

The  leading  views  of  the  Committee  of  1 863  may  be  stated  generaUj^  as  follows : 

1.  That,  with  the  view  of  giving  fturther  effect  to  the  provision  in  feMrour  of 
the  labouring  classes  contained  in  the  191st  Standing  Order,  it  is  desirable  that 
in  every  Bill  for  making  anjifork,  in  the  construction  of  which  compulsory 
power  is  given  to  take  30  or  more  houses  inhabited  by  the  labouring  classes  in 
any  one  parish  or  jdace,  a  clause  be  inserted  providing  that  the  companies 
shall,  not  less  than  four  weeks  before  taldng  any  such  houses,  make  known  their 
intention  to  take  the  same,  either  by  personal  notice  to  heads  of  fisunilies 
inhabiting  the  same,  or  by  placards,  handbills,  or  other  general  notice,  placed 
in  puUic  view  upon  or  withiji  a  reasonable  distance  firom  such  houses. 

2.  That  squares  and  open  spaces  in  the  Metropolis  should  not  be  unneees* 
sarily  taken  for  the  purposes  of  a  raSwiiy. 

3.  That  in  the  constmction  of  any  new  Hnes,  subways,  covered  wmys,  or 
tnmids  are  preferaUe,  where  cbcumstances  admit  of  them. 

4.  That  it  would  be  objectionable  to  aOow  the  construc^on  xi  a  great  cmitral 
station  in  die  Metropolis. 

5.  That  the  &eat  Eastern  Railway  should  be  allonod  te  «8taMidi  a  more 
central  btation  than  it  has  at  present,  and  be  placed  in  communicaticni  with 
the  fines  nmnin§  to  the  western  part  of  the  Metropolis. 

6.  That 
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6-  TbiA  It  k  not  desirable  to  bring  the  mam  etedom  of  aaj  of  the  pciiie^  IfttafM^tes  jUi/- 
long  liDes  nf  Rui^ajr,  except  the  Great  EeMtemy  hrtitmi  ivto  Landoii  thm  is  at  ^'^  Schema. 
pment  auitiiorised ;  bat  that  oifte  or  more  Il«llvw}'»di(»U  ^^.     — 7^ 

passengers  from  differeat  pcrts  t£  London  to  1^  mans  statkms  of  the  Ittag  $tdAor^^ 
lines  ;  such  new  lines  not  to  be  in  the  hands  of  any  one  of  the  present  great 
Cbm panics,  but  placed  under  such  management  as  to  ensure  equal  adfvantages 

7.  Tbatheawy  traffic  ingoods,  and  especially  in  minerals,.  eauldraaa_^^  Hea^imKcfiot 

rukv  be  most  coovenieutljr  earried  from  the  Rsulway&  lying  Soctb  of  the  Th^JtYT^  to  pan  through  the 

to  the  Railways  lying  South  of  the  Thames,  by  Lanes  not  passing;  through  the  ^''^  ^/^ 

central  portions  of  the  Metropolis.  Metropolis. 

S.  That  there  should  be  a  line  of  Railway  on  &e  Eastern  side  of  the  Me-  Conneanon  North 
tropoEs,  connecting  the  Railways  North,  and  South  of  tiie  Thames.  fl«^  South  on 

Eastern  side. 

».  That  i*  was  desirabte  that  additional  fadlitics  should  be  aflbrded^  and  leee  FacaiHesfor  goods 
fmumG^am  arrangemi^ts  in  refeieneeto  tolls madefor  Ae  passage  byHie  BaibfiijfB  traj^onthe 
mx  the  Western  side  of  the  Metropolis,  of  mitteral  and  goods  traffirfimn  flome  ^^^^^*^*ide. 
ci  the  Kortkem  Hailways^  to  the  Railways  aoftd  dislnuct  of  country  &>utk  of  tiie 

10.  That  additional  railway  communication  was  needed  m  the  densety-popu-  Communication  in 
iatod  part  of  the  Metropolis,  and  it  was  desiraWe  that  railway  commuBkatbn   ^<^^^d  districts, 
where  it  did  not  dready  exist,  should  be  established  between  the  variotis  main  J^'«^-<^«w«t««wa- 
lues  of  railway,  ^^ 

IL  The  Commttee  farther  siiggffited  (in  paragraph  l*),tha*  the  oomptetioii  Inner  and  outer 
4A  an  muer  onrcuit  of  Etanl^my  was  dwnrabte.  abutting  on  the  principal  Saiiww  circuit. 
To-mini^  witti  a  riew  to  the  distrihurtion  of  passenger  traffic  airiving  bf  tbe 
imain  lines,  and  they  dStaced  suggestions  for  an  economical  con^treietion  of  tile 
£mm»  fanning  this  dbrcuik,  m  concert  with  the  Itfeiropofitan  authoritieai.  Ikey 
alaok  sng^pested  an  outer  drde  witlmi  t^  Metropolitsn  Dislaict,  comoiiimoa^ 
with  the  principal  lines  North  of  the  Thames,  to  be  at  certain  points  in  commu- 
woation  wiitti  the  inner  eircle. 

The  Committee  expressed  an  opinion  that  every  such  system  of  h^iamal 
Mffllway  communication  for  the  Metropolis  should  be  under  one  management, 
«hd  thiey  suggested  a  Standing  Qider  with  this  Tiew. 


Railways  authomed  m  Sesnon  l8Q4t^  ami  9uJb^uefU4M^ 

RaHuMijfs  autho* 
lo  186*,  the  Grea*  Eastera  Raite^Compaay  were  authorised  to  extend  their  JSIUSL 
lao  to  Liwrpootstreet  in  the  City^and  to  form  a  tenrnnai:  station  at  dhotpoiirt ;  quen^. 

by  which,  poxtial  eflFect  was  given  to  the  5th  of  the  abore-menfdoiifid  reeonv-  

mendBtions  of  the  Lords*  Committee. 

In  the  same  Session,  the^  Metropolitan  Railway  Company  were  autkmsedto 
extend  their  original  line  westward  and  southward  to  Notting-hill  and 
Brompton,  and  their  Finsbury  Circus  Extension  eastward  and  southwaid  to 
Tower-hill;  and  by  "  The  Metropolitan  District  Railway  Act,  1864,''  powers  were 
given  to  a  new  Company  to  form  a  line  of  Railway  to  be  connected  with  the 
Extensions  of  the  Metropolitan  Railway  at  Brompton  and  Tower  Hill,  and  to  pass 
near  the  Victoria,  the  Charing  Cross,  the  Cannon-street,  and  the  Fenchurch-street 
Stations.  By  means  of  these  lines,  which  if  carried  out,  viz.  —the  Metropolitan 
and  the  Metropolitan  District  Railways— an  inner  circuit  of  Railway  will  be 
fDrmed,  abutting  on  or  near  the  ataiiona  ahave  nuentioned,  and  also  on  the 
Paddington  Station,  the  Euston-square  Station,  the  station  of  the  Midland 
Railway  at  St.  Pancras,  the  King's  Cross  Station,  the  station  of  the  North 
London  and  the  intended  station  of  the  Great  Eastern  Railways  at  Liverpool, 
street ;  and  partial  eflFect  has  been  given  to  the  above-mentioned  6th,  10th,  and 
llth  recommendations  of  the  Lords'  Committee.  The  extension  of  the' Me- 
tropoiitan  Railway  to  Notting-hill  and  Brompton,  as  well  as  the  portion  of  the 

"^^  i>  2  Metropolitan 
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Metropolitan  Rail-  Metropolitan  District  Railway  in  connection  tlierewith  between  Brompton  and 
toay  Schemes.         Westminster  Bridge,  have  been  opened  for  traflBc  during  the  past  year,  and 
"^"^  some  considerable  progress  is  being  made  in  the  construction  of  the  latter 

Railway  between  Westminster  and  Blackfnars  Bridges. 

It  is  to  be  added,  that  in  the  Session  of  1 864  a  new  Company  were  authorised 
to  construct  the  North  Western  and  Charing  Cross  Railway,  which,  when  con- 
structed, was  to  have  had  a  junction  with  the  London  and  North  Western  Railway 
between  CamdenTown  and  Euston-square,  and  passing  under  Tottenham  Court* 
road,  to  have  had  its  terminus  at  the  eastern  side  of  the  Charing  Cross  Station. 
The  powers  of  construction  of  this  line  have,  however,  expired. 

With  reference  to  the  suggestion  of  the  Committee  that  new  lines  of  Railway 
might  be  advantageously  and  economically  constructed  under  some  of  the  new 
streets  to  be  constructed  by  the  municipal  authorities  of  the  City  or  the  Metro- 
politan Board  of  Works,  and  under  a  portion  of  the  proposed  Thames  Embank- 
ment, it  may  be  noticed  that  the  Metropolitan  District  Railway  was  authorised 
to  be  constructed  partly  in  open  cutting  but  principally  in  tunnel  along  the 
Thames  Embankment  (North  side),  from  Westminster  Bridge  to  Blacl^ars 
Bridge,  and  under  a  portion  of  the  new  street  which  is  in  course  of  construc- 
tion between  Bridge-street,  Blackfriars,  and  the  Mansion  House. 

In  1865  Parliament  authorised  the  construction  by  a  new  Company  of  the 
**  East  London  Railway,'* — a  line  which  is  to  have  a  terminus  at  Liverpool- 
street,  under  the  authorised  terminus  of  the  Great  Eastern  Railway,  and  a 
junction  with  the  authorised  new  line  of  that  Railway  towards  the  North,  and^ 
passing  under  the  River  Thames  through  the  existing  Tunnel^  to  have 
junctions  with  the  lines  of  the  South  Eastern,  and  the  London,  Brighton,  and 
South  Coast  Railways,  near  New  Cross.  The  portion  of  this  line  between 
Wapping  on  the  North  of  the  Thames,  and  the  Ix)ndon^  Brighton^  and  South 
Coast  Railway  at  New  Cross^  has  been  opened  for  traffic  during  the  past  year. 

The  scheme  of  the  ^^  East  London  Railway "  appears  to  be  such  as  was 
contemplated  in  the  8th  of  the  above-mentioned  recommendations  of  the 
Lords*  Committee. 

In  reference  to  the  view  of  the  Lords'  Committee,  that  "  additional  railway 
communication  was  needed  in  the  densely-populated  parts  of  the  Metropolis  *' 
(see  paragraph  10),  may  be  mentioned  the  "  Waterloo  and  Whitehall  Railway,** 
sanctioned  in  1866, — a  scheme  intended  for  the  conveyance  of  passengers  across 
the  Thames  in  a  tunnel  under  the  River — to  be  worked  on  the  pneumatic 
principle.  The  Board  of  Trade  have  under  consideration  an  application  from 
the  Company  for  the  abandonment  of  the  undertaking. 

Of  the  Railways  authorised  in  1866  there  may  be  here  noticed,  in  reference  to 
the  suggestion  of  an  outer  circle  of  Railway,  communicating  with  the  principal 
lines  north  of  the  Thames,  which  is  contained  in  the  1 1  th  recommendation 
of  the  Lords'  Committee,  the  "North  Metropolitan  Railway,**  which  is  intended 
to  have  junctions  with  the  Great  Western  Railway  (at  Southall),  the  London 
and  North  Western  Railway  (near  Twyford),  the  London  Extension  of  the 
Midland  Railway  (near  Hendon),  the  authorised  new  line  by  Tottenham  of 
the  Great  Eastern  Railway  (at  Dalston),  and  the  Barking  Branch  of  the 
London,  Tilbury,  and  Southend  Railway  (near  Stratford). 
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MkrcfpoUUm  RaiU 
xoay  Schemes. 

Bills  lodged  Jor  the  Session  of  1870. — Grouping. 

Bilk  lodged  for 
The  Bills  relating  to  Railways  within  the  Metropolitan  Railway  District  are  the  Semon£is70. 
ten  in  number.    These  Bills  are  enumerated  at  page  19  of  this  Report.  Groutma. 

Two  only  of  these  Bills  propose  to  incorporate  new  Companies,  viz. : 

The  East  and  West  Metropolitan  Junction  and  Mansion  House  Railway 
Bill  proposes  to  authorise  the  construction  of  Railways  from  the  autho- 
rised  line  of  the  Metropolitan  District  Railway  near  Fish-street  Hill,  and 
from  the  authorised  Extension  of  the  Metropolitan  Railway  to  Tower 
Hill,  near  Aldgate  High-street,  passing  in  tunnel  under  New  Earl-street, 
Cannon-street,  part  of  Fenchurch-street,  Aldgate  High- street,  and  the 
Whitechapel  and  Mile  End  roads,  to  a  point  under  the  centre  of  the  latter 
road,  adjoining  the  Bow  Station  of  the  North  London  Railway. 

The  East  London  Railway  Bill  proposes  to  extend  the  time  for  the 
compulsory  purchase  of  lands  and  for  the  completion  of  the  Railway,  and 
to  enable  ihe  Company  to  raise  further  capital. 

The  Great  Eastern  Railweof  (Metropolitan  Railways^  Sgc.)  BUI  proposes 
to  authorise  certain  deviations  and  alterations  in  the  levels  of  the  autho- 
rised Metropolitan  Extension  and  Station  at  Finsbury  Circus,  which  are 
sought  to  be  connected  there  by  a  short  Branch  line  with  the  Metropolitan 
Railway.  If  authorised,  the  alterations  of  levels  will,  when  carried  out, 
enable  the  trains  from  the  Great  Eastern  Railway  to  pass  on  to  the 
Metropolitan  Railway,  and  other  Railways  connected  therewith. 

The  Islington  Railway  Bill  proposes  to  authorise  the  construction  of  a 
Railway  from  Islington  Green  to  a  point  at  Moor-lane,  adjoining  the 
Metropolitan  Railway.  The  Railway  will  be  on  a  viaduct,  and  the  gauge 
three  feet  six  inches. 

The  London,  Blaclcwallj  and  Millwall  Extension  Railway  BUI  proposes  to 
extend  the  time  for  the  purchase  of  lands,  and  for  the  completion  of  a 
portion  of  the  authorised  Railway,  ^id  to  abandon  other  portions. 

The  Metropolitan  and  St.  John's  Wood  Railway  Bill  proposes  to  authorise 
the  construction  ot  a  Branch  line  from  the  Finchley-road  to  the  Edgware- 
road,  and  the  abandonment  of  the  portion  of  the  authorised  line  north  of 
the  junction  of  the  proposed  Branch,  and  the  authorised  Hampstead 
Extension. 

Tfu:  Metropolitan  Railway  Bill  proposes  to  authorise  the  abandonment 
of  the  portion  of  the  Tower  Hill  Extension,  between  the  east  side  of  Bishops- 
gate-street  and  its  terminus  at  Tower  Hill.  If  this  abandonment  should 
receive  the  sanction  of  Parliament,  a  break  will  occur  in  the  inner  circle 
between  the  points  above  mentioned,  and  consequently,  so  far  as  regards 
the  present  authorised  line,  the  Uth  recommendation  of  the  Lords' 
Commitee,  referred  to  at  page  27  of  this  Report,  will  be  departed  from. 

The  Metropolitan  District  Railway  Bill  proposes  to  authorise  the  con- 
struction of  a  Railway  from  the  authorised  line  at  a  point  near  Fish-street 
Hill,  passing  under  the  new  street  now  constructing  between  Blackfriars 
Bridge  and  the  Mansion  House,  with  a  terminal  Station  under  the  new 
street  near  where  it  is  intersected  by  Bucklersbury,  and  with  a  Subway  lead- 
ing from  the  Station  to  the  area  in  front  of  the  Royal  Exchange.  If  this  Una 
should  be  sanctioned,  it  will,  probably,  be  hereafter  proposed  to  relmquish 
^e  portion  of  the  inner  circle  which  the  line  of  1864  constituted,  between 
Rsh-street  Hill  and  the  junction  with  the  Metropolitan  Extension  at 
Tower  HiU. 

The  North  Metropolitan  Railway  Bill  proposes  to  extend  the  time  for 
the  compulsory  purchase  of  lands  and  completion  of  a  portion  of  the 
authorised  Railway. 
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The  Tottenham  and  Hampstead  Junction  Railway  Bill  proposes  to  autho- 
rise the  abandonment  of  two  short  lines  of  Railway  originally  sanctioned 
to  connects  th^  Compi^oy'y  Railway  at  Camdeii.  Town  witb  the  Midland 
Railway. 


Qp^Spacei.  Open  Spacer. 

Theft  is  no  Bill  whk^  pnopoees  to  iskeilem  with  airpsqpiare^  ov*  open  space 
i9>iht  MetcQpoUs* 


CifUral  SUawti. 


The  Great  Eastern  Railway  {MetropoUtau  Railways)  BUI  proposes  to  eflTect 
an  alteration  in  the  level  of  the  Railway  and  Station  at  Finsbury  Circus  by 
whiohy  if  »athprised>  thr  Railwarf  will  be  jdaoed  on  the  sanie  le^dt^with  the 
MetaropoUtan  Railway^  rntix  wMcdi  it  witt  be  united  by  a  short  Branch. 


Communkalioti 

NoHhandSoidh 

oftheBxoer. 


Cammumcation  Nerth  and  Seuih  of  the  Riwr. 

There  is  no  Railway  BiU  of  this  Session  which  has  for  its  object  the  imtking 
of  a  new  communication  across  the  Thames^ 


Commtmicatian  in 
Crowded  DUtricti. 


Conrntmicatiofi  m  Crowded  IHstnctsi. 

The  following  schemes  of  the  present  Session  may  be  mentioned  as  appearing 
to^h»re  been  laod  otit  with  a  view  to  affording  new  or  additional  means  of  transit 
between  pavts  of  the  Metropolitan  Railway  I^strict,  viz,  :— 

The  East  and  West  Metropolitan  Junction  and  Mansion  House  Rdilww 
BUI 

The  Groat  Eastern  BaUw^  {Metropolitan  Rmlwag,  ^.)  JMi 

The  Islhi^ton  Jtailwajf  Bill 

The  Metropolitan  and  St.  John's  Wood  Railway  Bilk 

The>  Metropolitan  JMsirict  Railmy  BUI 

To  tiieae  Railway  Bills  may  be  ad<tod  the  several  Tramway  Bills  enumerated 
1X1  the  Grouping  liist  (page  23)  for  Tramways  to  be  laid  in  several  of  the  prin* 
c^[>at  appvoaehea  to  the  City  and  other  parts  of  London,  and  to  be  used  with 
wiviidl  power^ 


Board  of  Trade, 
February  1870. 


GL.Shaw  Bq^e. 


Digitized  by 


Google 


Digitized  by 


Google 


S! 


^ 


H 

S.   W  ;o 

^    p  ST 

*  t  f 

? : 

i  ? 

H  e 

od  I 


SO 

> 

I 


Digitized  by 


Google 


RAILWAYS    ABANDONMENT. 


WATERFORD   AND    PASSAGE    RAILWAY. 


REPORT    OF  THE   BOARD   OF  TRADE. 


In  pursuance  of  the  37th  section  of  **The  Abandonment  of  Railways 
Act,  1850,"  the  Board  of  Trade  (in  whom  the  powers  given  by  that  Act 
to  the  Commissioners  of  Railways  are  now  vested)  lay  before  Parliament 
the  following  Copy  of  the  Warrant  granted  by  them,  under  "The  Railway 
Companies  Act,  1867,"  for  the  abandonment  of  the  Waterford  and  Passage 
Railway,  together  vnth  the  subjoined  Report,  explanatory  of  the  reasons  for 
their  decision  in  this  case. 


WARRANT. 


Whereas,  by  "  The  Waterford  and  Passage  Railway  Act,   1862  "  '^  The 
jf^terford  and  Passage  Railway  (Company  "  were  incorporated  for  the  purpose 
^'  ^^aking  and  maintaining  the  Railway  therein  described  as : 

^  Railway,  with  all  proper  works,  stations,  approaches,  and  conveniences 

/p^^^^^ected    therewith,   commencing   by  a  junction   with   the   Waterford  and 

i^^-*^ore  Railway  at  a  point  eleven  hundred  and  fifty  feet,  or  thereabouts, 

P^'^l^^iid  the  first  half-mile  post  from  Waterford  on  that  Railway,  in  the  townland 

_^^^ally truckle,  in  the  parish  of  St.  John's  Without,  and  county  of  Waterford, 

^^     terminating  in  the  townland  of  Passage,  in  the  said  county  :" 

^--^^nd  whereas,  by  "  The  Waterford  and  Passage  Railway  Act,  1 863,"  the 
^^  Waterford  and  Passage  Railway  Company  were  authorised  further  to  make 
^^^^  maintain : 

**  A  Railway,  commencing  by  a  junction  vrith  the  authorised  line  of  the  Com- 
"^^Hy  at  or  near  the  terminal  station  thereof,  at  or  near  the  town  of  Passage,  in 
^^^  townland  of  Crook,  in  the  parish  of  Crook,  and  county  of  Waterford,  and 
terminating  at  a  point  situated  on  the  south-western  shore  of  the  estuary  of 
the  River  Suir,  near  the  tower  (in  ruins)  situated  on  the  north-eastern  angle  of 
the  quay,  adjoining  the  building  called  or  known  as  **The  Garrison,"  in  the 
townland  of  Passage  East,  in  the  parish  of  Kill  Saint  Nicholas,  and  said 
county :'' 

'^  A  Pier  on  the  north-east  side  or  shore  of  the  estuary  of  the  River  Suir,  in 
or  adjoining  the  townland  of  Ballyhack,  in  the  parish  of  Saint  James  and  Dun- 
brody,  and  county  of  Wexford :"  and 

**  A  Pier  on  the  south-west  side  or  shore  of  the  estuary  of  the  River  Suir,  in 
or  adjoining  to  the  townland  of  Passage  East,  in  the  parish  of  Kill  Saint 
Nicholas,  and  said  county  of  Waterford :" 

And  whereas,  it  has  been  shown  to  the  satisfaction  of  the  Board  of  Trade 
that  no  part  of  the  share  capital  of  the  said  Company  has  been  subscribed : 
And  whereas,  in  pursuance  of  "The  Abandonment  of  Railways  Act,  1850," 
and  "  The  Railway  Companies  Act,  1867,''  Frederick  William  Sedgwick,  Esquire, 
one  of  the  persons  named  in  the  said  "  Waterford  and  Passage  Railway  Act, 
1862,"  as  a  member  and  director  of  the  said  Waterford  and  Passage  Railway 

31 — (1).  Company 
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Company  did,  on  the  17th  day  of  February  last,  by  memorial  signed  by  him- 
self, make  application  in  writing  to  the  Board  of  lYade,  setting  forth  that  the 
said  Frederick  William  Sedgwick  was  desirous  that  the  hereinbefore-described 
Railways  and  Piers  should  be  abandoned,  and  also  setting  forth  the  grounds 
upon  which  such  application  was  made  :  And  whereas  it  appeared  to  the  Board 
of  Trade  that  there  were  sufficient  grounds  for  entertaining  such  application, 
and  the  Board  of  Trade  required  and  directed  the  said  Waterford  and  Passage 
Railway  Company  to  give  notice,  by  €Kivertisei»ent,  in  a  form  approved  of  by 
the  Board  of  Trade,  of  such  application  having  been  made :  And  whereas  it 
has  been  proved  to  the  satisfaction  of  the  Board  of  Trade  that  such  notice 
was  duly  given  in  the  manner  required  by  law,  and  that  it  was  therein  set 
forth  that  any  person  thinking  himself  aggrieved  by  the  proposed  abandon- 
ment of  the  said  Railways  and  Piers,  and  desiring  to  object  thereto,  might  bring 
such  objection  before  the  Board  of  Trade  by  sending  a  written  statement 
th»:3ecf  by  post,  on  or  before  a  day  named  in  the  said  notice,  addressed  to  lihe 
Assistaxut  ^Secretary,  Railway  Department,  Board  of  Trade,  London  i  Aad 
whereas  the  time  so  appointed  for  bringing  objections  before  the  Board  of  Trade 
has  expired,  and  no  objection  has  been  maintained  which  in  the  opinion  of 
<J>e  B<i>ard  of  Trade  would  justify  them  in  withhol^ng  their  consent  to  the 
ptioposf d  abandonment :  Now,  tlierefore,  the  Boaixi  of  Trade,  pursnael  to  moA 
m  exercise  of  the  power  and  discretion  in  them  vested  by  ^'  The  Abaadonfiaeat 
of  Railways  Act,  1850,"  and  "The  Railway  Companies  Act,  1867,"  do,  by  this 
Warrant,  signed  by  the  Assistant  Secretary  of  the  Board  of  Trade,  whose  name 
is  hereunder  subscribed,  order  and  declare  that  the  hereinbefore-described 
Railways  and^ers  by  the  said  Waterford  and  Passage  Railway  Act,  1862,  and 
the  Waterford  and  Passage  Railway  Act,  1863,  authorised  to  be  made  as  stfore- 
said,  shall  be  abandoned  by  the  said  Company. 

And  the  Board  of  Trade  do  hereby  further  declare  and  order  that  this  War- 
rant is  granted  and  shall  take  eflFect  upon  the  condition  following,  that  is  to  say, 
that  if  upon  winding  up  their  affaire  the  said  Company  are  otherwise  unable  to 
pay  a»d  satisfy  all  their  debts  and  lixibiliticB,  tlien  ^e  money  deposited  as  secu- 
rity for  the  completion  of  the  said  itailway,  or  tk^  stocks,  fiif^,  or  securilaes 
in  which  the  same  is  invested,  or  the  money  secured  by  the  bond  conditioned 
for  the  completion  of  tbe  said  Railway,  or  for  payment  of  money  in  default 
thereof,  or^  as  the  case  may  be,  so  much  of  the  money  so  deposited  or  secuitad 
as  may  be  required  for  the  jHirpose  of  providing,  along  with  the  assets  (if  any) 
of  the  said  Company^  a  sum  sufficient  to  pay  and  satisfy  the  debts  and  liabilkies 
of  the  said  Company,  shall  be  applied  as  part  of  the  assets  of  the  said  Company ; 
but  so  that  in  case,  under  this  condition,  the  whole  of  the  money  so  deposited 
or  secured  shall  not  be  required  for  the  purpose  aforesaid,  then  tmder  this  con- 
dition ^jayment  shall  not  be  made  or  enforced  of  any  sum  greater  tban  the 
amount  required  for  the  purpose  aforesaid. 

Signed  hy  Order  of  the  Board  of  Trade,  this  30th  day  of  August  1869^ 

Jiobert  G.  IV.  Herbert, 
An  Assistant  Secretary  of  the  Board  fd  Trade. 


REPORT. 


The  Undertaking  of  the  Waterford  and  Passage  Railway  Company,!  as 
authorised  by  their  Act  of  Incorporation,  1862,  26  &  26  Vict,  c  217,  consists 
of  a  Railway  nearly  nine  miles  in  length,  from  the  Waterford  and  Trampre 
Railway  at  Waterford,  to  the  town  of  Passage. 

By  their  kci  of  i86a,  2€  &  27  Viet,  a  22i,  th^  imne  aathortted  to  estend 
their  railway  at  Hassle  to  tbe  shoite  of  the  River  Suir^  a  distance  of  II  eliaias, 
and  to  cQEi^nint  jders  on  eitber  ^ide  of  the  river,  and  tkej  imre  julso  eaipowemd 
to  acquire  ^'  The  Passage  and  BaUyhadc  Ferrv.*' 

For  the  {purposes  of  the  Act  of  196%  theCooopany  inece  empotoRered  to  oaiie 
60^000  /.  in  6,000  sl^es  cf  JO  /<  eaek  and  to  bcmmr  jm  nortgage  ^,000 i.:; 
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and  for  the  purposes  of  their  Act  of  1863,  they  were  empowered  to  raise  a 
further  sum  of  20,000  /.,  in  one  or  more  classes  of  shares,  and  of  such  amount 
as  would  allow  the  same  to  be  conveniently  apportioned  or  disposed  of,  and  to 
borrow  on  mortgage  a  further  sum  of  6,600  /. 

By  their  Acts  of  1865,  28  &  29  Vict.  c.  381,  and  1867,  30  &  31  Vict  c,  161, 
extensions  of  time  were  granted  for  the  compulsory  purchase  of  lands  to  the 
6th  day  of  January  1866,  and  for  the  completion  of  their  Railways  and  Piers 
to  the  25th  July  1869. 

In  this  case,  no  part  of  the  share  capital  having  been  subscribed,  the  appli- 
cation for  authority  to  abandon  the  Railways  and  Piers  above  named  was  made 
under  the  32nd  section  of  the  **  Railway  Companies  Act,  1867,"  by  Frederick 
William  Sedgwick,  Esquire,  one  of  the  persons  named  in  the  above  Act  of 
1862  as  a  member  and  Director  of  the  Company. 

The  following  extract  from  the  application  made  to  the  Board  of  Trade  sets 
forth  the  grounds  upon  which  the  Abandonment  was  sought  : 

"lliat  the  Company  have  not  at  present,  neither  are  they  likely  hereafter,  to 
have  any  share  capital  subscribed,  to  enable  them  to  carry  the  said  Under- 
taking into  eflFect." 

The  application  was  duly  advertised,  and  two  objections  to  the  proposed 
abandonment  were  laid  before  the  Board  of  Trade. 

These  objections  did  not,  however,  appear  to  the  Board  of  Trade  to  be  such 
as  rhey  could  entertain. 

For  the  purpose  of  ascertaining  the  state  and  condition  of  the  Company,  and 
of  inquiring  into  the  expediency  of  the  proposed  abandonment,  and  of  determin- 
ing the  terms  and  conditions  on  which  the  same  should  be  authorised  by  them, 
the  Board  of  Trade,  in  pursuance  of  the  14th  section  of  "The  Abandonment 
of  Railways  Act,  1850,"  appointed  Colonel  Rich,  one  of  their  officers,  to  inspect 
^Ae  books  of  account,  minutes  of  proceedings,  and  other  books  and  documents 
^^the  Company, 
^rom  Colonel  Rich's  Report,  it  appears  that  the  Company  have  come  to  some 
^^^^ngement  with  their  creditors,  by  which  the  latter  are  to  receive  4^.  in  the 
^^^^^nd  for  monies  disbursed,  and  2  s.  in  the  pound  for  their  other  claims.     The 
j^  5^0unt  of  these  disbursements  and  claims,  with  the  exception  of  a  claim  by 
(^    -^^  Delandre  for  4  /^  which  is  not  included  in  the  list  of  creditors  sent  to 

^^i^^nel  Rich,  amounts  to  ],&45Z.  6^.  10 d. 
z:^    -^he  Comjpany  have  purchaeed  no  land,  and  no  part  of  the  Railway  has  been 
^^^uted. 

Tiaving  therefore  taken    into  consideration  all   the   circumstances   above 

Sweated,  the  Board  of  I\rade  deemed  it  just  and  expedient  to  authorise  the 

abandonment  of  the  abov«  Railways  and  Piers   (being  the  whole  Railway  and 

Undertaking  erf  the  Company),  in  the  terms  of  the  Warrant  aocompanying  this 

Report,  and  dated  the  30th  day  of  August  1869. 

Signed  by  Orcter  of  the  Board  of  Trade, 


Whitelmll,  Londoo, 

10  January  1 870. 


T.  H.  Farter, 
Secretary  of  tlie  Board  of  Trade. 
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RAILWAYS  ABANDONMENT. 


SALTASH    AND    CALLINGTON    RAILWAY. 


REPORT  OF  THE  BOARD  OF  TRADE, 


In  pursuance  of  the  37th  Section  of  '^  The  Ahandonment  of  Railways 
Act,  1850/'  the  Board  of  Trade  (in  whom  the  powers  given  hy  that  Act  to  the 
Commissioners  of  Railways  are  now  vested)  lay  before  Parliament  the  following 
Copy  of  the  Warnint  granted  by  them,  under  "  The  Railway  Companies  Act, 
1867/*  for  the  abandonment  of  the  Saltash  and  Callington  Railway,  together 
with  the  subjoined  Report,  explanatory  of  the  reasons  for  their  decision  in 
this  case. 


WARRANT. 


Whereas,  by  ''The  Saltash  and  Callmgton  Railway  Act,  1865  "  the  Saltash 
and  Callington  Railway  Company  were  incorporated  for  the  purpose  of  making 
and  maintaining  the  Railways  therein  described,  as — 

*'  1.  A  Railway  commencing  in  the  parish  of  Saint  Stephens  by  Saltash,  by 
a  junction  with  the  Cornwall  Railway,  at  or  near  the  Saltash  Station  thereof, 
and  terminating  in  the  parish  of  Callington,  at  or  near  the  proposed  termina- 
tion of  the  Tamar,  Kit  Hill,  and  Callington  Railway,*'  and 

"2.  A  Railway  wholly  situate  in  the  said  parish  of  Saint  Stephens  by 
Saltash,  commencing  by  a  junction  with  the  said  Cornwall  Railway,  near  the 
western  end  of  the  Coombe  Viaduct,  and  terminating  by  a  junction  with  the 
Railway  No.  1,  in  a  field,  the  property  of  William  Henry  Pole  Carew,  Esq.,  in 
the  occupation  of  Thomas  Richards." 

And  whereas,  it  has  been  shown  to  the  satisfaction  of  the  Board  of  1  rade 
that  a  part  less  than  three-fifths  of  the  share  capital  of  the  said  Company  has 
been  subscribed :  And  whereas,  in  pursuance  of  "  The  Abandonment  of  Rail- 
ways Act,  1850,"  and  '*  The  Railway  Companies  Act,  1867/'  the  said  Saltash  and 
Callington  Railway  Company  did,  on  the  31st  day  of  March  last,  by  memorial 
signed  by  the  directors  of  the  said  Company,  named  in  the  said  Saltash  and 
Callington  Railway  Act,  1865,  make  application  in  writing  to  the  Board  of 
Trade,  setting  forth  that  the  said  Saltash  and  Callington  Railway  Company 
were  desirous  that  the  hereinbefore  described  Railways  should  be  abandoned, 
and  also  setting  forth  the  grounds  upon  which  such  application  was  made : 
And  whereas  it  appeared  to  the  Board  of  Trade  that  there  were  sufficient 
grounds  for  entertaining  such  application,  and  the  Board  of  Trade  required  and 
directed  the  said  Saltash  and  Callington  Railway  Company  to  give  notice,  by 
advertiiiement,  in  a  form  approved  of  by  the  Board  of  Trade,  of  such  applica- 
tion having  been  made :  And  whereas  it  has  been  proved  to  the  satisfaction  of 
the  Board  of  Trade  that  such  notice  was  duly  given  in  the  manner  required  by 
law,  and  that  it  was  therein  set  forth  that  any  person  thinking  himself  aggrieved 
by  the  proposed  abandonment  of  the  said  Railways,  and  desiring  to  object 
thereto,  might  bring  such  objection  before  the  Board  of  Trade  by  sending  a 
written  statement  thereof  by  post,  on  or  before  a  day  named  in  the  said  notice, 
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addressed  to  the  Assistant  Secretary^  Bailwajr  Department,  Board  of  Trade,  Lon- 
don :  And  whereas  the  time  so  appointed  for  bringing  objections  before  the  Board 
of  Trade  has  expired,  and  no  objection  to  the  said  proposed  abandonment  of  the 
said  railways  has  been  brought  before  the  Board  of  Trade  :  Now,  therefore,  the 
Board  of  Trade,  pursuant  to  and  in  exercise  of  the  power  and  discretion  in  them 
vested  by ''  The  Abandonment  of  Rtikvays  Act,  I860,*'  and  "  ITie  Railway 
Companies  Act,  1867,"  do  by  this  Warrant,  signed  by  the  Assistant  Secretary 
of  the  Board  of  Trade,  whose  name  is  hereunder  subscribed,  order  and  declare 
that  the  hereinbefore  described  Railways  by  the  said  Saltash  and  Callington 
Railway  Act,  1865,  authorised  to  be  made  as  aforesaid,  shall  be  abandoned 
by  the  said  Company. 

And  the  Board  of  Trade  do  hereby  further  declare  and  order  that  this  Warrant 
is  granted  and  shall  take  eflFect  upon  the  condition  following,  that  is  to  say, 
that  if  upon  winding  up  their  affairs  the  said  Company  are  otherwise  unable  to 
pay  and  satisfy  all  their  detts  and  liabilities,  then  the  money  secured  by  the 
bond  conditioned  for  the  completion  of  the  said  Railway,  or  for  payment  of 
money  in  default  thereof,  or,  as  the  case  may  be,  so  much  of  the  money  so 
•ecured  as  may  be  required  for  the  purpose  of  providing  along  with  the  assets 
(if  any)  of  the  said  Company,  a  sum  sufficient  to  pay  aiid  satisfy  the  debts  and 
liabilities  of  the  said  Company,  shall  be  appHed  as  part  of  the  assets  of  the  said 
Company ;  but  so  that  in  case,  imder  this  condition,  the  whole  of  the  money 
secured  by  the  said  bond  shall  not  be  required  for  the  purpose  aforesaid,  then 
under  this  condition  payment  shall  not  by  means  of  the  said  bond  be  enfbreed 
of  any  sum  greater  than  the  amount  required  for  the  purpose  aforesaid. 

Signed  by  Order  of  the  Board  of  Trade,  this  7th  day  of  September  1869, 

Robert  G.  IV.  Herbert, 
An  Assistant  Secretary  of  the  Board  of  Trade. 


REPORT. 


The  Undertaking  of  the  Saltash  mA  Callington  Railway  Company,,  as 
authorised  by  their  Act  of  Incorporation,  28  &  29  Vict.  c.  373,  consists  of  a 
Railway*  about  9|  miles  in  length,  commencing  from  a  junction  with  the 
Cornwall  Railway  at  Saltash,  and  terminating  at  Callington,  and  a  Railway 
(under  half  a  mile  in  lengtii)  forming  an  additional  function  with  the  Comwafl 
Railway  at  Saltash. 

For  the  purposes  of  the  Act  the  Company  were  empowered  to  raise 
100,000  /.  by  10,000  shares  of  10 1,  each,  and  to  borrow  38>30©  L 

In  this  case  less  than  three-fifths  of  the  share  cq>ital  haviag  been  subscrihri^ 
the  application  for  authority  to  abandon  the  Railways  was  made  under  thie 
32nd  Section  of  *'  The  Railway  Companies  Act,  1867,"  by  all  the  directors  of 
the  Company  named  in  the  Special  Act  incorporating  the  Company ;  &e 
grounds  upon  which  the  abandonment  was  sought  being— 

"  That  the  time  limited  by  the  said  Act  for  the  compulsory  pwchase  of 
land,  expdred  on  the  6th  July  1868.'' 

"  That  no  contracts  for  the  purchase  of  any  lands  have  been  entered 
into  or  purchases  made  for  the  purposes  of  the  said  Undertaking.'* 

"  That  pursuant  to  the  7th  Section  of  the  Special  Act  the  said  Company 
have  not  issued  any  shares,  nor  have  auy  shares  vested  in  any  person  or 
persons  whomsoever.*' 

"  That  a  part,  much  less  than  three-fifths  of  the  share  capital  of  the 
said  Company  has  been  subscribed  or  agreed  to  be  subscribed.'^ 

The  appbeation  was  duly  adv^iased,  and  no  objections  to  the  ^ropoied 
abamdonment  were  laid  before  the  Board  of  Trade* 

For  the  piu-pose  of  ascertaining  the  state  and  condition  of  the  Company^  and 
of  inquiring  into  the  expedieaqy  of  the  proposed  abanikiDin^it,  wiA  of  deter* 
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mining  the  terms  and  conditions  on  which  the  same  should  be  authorised  by 
them,  the  Board  of  Trade,  in  pursuance  of  the  14th  section  of '^  The  Abandon- 
ment of  Railways  Act,  1850,"  appointed  Colonel  Yolland,  one  of  their  oflBcers, 
to  inspect  the  books  of  account,  minutes  of  proceedings,  and  other  books  and 
documents  of  the  Company. 

From  Colonel  YoUand's  Report,  it  appears  that  shares  have  been  sub- 
scribed for  by  27  shareholders,  holding  386  shares,  to  the  extent  of  3,860  /., 
and  that  31  /.  8  ^.  had  been  received,  that  that  amount  has  been  applied  in 
paying  off  certain  liabilities  to  the  extent  of  41  /.,  and  that  the  remaining 
liabilities  of  the  Company  amount  to  37  I.  17  ^• 

The  directors  of  the  Company  have  excused  the  solicitors,  engineers,  and 
others,  from  the  payment  of  the  calls  on  the  shares  they  had  subscribed  for,  in 
consequence  of  their  having  met  some  of  the  preliminary  expenses  incurred  in 
obtaining  the  Act  of  Parliament,  and  some  of  the  shareholders  have  not 
responded  to  the  one  call  made  on  them. 

No  land  has  been  purchased,  and  no  notices  have  been  served  with  regard  to 
land. 

The  amount  prescribed  by  the  Act  was  deposited  in  the  Court  of  Chancery, 
but  has  subsequently  been  re-placed,  and  a  bond  entered  into  with  the  Treasury 
by  the  whole  of  the  directors  and  some  other  persons. 

The  Saltash  and  Callington  Railway  would,  no  doubt,  if  constructed,  have 
been  beneficial  to  the  district  through  which  it  was  intended  to  pass,  but  the 
line  was  evidently  only  promoted  as  a  contractor's  line,  and  there  does  not  now 
appear  to  be  any  probability  of  the  necessary  capital  being  raised  for  its 
construction. 

Having,  therefore,  taken  into  consideration  all  the  circumstances  above 
stated,  the  Board  of  Trade  deemed  it  just  and  expedient  to  authorise  the 
abandonment  of  the  Saltash  and  Callington  Railway  (being  the  whole  Rail- 
way and  Undertaking  of  the  Company),  in  the  terms  of  the  Warrant  accom- 
panying this  Report,  and  dated  the  7th  day  of  September  1869. 

Signed  by  Order  of  the  Board  of  Trade, 

T.  H.  Farrer, 
Secretary  to  the  Board  of  Trade. 
Whitehall,  London, 

10  January  1870. 
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RAILWAYS  ABANDONMENT. 


BO^NESS   AND    GRANGEMOUTH    RAILWAY. 


REPORT  OF  THE  BOARD  OF  TRADE. 


In  pursuance  of  the  37th  Section  of  "  The  Abandonment  of  Railways  Act, 
1850,"  the  Board  of  Trade  (in  whom  the  powers  given  by  that  Act  to  the 
Commissioners  of  Railways  are  now  vested)  lay  before  Parliament  the  following 
Copy  of  the  Warrant  granted  by  them,  under  "  The  Railway  Companies 
(Scotland)  Act,  1867,"  for  the  abandonment  of  the  Bo'ness  and  Grangemouth 
Railway,  together  with  the  subjoined  Report,  explanatory  of  the  reasons  for  their 
decision  in  this  case. 


WARRANT. 


Whereas,  by  "The  Bo'ness  and  Grangemouth  Railway  Act,  1866"  (6th 
August  1866),  "The  Bo'ness  and  Grangemouth  Railway  Company"  were 
incorporated  for  the  purpose  of  making  and  maintaining  ^he  Railway  therein 
described  as : — 

"  A  Railway,  nine  miles  four  furlongs  and  seven  chains  in  length,  com- 
mencing in  the  parish  of  Bothkennar  and  county  of  Stirling,  at  a  point  at 
or  near  to  the  south  end  of  the  (Grangemouth  Railway  station  at  Grange- 
mouthy  and  terminating  by  a  junction  with  the  North  British  (late 
Edinburgh  and  Glasgow)  Biailway  in  the  parish  of  Abercorn  and  county 
of  linlithgow^  at  a  point  thereon  three  hundred  and  ten  yards  or  there- 
abouts to  the  east  of  the  east  side  wall  of  the  bridge  carrying  the  last- 
mentioned  Railway  over  the  Haugh  Burn,  near  to  Pardovan  Farm  Steading, 
measuring  along  the  line  of  that  Railway  *' : 

And  whereas,  in  pursuance  of  "  The  Abandonment  of  Railways  Act,  1850,'* 
and  "The  Railway  Companies  (Scotland)  Act,  1867/'  the  said  Bo'ness  and 
Grangemouth  Railway  Company  did,  on  the  13th  day  of  May  1869,  make 
application  in  writing  to  the  Board  of  Trade,  setting  forth  that  the  said  Bo'ness 
and  Grangemouth  Railway  Company  were  desirous  that  the  hereinbefore 
described  Railway  should  be  abandoned,  and  also  setting  forth  the  grounds 
upon  which  such  application  was  made :  And  whereas  it  appeared  to  the  Board 
of  Trade  that  there  were  sufficient  grounds  for  entertaining  such  applica- 
tion, and  the  Board  of  Trade  required  and  directed  the  said  Bo'ness  and 
Grangemouth  Railway  Company  to  give  notice  by  advertisement,  in  a  form 
approved  of  by  the  Board  of  Trade,  of  such  application  having  been  made : 
And  whereas  it  has  been  proved  to  the  satisfaction  of  the  Board  of  Trade  that 
such  notice  was  duly  given  in  the  manner  required  by  law,  and  that  it  was 
therein  set  forth  that  any  person  thinking  himself  aggrieved  by  the  proposed 
abandonment  of  the  said  Railway,  and  desiring  to  object  thereto,  might  bring 
such  objection  before  the  Board  of  Trade  by  sending  a  written  statement  thereof 
by  post,  on  or  before  a  day  named  in  the  said  notice,  addressed  to  the  Assistant 
Secretary,  Railway  Department,  Board  of  Trade,  London :  And  whereas  the 
time  so  appointed  for  bringing  objections  before  the  Board  of  Trade  has  expired, 
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and  no  objection  to  the  said  proposed  abainkmrnetit  of  the  said  Railway  has 
been  brought  before  the  Board  of  Trade  :  Now,  therefore,  the  Board  of  Trade, 
pursuant  to  and  in  exercise  of  the  power  and  discretion  in  them  vested  by 
"The  Abandonment  of  Railways  Act,  1850,  "and  "The  Railway  Companies 
(Scotland)  Act,  1867,"  do,  by  this  Warrant,  signed  by  an  Assistant  Secretary  of  the 
Board  of  Trade,  whose  name  is  hereunder  subscribed,  order  and  declare  that  the 
hereinbefore  described  Railway  by  the  said  Bo'ness  and  Grangemouth  Railway 
Act,  1866,  so  authorised  to  be  made  as  aforesaid  (being  the  whole  Railway  and 
Undertaking  of  the  said  Bo'ness  and  Grangemouth  Railway  Company}  shall 
be  abandoned  by  the  said  Company. 

And  the  Board  of  Trade  do  hereby  further  declare  and  order  that  this  Warrant 
is  granted  and  shall  take  eflFect  upon  the  condition  following,  that  is  to  say, 
that  the  money  deposited  as  security  for  the  completion  of  the  said  Railway,  or 
the  stocks,  funds,  or  securities  in  \\hich  the  same  is  invested,  or  the  money 
secured  by  the  bond  conditioned  for  the  completion  of  the  said  Railway,  or  for 
payn  ent  of  money  in  default  thereof,  shall  be  applied  as  part  of  the  assets  or 
the  said  Company. 

Signed  by  Order  of  the  Board  of  Trade,  this  20th  day  of  September  1869, 

Rokert  G.  IP\  Herberi, 
An  Assistant  Secretary  of  the  B(mrd  of  Trade. 


REPORT. 


The  Undertaking  of  the  Bo'ness  and  Grangemouth  Railway  Company' 
as  authorised  by  their  Act  of  Incorporation,  29  &  30  Vict.  c.  341,  consists  of"a 
Railway  (about  9^  miles  in  length)  commencing  by  a  junction  with  the  Grange- 
mouth Railway  at  Grangemouth,  in  the  county  of  Stirling,  and  terminating  by 
a  junction  with  the  North  British  (late  Edinburgh  and  Glasgow)  Railway  ia  the 
parish  of  Aberconi  and  county  of  Linlithgow. 

For  the  purposes  of  their  Undertaking,  tne  Company  were  empowered  to  raise 
85,000  /.  in  8,500  shares  of  10/.  each ;  and  to  borrow  on  mortage  any  sums  not 
exceeding  28,300/. 

In  this  case  the  application  to  abandon  the  Railway  was  made  by  the  Com- 
pany, with  the  consent  of  tl*e  holders  of  three-fifths  of  the  shares  or  stock  of 
the  Company,  such  consent  having  been  duly  given  in  the  manner  prescribed  in 
"  The  Abandonment  of  Railways  Act,  1860." 

The  following  extracts  from  the  Company's  application  set  forth  the  grounds 
upon  which  the  abandonment  was  sought : — 

"  The  total  number  of  shares  subscribed  for  and  taken  by  sharelmlders  is 
2,063,  representing  20,630/.  of  the  share  capital  of  the  company,  being  less  than 
one-fourth  of  the  whole  of  the  share  capital." 

"  There  is  no  prospect  whatever  that  the  remaining  6,437  shares,  representing 
64,3/0/.  of  the  share  capital  of  the  Company,  will  be  taken  up." 

The  application  was  duly  advertised,  and  no  objections  to  the  proposed 
abandonment  were  laid  before  the  Board  of  Trade. 

For  the  purpose  of  ascertaining  the  state  and  condition  of  the  Company^  aad 
of  inquiring  into  the  expediency  of  the  proposed  abandonment,  and  of  deter- 
mining the  terms  and  conditions  on  which  the  same  should  be  authorised  by 
them,  the  Board  of  Trade,  in  pursuance  of  the  14th  section  of  '*The  Aban- 
donment of  Railways  Act,  1850,"  appointed  Captain  Tyler,  one  of  their  officers, 
to  inspect  the  books  of  account,  minutes  of  proceedings,  and  other  books  and 
documents  of  the  company. 

From  Captain  Tyler's  report  it  aj^ears  that  this  Railway  was  indirectly  pro- 
moted by  the  North  British  Railway  Company,  but  was  nominally  in  the  hands 
of  independent  parties,  who  had  never  any  idea  of  constructing  the  line,  except 
under  the  auspices  and  with  the  assistance  of  the  North  British  Railway  Com- 
pany, with  whom  an  agreement  was  origixiaUy  drawn  up,  under  which  the 
latter  Company  were  to  subscribe  27^000 /.  in  cash  to  the  share  capital  of  the 
Undertaking,  and  were  to  work  the  line,  finding  all  rolling  stock,  on  favourable 
terms»  P^yiPg  43  P^i*  cent,  on  the  gross  receipts  to  the  shareholders,  for 
division,  as  soon  as  their  receipts  reached  24  L  per  mile  per  week,  and  smaller 
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per-centages  on  smaller  receipts  ;  the  agreement  was,  however,  never  signed. 
The  North  British  Railway  Company,  though  frequently  applied  to,  have 
always  declined  to  execute  it ;  and  the  Bo'ness  and  Grangemouth  Railway 
Company  have  no  other  means  available  for  the  prosecution  of  the  Under- 
taking. 

The  Company  succeeded  in  obtaining  a  subscription  for  2,063  shares, 
on  which  1,999/.  15^.3^.,  up  to  the  15th  August  1869,  has  been  paid  by 
way  of  deposit  or  call,  though  many  of  the  shareholders  have  not  paid 
anything. 

A  deposit  of  6,637/.  was  made  by  three  gentlemen;  the  chairman,  Mr. 
Henry  Cadell,  Mr.  Lindsay,  w.s.,  and  Mr.  Gavans,  a  contractor,  in  the  name  of 
the  Queen's  Remembrancer,  and  still  remains. 

The  Parliamentary  and  other  expenses,  amounting  in  all  to  2,437/.  5^.  9^., 
have  not  yet  been  paid. 

No  notices  upon  landholders  have  been  served ;  no  lands  have  been  pur- 
chased, and  no  works  executed,  and  there  is  no  opposition  to  the  proposed 
abandonment. 

Having,  therefore,  taken  into  consideration  all  the  circumstances  above 
referred  to,  the  Board  of  Trade  deemed  it  just  and  expedient  to  authorise  the 
abandonment  of  the  Bo'ness  and  Grangemouth  Railway,  in  the  terms  of 
the  Warrant  accompanying  this  Report,  and  dated  the  20th  day  of  September 
1869. 

Signed  by  Order  of  the  Board  of  Trade^ 


Whitehall,  London, 
10  January  1870. 


T.  H.  Farrer, 
Secretary  of  the  Board  of  Trade. 
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RAILWAYS  ABANDONMENT. 


GREAT  NORTHERN  AND  WESTERN  (OF  IRELAND)  RAILWAY. 

(Portion  of  Ballina  Extension,  between  Foxford  and  Ballina). 


REPORT  OF  THE  BOARD  OF  TRADE. 


In  pursuance  of  the  37th  Section  of  "  The  Abandonment  of  Railways  Act, 
1850,"  the  Board  of  Trade  (in  whom  the  powers  given  by  that  Act  to  the 
Commissioners  of  Railways  are  now  vested)  lay  before  Parliament  the  following 
Copy  of  the  Warrant  granted  by  them,  under  "  The  Railway  Companies  Act, 
1867,"  for  the  abandonment  of  a  portion  of  the  Ballina  Extension  of  the 
Great  Northern  and  Western  (of  Ireland)  Railway,  between  Foxford  and 
Ballina,  together  with  the  subjoined  Report,  explanatory  of  the  reasons  for 
their  decision  in  this  case. 


WARRANT- 


Whbrbas,  by  ^*  The  Great  Northern  and  Western  (of  Ireland)  Railway  Act, 
1862,'*  the  Great  Northern  and  Western  (of  Ireland)  Railway  Company  were 
authorised  to  make  and  maintain  the  Railway  therein  described,  as  ^*  com- 
mencing by  a  junction  with  the  authorised  line  of  the  Great  Northern  and 
Western  (of  Ireland)  Railway,  in  the  parish  of  Manulla  and  in  the  townland  of 
Skiddemagh,  at  a  point  about  300  yards  west  from  the  public  road  leading 
from  Manulla  to  BaUycarra,  in  the  county  of  Mayo,  and  terminating  at  or  near 
Cockle-street,  in  the  town  of  Ballina,  in  the  same  county,  at  a  point  about  400 
yards,  south,  from  the  Court-house  in  the  said  town." 

And  whereas,  in  pursuance  of  ^*  The  Abandonment  of  Railways  Act,  1850,"- 
and  *^  The  Railway  Companies  Act,  1867,"  the  said  Great  Northern  and  West- 
ern (of  Ireland)  Railway  Company  did,  on  the  7th  day  of  January  1868,  make 
application  in  vmting  to  the  Board  of  Trade,  setting  forth  that  the  said  Great 
Northern  and  Western  (of  Ireland)  Railway  Company  were  desirous  that  a 
portion  of  the  Railway  hereinbefore  described,  commencing  from  the  terminus 
of  the  completed  portion  thereof  at  Foxford,  and  terminating  as  described  in 
the  town  of  Ballina,  should  be  abandoned,  and  also  setting  forth  the  grounds 
upon  which  such  application  was  made :  And  whereas  it  appeared  to  the  Board 
of  Trade  that  there  were  sufficient  grounds  for  entertaining  such  application, 
and  the  Board  of  Trade  required  and  directed  the  said  Great  Northern  and 
Western  (of  Ireland)  Railway  Company  to  give  notice,  by  advertisement,  in  a 
form  approved  of  by  the  Board  of  Trade,  of  such  application  having  been  made: 
And  whereas  it  has  been  proved  to  the  satisfaction  of  the  Board  of  Trade  that 
such  notice  was  duly  given  in  the  maimer  required  by  law,  and  that  it  was 
therein  set  forth  that  any  person  thinking  himself  aggrieved  by  the  proposed 
abandonment  of  the  said  portion  of  the  Railway  hereinbefore  described,  and 
desiring  to  object  thereto,  might  bring  such  objection  before  the  Board  of 
Trade  by  sending  a  vmtten  statement  thereof  by  post,  on  or  before  a  day 
named  in  the  said  notice,  addressed  to  the  Assistant  Secretary,  Railway  Depart- 
ment, Board  of  Trade,  London :  And  whereas  the  time  so  appointed  for  bring- 
ing objections  before  the  Board  of  Trade  has  expired,  and  no  objection  has 
been  maintained  which,  in  the  opinion  of  the  Board  of  Trade  would  justify 
tiiem  in  withholding  their  consent  to  the  proposed  abandonment :  Now,  there - 
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fore,  the  Board  of  Trade,  pursuant  to  and  in  exercise  of  the  power  and  dis- 
cretion in  them  vested  by  the  "  The  Abandonment  of  Railways  Act,  1850," 
and  "The Railway  Companies  Act,  1867/*  do,  by  this  Warrant,  signed  by  the 
Assistant  Secretary  of  the  Board  of  Trade,  whiose  name  is  hereunder  sub- 
scribed, cnrder  and  declare  that  the  portion  of  the  BaiLway  keirekibcfere 
described,  commencing  from  the  terminus  of  the  completed  portion  thereof, 
in  the  town  of  Foxford,  and  terminating  as  described  by  the  said  Great 
Northern  and  Western  (of  Ireland)  Railway  Act,  1862,  so  authorised  to  be  made 
as  aforesaid,  shall  be  abandoned  by  the  said  Company, 

And  the  Board  of  Trade  do  hereby  further  declare  and  order  that  the 
further  sums  by  *'  The  Great  Northern  and  Western  (of  Ireland)  Railway  Act. 
1 862,"  authorised  to  be  raised  by  the  creation  of  ordinary  shares,  and  the  further 
sum  or  sums  by  the  same  Act  authorised  to  be  borrowed,  and  the  new  shares 
by  "  The  Great  Northern  and  Western  (of  Ireland)  Railway  (Running  Powers, 
&c.)  Act,  1864,"  authorised  to  be  issued,,  shall  be,  and  the  same  are  refipectively 
hereby  reduced  to  the  extent  and  in  the  manner  following  ;  that  i»  to  say — 

1.  The  furtba:  sums  to  be  laiaed  under  ^^  The  Great  Northern  and 
Western  (of  Ireland)  Railway  Act,  1862,"  by  the  creation  of  ordinary 
shares  shall  not  exceed,  in  the  whole,  60,000 1. 

2.  The  further  sum  or  sums  to  be  borrowed  under  the  same  Act  shall 
not  exceed,  in  the  whole,  20,000  L 

3.  The  new  shares  to  be  issued  under  "  The  Great  Northern  and  Western 
(of  Ireland)  Railway  (Running  Powers,  &c.)  Act,  1864,**  shall  not  exceed 
in  the  whole  in  nominal  value  the  sum  of  36,580  /. 

4.  Alt  the  provisions  in  ^  The  Great  Northern  and  Western  (of  Ire- 
land) Railway  Act,  1862,"  and  "  The  Great  Northern  and  Western  (of 
Ireland)  Railway  (Running  Powers,  &c.)  Act,  1864,"  contained  with  respect 
to  the  shares  and  new  shares  o£  the  Company  authorised  by  the  same 
Acts  respectively,  and  the  further  money  by  the  said  Act  of  1862  autho- 
rised to  be  borrowed,  shall  apply  to  such  shares  and  new  shares  and  to 
such  further  money  to  be  borrowed,  a&  the  same  are  respectively  reduced 
and  limited  as  aforesaid,  in  the  same  manner  as  if  the  anaiouiits  thereof  as 
so  reduced  and  limited  had  been  specified  in  '^  The  Great  Northern  and 
Western  (of  Ireland)  Railway  Act,  1862,"  and  "  The  Great  Northera 
and  Western  (of  Ireland)  Railway  (Running  Power»>  &c.)  Act,  1864^ 
respectively. 

Signed  by  Oidet  o€  the  Board  of  Tvacb,  thu  24th  day 
of  September  1869, 

Robert  G.  W.  Herbert, 
An  Assistant  Secretary  of  the  Board  of  Trade. 


REPORT. 


The  Great  Northern  and  Western  (of  Ireland)  Railway  Company  were 
authorised  by  their  Act  of  1862,  25  and  26  Yict  c.  201,  to  noake  and  maintain 
a  Railway  from  their  authorised  Railway  at  IVlanuUa  to  Ballinay  in  the  county  of 
Mayo. 

For  the  purposes  of  the  said  Railway,  the  company  were  empoweied  to  rais^ 
by  means  of  new  shares,  the  sum  of  90,,000  /*,  arud  to  borrow  on  mortgage  any 
further  sums  not  exceeding  in  the  whole  30,000  L 

By  their  Act  of  1864,  27  and  28  Vict.  c.  299,  the  Company  were  empowered 
to  attach  a  preference  to  a  portion  of  the  aggregate  capital  authorised  to  be 
raised  under  the  above  Act  of  1862,  and  under  a  fprmer  Act  obtained  in 
1861. 

In  this  case  the  application  was  for  authority  to  abandon  a  portion  of  the 
Railway  in  a  uestion,  namely  between  Foxford  and  the  termination  of  the  line 
at  Ballina,  aT<?ngth  of  9 J  miles,  together  with  the  uncompleted  portion  of  the 
Westport  Extension,  authorised  by  the  Company's  Act,  of  1861,  and  was  made  by 
the  Company  with  the  consent  of  the  holders  of  three-fifths  of  the  shares  or 
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stock  €>ftke  Company y^  such  conaent  bsvkig  beea  duly  given  iu  tke  iBann£r 
inscribed  in  ''TW  AbttodoMaeikt  of  Raihiaya  Aet,  1850." 

The  abandonment  so  far  as  regards  the  Westport  Extension  has  not  been 
gfaated  by  tiiie  Board  ol  Trade,  wid  the  Wwmnt  is  cosi&aed  to  the  Mae  between 
Fo&foid  md  BelliM. 

The  lolkmiag  extracts  from  the  Caa^paay's  ap{>licatiQn  set  forth  the  pounds 
wffm  which  the  abandofiincni  k  aougjkt : 

''  That  fr4>Ba  the  very  mameii^  (rf  the  laeorporation  of  the  Company  the  times 
have  beca  aalavoturable  ios  the  rmsing  of  capital  fw  the  construetio»  of 
Railways^  and  especially  Railways  ixk  Irdaivd. 

^^  That  oonsequently  the  Ccaapaay  were  never  able  to  place  their  shares 
aoMttgrt  the  pubtic  at  large,  oi  to  obt»iit  for  them  a  recognised  status  or  price 
m  the  EnsUfih  Scock  Exchange  aad  other  public  markets^  bnt  the  same  shares 
have  beeik  tak/sfsk  and  held  by  a  few  persoiiiS  having  local  or  other  interests  in 
the  eoartruetioa  of  the  lines« 

^^  That  the  pecuniary  resources  of  the  small  body  of  shareholders  who  have 
thus  eoastituted  the  Company,  have  been  exhausted  in  providing  the  large 
fvinda  which  have  been  required  to  oomplete  the  d&  mUes  of  Railway  which  are 
now,  or  will  shortly,  be  opened  and  in  work  for  the  public  advanita^  ^  and  they 
are  unable  and  unwilling  to  provide  further  funds  for  the  completion  c«f  the 
uncompleted  portions  sought  to  be  abandoned. 

"  TTiat  in  the  present  positioik  of  public  affairs  in  Ireland,  and  the  present 
public  feelisg  in  Enghmd  with  respect  fo  Railway  investments)  there  is  no  pro- 
spect of  the  Company  being  able  to  raise,  upon  any  terms,  the  further  catpital 
which  would  enable  them  to  complete  the  said  uncompleted  portions  of  the 
Railways. 

"  That  under  such  circumstances  it  is  but  fair  to  the  Company,  and  advisable 
for  the  public,  that  the  Company  shouM  be  retteved  from  obligations  which  they 
cannot  perform,  and  that  the  districts  through  which  the  said  uncompleted  por- 
tions of  Railway  would  pass  should  be  left  open  and  unfettered  for  the  enterprise 
of  others." 

The  application  was  duly  advertised,  and  one  objection  to  the  proposed 
abandonment  of  the  portion  of  Railway  between  Fox  ford  and  Ballina  was  laid 
before  the  Beard  of  Trade. 

The  objection  in  questioen,  btangthat  of  Mr.  J.  W.  Kelly,  the  contractor  for 
the  portions  sought  to  be  abandoned  (who  stated  himself  to  be  the  largest 
shareholder  of  the  Company)^  was  to  the  effect  that  he  would  be  thereby 
seriously  injured  ia  bis  contract,  and  requested,  if  such  abandonment  were 
aQowed«  thai  certain  conditions  sboukl  be  inserted  in  the  Warrant.  As  the  whole 
undertidLkig  of  the  Company  is  not  abandoned,  the  Board^  of  Trade  did  not 
consider  the  claim  of  flie  contractor  to  be  one  as  to  which  they  could  properly 
decide^  and  left  it  to  be  settled  between  the  parties. 

For  the  purpose  of  ascertaining  the  state  and  condition  of  the  Company,  and 
of  inqairhfig  into  the  expedieaigr  of  the  proposed  abandonment,  and  of  deter- 
mining the  terms  and  conditions  on  which  the  same  should  be  authorised  by 
them,  the  Board  of  Trade,  in  {mrauance  of  the  14th  section  of  "  The  Abandon- 
noent  of  Ka3ways  Act^  1850,**  appointed  Captain  Tyler,  one  of  their  officers,  to 
inspect  the  books  of  account,  ndnutes  of  proceedings,  and  other  books  and 
documents  of  the  Company. 

From  Captain  lyfers  report  it  appears  that  the  Company  had  expended,  up 
to  the  1st  July  1868,  in  completing  94  miles  of  their  Railway,  between  Athlone 
and  Westport,  and  between  ManuUa  Junction  and  Foxford,  a  total  sum  of 
639,167/.  4  s.  5d, 

The  assets  of  the  Company  consisted  of  92,040 1.  of  preference  stock  unissued^ 
and  50,000  /.  of  debenture  capital,  which  cannot  be  legally  issued  pending  the 
issue  of  further  amounts  of  stock  ;  making  together  total  assets  in  preference 
stock  and  debenture  capital  of  142,040/. 

The  liabilities  of  the  Company,  which  amounted  to  69,798/.  3^.  1 1  d.,  con- 
sisted, to  a  large  amount,  of  temporary  loans  on  the  security  of  the  chairman, 
or  of  bills  accepted  by  him ;  of  interest  due  to  the  Public  Works  Loan  Com- 
missioners, of  sums  due  to  the  contractor,  of  sums  due  for  land  purchases  and 
other  charges-  The  above  amount,  however,  is  exclusive  of  the  sums  taken 
from  revenue  amounting  to  32,560 /.  16^.  6rf. 

No  works  have  yet  been  commenced   upon  this  portion  of  the  Railway 
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between  Foxford  and  Ballina,  but  2,455/.  17^*  6d.  have  been  expended  for 
land  and  compensation.  The  powers  of  construction  expired  on  the  16th  July 
1869. 

The  application  being  for  the  abandonment  of  part  only  of  the  Railway  between 
Manulla  and  Ballina,  authorised  by  the  Company's  Act  of  1862,  namely,  between 
Foxford  and  Ballina,  it  became  necessary  to  provide  for  the  reduction  of  •the 
Company's  capital,  in  accordance  with  the  28th  section  of  ^^  The  Abandonment 
of  Railways  Act,  1850.**  The  amount  authorised  by  the  Company's  Act  of 
1862,  to  be  raised  by  the  creation  of  ordinary  shares,  was  accordingly  reduced 
to  60,000  /. ;  and  the  money  to  be  borrowed  under  that  Act  was  reduced  to 
20,000/.;  and  the  new  shares  to  be  issued  under  the  Act  of  1864  in  lieu 
of  ordinary  shares  under  the  Acts  of  1861  and  1862,  were  reduced  to  36,580  /. 

Having,  therefore,  taken  into  consideration  all  the  circumstances  above 
referred  to,  and  especially  the  statement  of  the  Company  relative  to  their 
financial  position,  and  their  inability  to  raise  the  capital  necessary  for  the  con- 
struction of  the  portion  of  Railway  between  Foxford  and  Ballina,  the  Board  of 
Trade  deemed  it  just  and  expedient  to  authorise  the  abandonment  of  the  said 
portion  of  Railway  in  the  terms  of  the  Warrant  accompanying  this  Report,  and 
dated  the  24th  day  of  September  1869. 

Signed  by  Order  of  the  Board  of  Trade, 

T.  H.  Farter, 
Whitehall,  London,  Secretary  of  the  Board  of  Trade. 

10  January  1870. 
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RAILWAYS    ABANDONMENT. 


BERKS   AND   HANTS   EXTENSION    RAILWAY 
(STERT  AND  WESTBURY  EXTENSION). 


REPORT  OF  THE  BOARD  OF  TRADE. 


In  pursuance  of  the  37th  section  of  "  The  Abandonment  of  Railways  Act 
1860,"  the  Board  of  Trade  (in  whom  the  powers  given  by  that  Act  to  the 
Commissioners  of  Railways  are  now  vested)  lay  before  Parliament  the  following 
Copy  of  the  Warrant  granted  by  them,  under  *^  The  Railway  Companies  Act, 
1867/*  for  the  abandonment  of  the  Stert  and  Westbury  Extension  of  the 
Berks  and  Hants  Extension  Railway,  together  with  the  subjoined  Report, 
explanatory  of  the  reasons  for  their  decision  in  this  case. 


WARRANT. 


Whereas,  by  "  The  Berks  and  Hants  Extension  Railway  (Extension)  Act, 
1866  "(28  June  1866),  the  Berks  and  Hants  Extension  Railway  Company 
were  authorised  to  make  and  maintain  the  Railway,  wholly  situated  in  Wilts, 
therein  described  as  "  A  Railway  (13  miles  and  5  chains  in  length)  commencing 
by  a  Junction  with  the  Berks  and  Hants  Extension  Railway  at  Wedhampton 
or  Stert,  in  the  parish  of  Urchfont,  at  or  near  a  point  120  yards  or  therccibouts 
east  of  the  mile  post  denoting  81 1  miles  from  London,  on  the  said  Railway,  and 
terminating  by  a  Junction  with  the  Wilts,  Somerset,  and  Weymouth  Branch 
of  the  Great  Western  Railway,  at  the  north  end  of  the  passenger  platform  of 
the  Westbury  Station  of  the  said  Railway." 

And  whereas,  in  pursuance  of  *' The  Abandonment  of  Railways  Act,  1850,'* 
and  '*  The  Railway  Companies  Act,  1867/*  the  said  Berks  and  Hants  Extension 
Railway  Company  did,  on  the  3rd  day  of  June  last,  make  application  in  writing 
to  the  Board  of  Trade,  setting  forth  that  the  said  Berks  and  Hants  Extension 
Railway  Company  were  desirous  that  the  Railway  hereinbefore  described  (Stert 
and  Westbury  Extension)  should  be  abandoned,  and  also  setting  forth  the 
grounds  upon  which  such  application  was  .made :  And  whereas  it  appeared  to 
the  Board  of  Trade  that  there  were  suflBcient  grounds  for  entertaining  such 
application,  and  the  Board  of  Trade  required  and  directed  the  said  Berks  and 
Hants  Extension  Railway  Company  to  give  notice,  by  advertisement,  in  a  form 
approved  of  by  the  Board  of  Trade,  of  such  application  having  been  made : 
And  whereas  it  has  been  proved  to  the  satisfaction  of  the  Board  of  Trade  that 
such  notice  was  duly  given  in  the  manner  required  by  law,  and  that  it  was 
therein  set  forth  that  any  person  thinking  himself  aggrieved  by  the  proposed 
abandonment  of  the  said  Railway,  and  desiring  to  object  thereto,  might  bring 
such  objection  before  the  Board  of  Trade  by  sending  a  written  statement  thereof 
by  post,  on  or  before  a  day  named  in  the  said  notice,  addressed  to  the  Assistant 
Secretary,  Railway  Department,  Board  of  Trade,  London  :  And  whereas  the 
time  so  appointed  for  bringing  objections  before  the  Board  of  Trade  has  expired, 
and  no  objection  to  the  said  proposed  Abandonment  of  the  said  Railwav  has 
been  brought  before  the  Board  of  Trade :  Now,  therefore,  the  Board  of  Trade, 
pursuant  to  and  in  exercise  of  the  power  and  discretion  in  them  vested  by  "  The 

31 — (5)*  Abandonment 

Digitized  by  V^OOQIC 


(      2      ) 

Abandonment  of  Railways  Act,  1850,**  and  **TheKaflway  Companies  Act,  1867," 
do, by  tbis  warrant,  signed  by  the  Assistant  Secretary  of  ihe  Board  of  Trade,  wbose 
name  is  hereunder  subscribed,  order  and  declare  that  the  hereinbefore  described 
Railway  bj  the  said  Berks  and  Hants  Extension  Railway  ( l^cteosion)  Act,  1866, 
so  authorised  to  be  made  as  aforesaid,  shall  be  abandoned  by  the  said 
Company. 

And  the  Board  of  Trade  do  hereby  further  declare  and  order  that  the  capital 
authorised  to  be  raised  by  the  Berks  and  Hants  Extension  Railway  Company 
shall  be  reduced  to  the  extent  and  in  manner  following ;  that  is  to  say,  the 
additional  capital  which  by  '*The  Berks  and  Hants  Extension  Railway  (Exten- 
sion) Act,  1866,"  is  authorised  to  be  raised  by  the  creation  of  new  shares  or 
stock  shall  not  be  raised,  and  the  additional  sum  of  money  which  by  the  same 
Act  is  authorised  to  be  borrowed,  shall  not  be  borrowed. 

Signed,  by  Order  of  the  Board  of  Trade,  this  »th  day  of  October  1869, 

Robert  G.  W.  Herbert, 
An  Assistant  Secretary  of  the  Board  of  Trade. 


REPORT. 


The  Berks  and  Hants  Extension  Railway  Company  were  authorised  by  their 
(Extension)  Act  of  1866,  29  &  30  Vict.  c.  154,  to  make  and  maintain  a  Railway 
(13  miles  and  6  chains  in  length)  commencing  by  a  junction  with  their 
Railway  at  Wedhampton  or  Stert,  and  terminating  by  a  junction  with  the 
Wilts,  Somerset,  and  Weymouth  Branch  of  the  Great  Western  Railway  at 
Westbury. 

For  the  purpose  of  the  Act,  the  Company  were  authorised  to  raise  by  the 
creation  of  new  shares,  in  addition  to  the  capital  authorised  (by  the  Berks  and 
Hants  Extension  Railway  Act,  1859),  any  further  sums  not  exceeding  in  the 
whole  200,000  /.,  and  to  borrow  on  mortgage  any  additional  sum  of  money  not 
exceeding  66,600  /. 

In  this  case  the  application  for  authority  to  abandon  the  Railway  in  question 
was  made  by  the  Company  with  the  consent  of  the  holders  of  three-fifths  of 
the  shares  or  stock  of  the  Company,  such  consent  having  been  duly  given  in 
the  manner  prescribed  in  "  The  Abandonment  of  Railways  Act,  I860.*' 

1  he  following  extracts  from  the  Company's  application  set  forth  the  grounds 
upon  which  the  abandonment  was  sought : — 

"  1  hat  your  Memorialists  have  never  commenced  the  line  of  Railway  by  the 
said  Act  of  1866  authorised  to  be  made  (and  referred  to  as  the  Stert  and 
W^estbury  Extension),  nor  have  they  ever  issued  any  of  the  shares  or  stodc  by 
the  said  Act  anthorised  to  be  raised,  or  in  any  way  exercised  the  borrowing 
powers  of  the  said  Act. 

"That  when  your  Memorialists  applied  for  their  Act  of  Parliament  for  the 
construction  of  the  said  Stert  and  Westbury  Extension,  the  Railway  mari^et  had 
not  sustained  the  severe  shock  which  it  subsequently  received,  and  your 
Memorialists  believed  that  the  line  could  be  made  at  a  cheap  and  reasoiiiable 
rate,  and  so  as  to  be  of  profit  and  advantage  to  the  district  through  which  it 
passed,  as  well  as  to  your  Memorialists. 

*^  That  the  Stert  and  Westbury  Extension  was  only  part  of  a  more  extended 
scheme  by  which  a  direct  route,  from  London  to  Exeter  would  have  been 
established,  and  a  necessary  part  of  the  scheme  was  the  construction  of  a  line 
of  Railway  from  Castle  Carey  to  the  Bristol  and  Exeter  Railway  near  Langport, 
for  which  an  apphcatioD  was  made  in  the  year  1866,  but  which,  owing  to  the 
impossibility  of  raising  the  deposit  required  by  tlie  Standing  Orders  of  the 
House  of  Commons,  it  became  necessary  to  ahandon  for  that  year,  and  the 
universal  depression  in  Railway  property  which  followed  that  peaiod  has  pre- 
vented the  promoters  of  that  scheme  making  any  subsequent  application. 

'^  That  owii]^  to  the  unitersal  distrust  that  has  existed  in  the  Railway  market 
since  the  Act  for  the  construction  of  the  Baid  Stert  and  Westbury  Extension 
was  passed,  not  only  would  any  attempt  to  issue  the  stock  and  shares,  or  to 
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exercise  the  borrowing  powers  of  the  said  Act,  be  utterly  futile,  but  owing  to 
the  abandonment  of  the  said  line  of  Railway  from  Castle  Carey  to  Langport, 
one  of  the  principal  objects  for  which  the  Stert  and  Westbury  Extension  was  to 
be  constructed  has  been  defeated. 

*•  That  it  would  be  utterly  impossible  to*  find  persons  willing  to  take  any  of  the 
shares  or  stock  authorised  to  be  issued  by  the  Act  of  1866." 

The  application  was  duly  advertised,  and  no  objections  to  the  propO'^ed 
abandonment  were  laid  before  the  Board  of  Trade. 

For  the  purpose  of  ascertaining  the  state  and  condition  of  the  Company,  and 
of  inquiring  into  the  expediency  of  the  proposed  abandonment,  and  of  deter- 
mining the  terms  and  conditions  on  which  the  same  should  be  authorised  by 
them,  the  Board  of  Trade,  in  pursuance  of  the  14th  Section  of  *'  The  Abandon- 
ment of  Railways  Act,  1850,"  appointed  Colonel  Hutchinson,  one  of  their  officers, 
to  inspect  the  books  of  account,  minutes  of  proceedings,  and  other  books  and 
documents  of  the  Company. 

From  Colonel  Hutchinson's  Report,  it  appears  that  the  original  Company 
was  a  dividend  paying  company,  and  no  bond  was  required,  but  that  they  were 
liable  to  a  penalty  of  50  /.  a-day  if  the  Line  was  not  completed  within  the  time 
limited  (28  June  1869). 

The  Railway  panic  set  in  just  at  the  time  the  Act  was  obtained,  and  at  the 
same  time  another  Railway,  which  with  this  Line  would  have  formed  a  new  and 
direct  route  to  Exeter,  failed  to  obtain  its  Act  of  Incorporation. 

For  these  two  reasons,  no  steps  have  ever  been  taken  to  raise  any  capital  or 
push  forward  the  Undertaking  now  sought  to  be  abandoned. 

This  Railway  has  no  liabilities  of  its  own,  save  such  as  are  consequent  on  the 
application  for  abandonment,  and  these  will  be  met  by  the  old  Company. 

Having  taken  into  consideration  the  provisions  of  the  Company's  (Extension) 
Act  of  1866,  authorising  additional  capital,  and  the  power  thereby  given  to  the 
Company  to  apply  their  capital,  the  Board  of  Trade  were  of  opinion  that  their 
Warrant  should  provide  for  the  reduction  of  the  Company's  capital,  and  their 
power  to  borrow  on  mortgage,  by  the  sums  authorised  by  the  Company's 
(Extension)  Act  of  1866,  for  the  purposes  of  the  said  Act  and  the  Railway  to 
be  abandoned. 

Having,  therefore,  taken  into  consideration  all  the  circumstances  above 
referred  to,  the  Board  of  Trade  deemed  it  just  and  expedient  to  authorise  the 
abandonment  of  the  Stert  and  Westbury  Extension  Railway,  in  the  terms  of  the 
Warrant,  dated  the  9th  day  of  October  J  869,  a  copy  whereof  accompanies  this 
Report. 

Signed  by  Order  of  the  Board  of  Trade, 

T.  H.  Farrer, 
Whitehall,  London,  Secretary  of  the  Board  of  Trade. 

10  January  1870. 
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RAILWAYS   ABANDONMENT. 


BRAMPTON    AND    LONGTOWN    RAILWAY. 


REPORT  OF  THE   BOARD  OF  TRADE. 


In  pursuance  of  the  37th  Section  of  *^  The  Abandonment  of  Railways 
Act,  1850,"  the  Board  of  Trade  (in  whom  the  powers  given  by  that  Act  to 
the  Commissioners  of  Railways  are  now  vested)  lay  before  Parliament  the 
following  Copy  of  the  Warrant  granted  by  them,  under  "The  Railway 
Companies  Act,  1867/^  for  the  abandonment  of  the  Brampton  and  Longtown 
Railway,  together  with  the  subjoined  Report,  explanatory  of  the  reasons  for 
their  decision  in  this  case. 


WARRANT. 


Whereas  by  "The  Brampton  and  lx)ngtown  Railway  Act,  1866,*'  the 
Brampton  and  Longtown  Railway  Company  were  incorporated  for  the  purpose 
of  making  and  maintaining  a  Railway,  therein  described  as — 

"A  Railway  12  miles,  3  furlongs,  and  182  yards  in  length,  wholly  situated  in 
the  County  of  Cumberland,  commencing  in  the  Parish  of  Arthuret,  by  a  Junc- 
tion with  the  Border  Union  (North  British)  Railway,  at  or  near  to  a  point  77 
yards  or  thereabouts,  measuring  in  a  southerly  direction,  from  the  centre  of 
the  Bridge  carrying  the  last-mentioned  Railway  over  the  road  or  street,  called 
Water-street,  between  Longtown  and  the  River  Esk,  and  terminating  in  the 
Parish  of  Brampton  by  a  Junction  with  the  Tramway,  between  Kirkhouse  and 
Brampton  aforesaid,  at  or  near  to  a  point  thereon,  157  yards  or  thereabouts, 
measured  in  a  westerly  direction  from  the  Booking  Office  door  of  the  Milton 
Station,  on  the  Newcastle  and  Carlisle  Section  of  the  North  Eastern  Railway." 

And  whereas,  in  pursuance  of  "The  Abandonment  of  Railways  Act,  1850," 
and  **  The  Railway  Companies  Act,  1867,"  Albert  Ricardo,  Esquire,  the  surety 
to  the  bond  executed  by  the  Brampton  and  Longtown  Railway  Company  did, 
on  the  7th  day  of  April  1869,  make  application  in  writing  to  the  Board  of 
Trade,  setting  forth  that  the  said  Albert  Ricardo  was  desirous  that  the  here- 
inbefore described  Railway  should  be  abandoned,  and  also  setting  forth  the 
grounds  upon  which  such  application  was  made :  And  whereas  it  appeared  to 
the  Board  of  Trade  that  there  were  sufficient  grounds  for  entertaining  such 
application,  and  the  Board  of  Trade  required  and  directed  the  said  Albert 
Ricardo  to  give  notice  by  advertisement,  in  a  form  approved  of  by  the  Board 
of  Trade,  of  such  application  having  been  made :  And  whereas  it  has  been  proved 
to  the  satisfaction  of  the  Board  of  Trade  that  such  notice  was  duly  given  in  the 
manner  required  by  law,  and  that  it  was  therein  set  forth  that  any  person 
thinking  himself  aggrieved  by  the  proposed  abandonment  of  the  said  Railway, 
and  desiring  to  object  thereto,  might  bring  such  objection  before  the  Board  of 
Trade  by  sending  a  written  statement  thereof  by  post,  t)n  or  before  a  day  named 
in  the  said  notice,  addressed  to  the  Assistant  Secretary,  Railway  Department, 
Board  of  Trade,  London :  And  whereas  the  time  so  appointed  for  bringing 
objections  before  the  Board  of  Trade  has  expired,  and  no  objection  to  the  said 
proposed  abandonment  of  the  said  Railway  has  been  brought  before  the  Board 
of  Trade  :  Now,  therefore,  the  Board  of  1  rade,  pursuant  to,  and  in  exercise  of, 
the  power  and  discretion  in  them  vested  by  '*  The  Abandonment  of  Railwavs 
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Act,  1850,"  and  ^^  The  Railway  Companies  Act,  1867/'  do  by  this  warrant,  signed 
by  an  Assistant  Secretary  of  the  Board  of  Trade,  whose  name  is  hereunder 
subscribed,  order  and  declare  that  the  hereinbefore  described  Railway  by  the 
said  Brampton  and  Longtown  Railway  Act,  1866,  so  authorised  to  be  made 
as  aforesaid  (being  the  whole  railway  and  undertaking  of  the  said  Brampton 
and  Longtown  Rs^way  Company),  shall  be  abandoned  by  the  said  C!ompany. 

And  the  Board  of  Trade  do  hereby  further  declare  and  order  that  this  warrant 
is  granted  and  shall  take  effect  upon  the  condition  following,  that  is  to  say,  that 
the  money  secured  by  the  bond  conditioned  for  the  completion  of  the  said 
Railway,  or  for  payment  of  money  in  default  thereof,  shall  be  applied  as  part  of 
the  assets  of  the  said  Company. 

Signed  by  order  of  the  Board  of  TrMie,  this  12th  day  of  October  1869. 

.   Robert  G.fV.  Herbert, 
An  Assistant  Secretary  of  the  Board  of  Trade. 


REPORT. 

The  undertaking  of  the  Brampton  and  Longtown  Railway  Company,  as 
authorised  by  their  Act  of  Incorporation,  29  &  30  Vict.  c.  349  (1 0th  August 
1866),  consists  of  a  Railway  (about  12^  miles  in  length),  commencing  from  a 
junction  with  the  North  British  Railway  at  Longtown,  and  terminating  at  a 
point  near  Brampton,  adjoining  the  Milton  Station  of  the  Newcastle  and  Car- 
lisle section  of  the  North  Eastern  Railway. 

For  the  purposes  of  the  undertaking  the  Company  were  empowered  to  raise 
120,000  /.  by  12,000  shares  of  10  /.  each,  of  which  sum  the  Glasgow  and  South 
Western  and  North  British  Bdlway  Companies  were  each  authorised  to  sub* 
scribe  30,000  2.,  and  to  borrow  on  mortgage  any  sum  not  exceeding  40,000  /. 

In  this  case,  less  than  three-fifths  of  die  share  capital  having  been  subscribed, 
the  application  for  authority  to  abandon  the  Rfidlway  was  made,  undei  the  32nd 
section  of  "  The  Railway  Companies  Act^  1867,"  by  Mr.  Albert  Ricardo,  as  the 
surety  to  the  bond  executed  by  the  Brampton  and  Longtown  Railway  Company, 
in  pursuance  of  the  27th  section  of  the  Brampton  and  Longtown  Railway  Act, 
1866;  the  grounds  upon  which  the  abandonment  was  sought  being,  ^'That  oiiht 
12,000  shares  of  10/.  each  into  which  the  capital  of  the  Company  was  authorised 
by  the  said  Act  to  be  dirided,  only  3,028  shares  have  been  subscribed  for  under 
a  subscription  contract,  although  the  said  Company  has  now  been  incor- 
porated upwards  of  two  years  and  a  half,  that  the  amount  of  capital  sub- 
scribed as  above  stated  is  wholly  insufficient  for  the  constructk>n  of  the  said 
Railway ;  that  no  lands  authorised  to  be  taken  by  the  said  Act  have  been 
taken  or  purchased,  and  that  no  portion  of  the  railway  or  works  authorised  has 
been  begun  or  constructed ;  and  that  through  the  financial  crisis  which  ensued 
about  the  time  of  the  passing  of  the  Brampton  and  Longtown  Railway  Act,  the 
said  Glasgow  and  South  Western  Railway  Company  and  the  said  North  British 
Railway  Company  respectively  refused  to  subscribe  any  sum  of  money  to  the 
funds  of  the  said  Brampton  and  Longtown  Railway  Company.'' 

The  application  was  duly  advertised  and  no  objections  to  the  prc^osed 
abandonment  were  laid  before  the  Board  of  Trade. 

For  the  purpose  of  ascertaining  the  state  and  condition  of  the  Company,  and 
of  inquiring  into  the  expediency  of  the  [H*oposed  abandonment,  and  of  deter- 
mining the  terms  and  conditions  on  which  the  same  should  be  authcKised  by  them 
the  Board  of  Trade,  in  pursuance  of  the  14th  section  of  ''The  Abandonment 
of  Railways  Act,  1850,"  appointed  Colonel  Hutchinson,  one  of  their  inspecting 
officers,  to  inspect  the  books  of  account,  minutes  of  proceedings,  and  other 
books  and  documents  of  the  Company. 

From  Colonel  Hutchin$on^i~^Re{Ma?t4Hi^p^^  tbe^^^pital  subscribed  is 

30,280  /.  in  3,028 jbargs,  divided  among  74  sliareholdera,  t^o  of  whom  hold 
1,000  sharesjgach^;  that  nothing  has  been  received  upon  the  Ishares,  and  tiiat 
the  Compcmy  have  received  no  money  whatever.  '^ 

The  Parliamentary  and  other  expenses  amount  to  4,092  /.  llv^.  2rf.,  of  ¥irhich 
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amount  the  claims  of  Messrs.  Nimmo  &  McNay,  engineers,  and  Mr.  Shaw, 
solicitor,  amount  to  2,000  /.  In  a  memorandum  signed  by  these  two  gentle- 
men, it  is  stated  that  they  are  satisfied  to  rely  on  the  assets  of  the  said  Com- 
pany other  than  the  Bond  for  the  payment  of  their  claims  against  the 
Company. 

Only  one  land  contract  has  been  entered  into,  which  has  been  settled  by 
the  solicitor  for  60/.,  and  there  is  no  opposition  to  the  proposed  abandon- 
ment. 

Having,  therefore,  taken  into  consideration  all  the  circumstances  above 
stated,  the  Board  of  Trade  deemed  it  just  and  expedient  to  authorise  the 
abandonment  of  the  Brampton  and  Longtown  Railway  in  the  terms  of  the 
vrarrant  dated  the  12th  day  of  October  1869,  a  copy  whereof  accompanies  this 
Report. 

Signed  by  order  of  the  Board  of  Trade, 


AVhitehall,  London, 

10  January  1870. 


T.  H.  Farter, 

Secretary  of  the  Board  of  Trade. 
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RAILWAYS  ABANDONMENT. 


THE  MID.HANTS  LINE  (ROPLEY  TO  MEONSTOKE). 


REPORT  OF  THE  BOARD  OF  TRADE. 


In  pursuance  of  the  37th  Section  of  ''  The  Abandonment  of  Railways 
Act,  1850;'  the  Board  of  Trade  (in  whom  the  powers  given  by  that  Act  to  the 
Commissioners  of  Railways  are  now  vested)  lay  before  Parliament  the  following 
Copy  of  the  Warrant  granted  by  them,  under  "  The  Railway  Companies  Act, 
1867/' for  the  abandonment  of  "The  Mid-Hants  line''  (Ropley  to  Meonstoke), 
together  with  the  subjoined  Report,  explanatory  of  the  reasons  for  their  decision 
in  this  case. 


WARRANT. 


Whereas,  bv  "  The  Mid-Hants  Act,  1864''  (29  July  1864),  (after  reciting 
•^The  Alton,  Ahresford,  and  Winchester  Railway  Act,  1861/'  whereby  the 
Alton,  Alresford,  and  Winchester  Railway  Company  were  incorporated  for  the 
purpose  of  making  and  maintaining  the  two  Railways  therein  specified,  and 
called  the  '^  Alton  Unes"),  it  was  provided  that  on  and  after  the  1st  day  of  January 
1865,  the  name  of  the  Alton,  Alresford,  and  Winchester  Railway  Company 
should  be  changed  to  the  name  of  "  The  Mid-Hants  Railway  Company,"  the 
Mid-Hants  Railway  Company  were  authorised  to  make  and  maintain  the  Rail- 
ways therein  called  ^*  The  Mid-Hants  Line,"  further  described  as : 

"  A  Railway  commencing  by  a  junction  with  the  first  Railway  authorised  by 
the  ^  Alton,  Alresford,  and  Winchester  Railway  Act,  1861,'  in  a  field  now  or 
lately  belonging  or  reputed  to  belong  to  Jacob  Hagan,  Esquire,  in  the  parish 
of  Ropley,  in  the  county  of  Southampton,  numbered  216  on  the  plans  of  the 
Alton,  Alresford,  and  Winchester  Railway,  deposited  with  the  Clerk  of  the 
Peace  for  the  county  of  Southampton,  previous  to  the  application  for  the  *  Act 
of  1861,'  and  passing  through  or  into  the  following  parishes,  townships,  extra- 
parochial  or  other  places  following,  or  some  of  them,  viz. :  Ropley,  Bishop's 
Sutton,  Bramdean,  Hinton  Ampner,  West  Meon,  Warnford,  Exton,  and  Meon- 
stoke, all  in  the  county  of  Southampton,  and  terminating  by  a  junction  with 
the  Petersfield  and  Bishops  Waltham  Railway,  at  a  point  between  the  public 
roads  numbered   17  and  36,  in  the  parish  of  Meonstoke."     And  whereas  in 
pursuance  of  "  The  Abandonment  of  Railways  Act,  1850,"  and  "  The  Railway 
Companies  Act,  1867,"  the  said  Mid-Hants  Railway  Company  did,  on  the  14th 
day  of  June  last,  make  application  in  writing  to  the  Board  of  Trade,  setting 
forth  that  the  said  Mid-Hants  Railway  Company  were  desirous  that  the  herein- 
before described  Railway  ("  The  Mid-Hants  Line,"  Ropley  to  Meonstoke)  should 
be  abandoned,  and  also  setting  forth  the  grounds  upon  which  such  application 
was  made  :  And  whereas  it  appeared  to  the  Board  of  Trade  that  there  were 
sufficient  grounds  for  entertaining  such  application,  and  the  Board  of  Trade 
required  and  directed  the  said  Mid-Hants  Railway  Company  to  give  notice  by 
advertisement,  in  a  form  approved  of  by  the  Board  of  Trade,  of  such  applica- 
tion having  been  made  :  And  whereas  it  has  been  proved  to  the  satisfaction  of 
the  Board  of  Trade  that  such  notice  was  duly  given  in  the  manner  required  by 
law,  and  that  it  was  therein  set  forth  that  any  person  thinking  himself  a^rieved 
by  the  proposed  abandonment  of  the  said  Railway,  and  desiring  to  object 
thereto,  might  bring  such  objection  before  the  Board  of  Trade,  by  sending  a 
written  statement  thereof  by  post,  on  or  before  a  day  named  in  the  said  notice, 
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addressed  to  the  Assistant  Secretary,  Railway  DcqaArtment,  Board  of  Trade, 
London :  And  whereas  the  time  so  appointed  for  bringing  objections  before  the 
Board  of  Trade  has  expired,  and  no  objection  to  the  said  proposed  abandonment 
of  the  said  Railway  has  been  brought  before  the  Board  of  Trade :  Now,  there- 
fore, the  Board  of  Trade,  pursuant  to  and  in  exercise  of  the  power  and  discre- 
tion in  them  vested  by  "  The  Abandonment  of  Railways  Act,  1850,"  and 
^*  The  Railway  Companies  Act,  1867,"  do,  by  this  Warrant,  signed  by  the 
Secretary  of  the  Board  of  Trade,  whose  name  is  hereunder  subscribed,  order 
and  declare  that  the  hereinl*efore  described  Railway  C^  The  Mid-Hants  Line," 
Ropley  to  Meonstoke),  by  "  The  Mid-Hants  Act,  1864,"  so  authorised  to  be 
made  as  aforesaid,  shall  be  abandoned  by  the  said  Company. 

And  the  Board  of  1  rade  do  hereby  further  declare  and  order  that  the  capital 
atithorised  to  be  raised  by  the  Mid-Hants  Railway  Company  shall  be  reduced 
to  the  extent  and  in  manner  following ;  that  is  to  say,  the  additional  capital 
(155,000/ )  which  by  "The  Mid-Hants  Act,  1864,"  is  authorised  to  be  raised  by 
the  creation  of  new  shares  for  the  purposes  of  "  The  Mid-Hants  line  "  (Ropley 
to  Meonstoke),  shall  not  be  raised,  and  the  additional  sum  of  money  (61,600/.) 
which  by  the  same  Act  is  authorised  to  be  borrowed  (for  the  purposes  of  *^  The 
Mid-Hants  line"),  shall  not  be  borrowed. 

Signed  by  Order  of  the  Board  of  Trade,  this  29th  day  of  October  1869, 

G.  Shaw  Lefevre^ 
Secretary  of  the  Board  of  Trade. 


REPORT. 


Thb  Mid-Hants  Railway  Company  (originally  incorporated  as  **  The  Alton, 
Alres£ord,and  Winchestw  Railway  Company  ")  were  authorised  by  their  Act  of 
1864  (The  Mid-Hants  Act,  1864),  27  &  28  Vict.  c.  298,  to  make  and  maintain 
a  Railway  from  Ropley  to  Meonstoke  (called  "  The  Mid-Hants  Line  *'),  about 
nine  miles  in  length,  commencing  by  a  Junction  with  the  first  Railway  authorised 
by  "The  Alton,  Alresford,  and  Winchester  Rail  way  Act,  1861,*'  at  Ropley,  andter* 
minating  by  a  Junction  with  the  Petersfield  and  Bishop's  Waltham  Railway*  at 
Meonstoke. 

For  the  purposes  of  the  Railway  aiid  Works  thereby  authorised,  the  Company 
were  empowered  to  raise  by  means  of  new  shares  additional  capital,  not 
exceeding  in  the  whole  155,000/.,  and  to  borrrow  on  mortgage  51,600  /. 

In  this  case  the  application  for  authority  to  abandon  the  Kailway  was  made 
by  the  Company^  with  the  consent  of  the  holders  of  three-fifths  of  the  shares  or 
stock  of  the  Company,  such  consent  having  been  duly  given  in  the  manner 
prescribed  in  ^*  The  Abandonment  of  Railways  Act,  1850,"  Section  1. 

The  following  extract  from  the  Company's  application  sets  forth  the  grounds 
upon  which  the  abandonment  was  sought : — 

^  That  no  part  of  the  capital  necessary  for  the  construction  of  the  Line 
(Ropley  to  Meonstoke),  now  proposed  to  be  abandoned,  has  been  raised  or  can 
be  raised,  and  your  Memorialists  are  unable  to  execute  the  necessary  works, 
and  have  not  exercised  any  of  the  powers  conferred  upon  them  by  the  Mid- 
Hants  Act  of  1864." 

The  application  was  duly  advertised,  and  no  objections  to  the  proposed 
abandonment  were  laid  before  the  Board  of  Trade. 

For  the  purpose  of  ascertaining  the  state  and  condition  of  the  Company,  and 
of  inquiring  into  the  expediency  of  the  proposed  abandonment,  and  of  determin- 
ing the  terms  and  conditions  on  which  the  same  should  be  authorised  by  them^ 
the  Board  of  Trade,  in  pursuance  of  the  14th  section  of  "  The  Abandonment 
of  Railways  Act,  1850,"  appointed  Colonel  Hutchinson,  one  of  their  officers,  to 
inspect  the  books  of  account,  minutes  of  proceedings,  and  oth^  books  and 
documents  of  the  Company. 

From 

*  AuthoriBed  to  be  abandoned  by  Warrant. ol  the  Board  of  Trade,  dated  the  38th  Jaly  1S6^. 
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From  Colonel  Hutchinson's  Report,  it  appears  that  the  object  of  ^*  The  Mid- 
Hants  line  *'  was  to  connect  the  Alton  and  Winchester  line  (the  original  line 
of  theCompany)  with  a  proposed  Railway  from  Bishop's  Waltham  to  Petersfield.* 
ITiis  Line  ("  The  Mid- Hants  line")  never  had  any  shareholders  of  its  own, 
the  Act  for  its  construction  having  been  obtained  by  the  Alton  and  Winchester 
Railway  Campany,  who  paid  all  preliminary  expenses  in  obtaining  the  Act. 

No  money  whatever  has  been  raised,  no  land  notices  have  been  served,  nor 
agreements  entered  into,  and  there  are  stated  to  be  no  liabilities  whatever, 
except  the  expenses  of  the  abandonment,  which  the  bondsmen  (other  than  the 
Company}  have  engaged  to  pay. 

The  abandonment  being  for  a  part  only  of  the  Railway  or  Undertaking  of  the 
Mid-Hants  Railway  Company,  the  Board  of  Trade  were  of  opinion  that  their 
^arrant  should  provide  for  the  reduction  of  the  Company's  capital,  and  their 
power  to  borrow  on  mortgage  by  the  sum  authorised  by  **  The  Mid-Hants  Act, 
1864,"  for  the  purpose  of  the  Railway  ("  The  Mid-Hants  Line,"  Ropley  to 
^^onstoke),  to  be  abandoned. 

Having,  therefore,  taken  into  consideration  all  the  circumstances  above 
^^ferred  to,  the  Board  of  Trade  deemed  it  just  and  expedient  to  authorise  the 
abandonment  of  ^*  The  Mid-Hants  line,"  Ropley  to  Meonstoke,  in  the  terms  of 
^6  Warrant,  dated  the  29th  day  of  October  1869,  a  copy  whereof  accompanies 
^8  Report. 

Signed  by  Order  of  the  Board  of  Trade, 

T.  H.  Farrer, 
^^tehall,  London,  Secretary  of  the  Board  of  Trade. 

10  January  1870. 


*  Authorised  to  be  abandoned  by  Warrant  of  the  Board  of  Trade. 
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RAILWAYS  ABANDONMENT. 


THE  WATERFORD,  LISMORE,  AND  FERMOY  RAILWAY. 


REPORT  OF  THE  BOARD  OF  TRADE. 


Iisr  pursuance  of  the  37th  Section  of  ''The  Abandonment  of  Railways 
Act,  1850,'*  the  Board  of  Trade  (in  whom  the  powers  given  by  that  Act  to  the 
Commissioners  of  Railways  are  now  vested)  lay  before  Pai'liament  the  following 
Coi>jr  of  the  Warrant  granted  by  them,  under  *'  The  Railway  Companies  Act, 
'^^^^^  for  the  abandonment  of  the  Waterford,  Lismore,  and  Fermoy  Railway, 
toge-fcher  with  the  subjoined  Report,  explanatory  of  the  reasons  for  their 
deoision  in  this  case. 


WARRANT. 


"^^HKREAS,  by  "  The  Waterford,  Lismore,  and  Fermoy  Railway  Act,  1865," 
(^    Jxily  1865)  *^  The  Waterford,  Lismore,  and  Fermoy  Railway  Coiiipany"  were 
^^^orporated  for  the  purpose  of  making  and  maintaining  the  Railways  therein 
^^^cribed  as ; 

"  1.  A  Railway  commencing  at  the  public  road  near  the  Bilberry  Rock, 
at  the  north  western  angle  of  the  municipal  boundary  of  the  City  of  Water- 
ford, on  the  right  bank  of  the  River  Suir,  in  the  parish  of  Trinity  Without, 
in  the  county  of  Waterford,  and  terminating  on  the  right  bank  of  the 
estuary  of  the  CoUigan,  near  the  brewery  of  Messrs.  Purser  &  Cody,  in 
the  parish  of  Dungarvan,  in  the  county  of  Waterford  :" 

'*  2.  A  Railway  commencing  in  the  townland  of  Townparks  East,  in  the 
parish  of  Lismore  and  Macollop,  in  the  county  of  Waterford,  and 
terminating  at  the  Fermoy  Station  by  a  Junction  with  the  Great  Southern 
and  Western  Railway,  near  their  coal  depot  in  the  townland  of 
Carrignagroghera,  in  the  parish  of  Fermoy,  in  the  county  of  Cork  :" 

And  whereas,  in  pursuance  of  "  The  Abandonment  of  Railways  Act,  1850,*' 
and  **  The  Railway  Companies  Act,  1867,"  the  Waterford,  Lismore,  and  Fermoy 
Railway  Company  did,  on  the  18th  day  of  August  1868,  by  memorial  signed  by 
four  of  the  fii^t  and  only  directors  of  the  said  Company,  make  appUcation  in 
writing  to  the  Board  of  Trade,  setting  forth  that  it  was  expedient  that  the 
hereinbefore  described  Railways  should  be  abandoned,  and  also  setting  forth 
the  grounds  upon  which  such  application  was  made  :  And  whereas  it  appeared 
to  the  Board  of  Trade  that  there  were  sufficient  grounds  for  entertaining  such 
application,  and  the  Board  of  Trade  required  and  directed  the  said  Waterford, 
lasmore,  and  Fermoy  Railway  Company  to  give  notice,  by  advertisement,  in  a 
form  approved  of  by  the  Board  of  Trdde,  of  such  application  having  been  made : 
And  whereas  it  has  been  proved  to  the  satisfaction  of  the  Board  of  Trade  that 
such  notice  was  duly  given  in  the  manner  required  by  law,  and  that  it  was 
therein  set  forth  that  any  person  thinking  himself  aggrieved  by  the  proposed 
abandonment  of  the  said  Railways,  and  desiring  to  object  thereto,  might  bring 
such  objection  before  the  Board  of  Trade  by  sending  a  written  statement  thereof 
by  post,  on  or  before  a  day  named  in  the  said  notice,  addressed  to  the  Assistant 
Secretary,  Rmlway  Department,    Board  of  Trade,  Whitehall,   London:  And 
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whereas  the  time  so  appointed  for  bringing  objections  before  the  Board  of 
Trade  has  expired,  and  no  objection  to  the  said  proposed  abandonment  of  the 
said  Railways  has  been  brought  before  the  Board  of  Trade  :  Now,  therefore,  the 
Board  of  Trade,  [pursuant  to  and  in  e.s.erciseof  the  power  and  discretion  in  them 
vested  by  **  The  Abandonment  of  Railways  Act,  1850,"  and  "  The  Railway 
Companies  Act,  1867,"  do,  by  this  Warrant,  signed  by  an  Assistant  Secretary  of 
the  Board  of  Trade,  whose  name  U  hereunder  subscribed,  order  and  declare 
that  the  hereinbefore  described  Railways  by  the  said  Waterford,  Lismore,  and 
Fermoy  Railway  Act,  1865,  so  authorised  to  be  made  as  aforesaid  (being  the 
whole  Railways  and  Undertaking  of  the  said  Waterford,  Lismore,  and  Fermoy 
Railway  Com[)any)  shall  be  abandoned  byM;he  said  Company. 

And  the  Board  of  Trade  do  hereby  further  declare  and  order  that  this 
Warrant  is  granted  and  shall  take  effect  upon  the  condition  following,  that  is  to 
say,  that  the  money  deposited  as  security  for  the  completion  of  the  said 
Railways,  or  the  stocks,  funds,  or  securities  in  which  the  same  is  invested,  or 
the  money  secured  by  the  bond  conditioned  for  tlie  completion  of  the  said 
Railways,  or  for  payment  of  money  in  default  thereof,  shall  be  applied  as  part 
of  the  assets  of  the  said  Company. 

Signed  by  Order  of  the  Board  of  Trade,  this  3rd  day  of  December  186&, 

Rabert  O.  W.  Herbert, 
An  Assistant  Secretary  of  the  Board  of  Trade. 


REPORT. 


Thk  Undertaking  of  the  Waterford,  Lismore,  and  Fermoy  Railway  Comr- 
pany,  as  authorised  by  their  Act  of  Incorporation,  28  &  29  VicL  c.  351  (5  July 
1865),  consists  of  a  Railway  from  Waterford  to  Dungarvan  (about  29i  miles  in. 
length),  and  a  Railway  from  Lismore  to  Fermoy  (about  15^  miles  in  length). 

For  the  purposes  of  the  Act,  the  Company  were  empowered  to  raise  400,000  /., 
by  40,000  shares  of  \0L  each,  and  to  borrow  on  mortgage  any  sums  not 
exceeding  in  the  whole  1 33,000  /. 

In  this  case,  no  part  of  the  share  capital  haying  been  subscribed,  the  appli- 
cation for  authority  to  abandon  the  Railways  wa*  made  under  the  32nd  section 
of  "The  Railway  Companies  Act,  1867,"  by  four  of  the  persons  named  in  the 
Special  Act  incorporating  the  Company  as  Directors  thereof.  Another  and 
similar  application  previously  made  by  the  same  parties,  and  others  interested  in 
the  deposit,  was  not  proceeded  with. 

The  grounds  upon  which  the  Abandonment  was  sought  were  that — 

^^  No  part  of  the  Capital  of  the  said  Company  has  been  subscribed,  and 
there  is  no  likelihood  of  any  of  the  said  Capital  being  subscribed."' 

*^  The  construction  of  thi^  said  Railways  has  not  been  commenced,  nor 
has  any  land  been  acquired,  although,  as  before  stated,  the  Act  of  Parliai- 
ment  received  the  Royal  Assent  on  the  5th  July  1865.*' 

The  application  was  duly  advertised,  and  no  objections  to  the  proposed- 
abandonment  were  laid  before  the  Board  of  Trade. 

For  the  purpose  of  ascertaining  the  state  and  condition*  of  the  Company,  and 
of  inquiring  into  the  expediency  of  the  proposed  abandonment,  and  of  deter- 
mining the  terms  and  conditions  on  which  the  same  should  be  authorised  by* 
them,  the  Board,  of  Trade,  in  pursuance  of  the  I4th  section  of  '*  The  Abandon- 
ment of  Railways  Act,  J  850,"  appointed  Colonel  Rich,  one  of  their  officers^  ta 
inspect  the  books  of  account,  minutes  of  proceedings,  and  other  books  and 
documents  of  the  Company. 

From  Colonel  Rich's  Report,  it  appears  that  there  are  no  objections  to  the 
Abandonment ;  that  no  part  of  the  Railway  has  been  made,  and  tiiie  Prospect;u!s 
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and  a  Minute  Book  of  the  Company  are  the  only  records  oF  the  Railway  which 
are  in  existence,  so  far  as  he  could  ascertain. 

Colonel  Rich  found  that  the  deposit  money,  the  release  of  which  was  the 
principal  object  of  this  application,  was  advanced  by  the  Imperial  Mercantile 
Credit  Association  (Limited)  ;  but  the  statements  made  to  him  as  to  the  circum- 
stances under  which  that  money  was  advanced,  and  as  to  the  claims  of  persons 
alleging  themselves  to  be  entitled  to  payment  out  of  it,  were  of  a  conflicting 
character.  The  Board  of  Trade  declined  to  deal  with  these  questions,  and 
left  them  to  be  disposed  of  by  the  Court  of  Chancery  on  the  winding  up  of  the 
Company. 

The  abandonment  of  the  Waterford,  lismore,  and  Fermoy  Railway  was 
accordingly  authorised  in  the  terms  of  the  Warrant,  dated  the  3rd  day  of 
December  1869,  a  copy  whereof  accompanies  this  Report. 

Signed  by  Order  of  the  Board  of  Trade, 

T.  H.  Farrer, 
Whitehall,  London,  Secretary  of  the  Board  of  Trade. 

10  January  1870. 
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RAILWAYS  ABANDONMENT. 


CANNOCK  CHASE  AND  WOLVERHAMPTON  RAILWAY. 


Portion  of  Railway  between  the  Norton  fiRANCH  of  the  South  Stafford- 
shire Railway  and  Wolverhampton. 


REPORT  OF  THE  BOARD  OF  TRADE. 


In  pursuance  of  the  37th  section  of  "  The  Abandonment  of  Railways  Act, 
1850,"  the  Board  of  Trade  (in  whom  the  powers  given  by  that  Act  to  the  Com- 
missioners of  Railways  are  now  vested)  lay  before  Parliament  the  following 
Copy  of  the  Warrant  granted  by  them,  under  "  The  Railway  Companies  Act 
1867,"  for  the  abandonment  of  a  portion  of  the  Cannock  Chase  and  W^olver- 
hampton  Railway,  between  the  Norton  Branch  of  the  South  Staffordshire 
Railway  and  Wolverhampton,  together  with  the  subjoined  Report,  explanatory 
of  the  reasons  for  their  decision  in  this  case. 


WARRANT. 


Whereas,  by  "  The  Cannock  Chase  and  Wolverhampton  Railway  Act, 
1864"  (29  July  1864),  the  Cannock  Chase  and  Wolverhampton  Railway  Com- 
pany  were  incorporated  for  the  purpose,  inter  alia,  of  making  and  main- 
taining— 

"  No.  1.  A  Railway  commencing  in  Burntwood,  in  that  part  of  the 
parish  of  Saint  Michael,  Lichfield,  which  lies  in  the  county  of  Stafford,  by 
a  Junction  with  a  private  Railway  belonging  to  and  in  the  occupation  of 
the  Cannock  Chase  Colliery  Company  (Limited),  at  or  near  a  point  where 
the  said  Railway  is  carried  by  a  brick  culvert  over  the  stream  called 
Blakemore's  Gutter,  and  terminating  in  the  parish  of  Wolverhampton,  in 
the  county  of  Stafford,  by  a  Junction  with  the  Great  Western  Railway,  at 
or  near  a  point  where  such  last-mentioned  Railway  passes  under  the 
Bridge  which  carries  the  turnpike  road  from  Wolverhampton  to  Cannock 
over  such  last-mentioned  Railway." 

And  whereas,  in  pursuance  of  "  The  Abandonment  of  Railways  Act,  1850," 
and  **  The  Railway  Companies  Act,  186//*  the  said  Cannock  Chase  and 
Wolverhampton  Railway  Com|)any  did,  on  the  28th  day  of  July  last,  make 
application  in  writing  to  the  Board  of  Trade,  setting  forth  that  the  said 
Cannock  Chnse  and  Wolverhampton  Railway  Company  were  desirous  that 
so  much  of  the  Railway,  hereinbefore  described,  as  lies  between  the  Norton 
Branch  of  the  South  Staffordshire  Railway  and  the  termination  of  the 
said  Railway  (No.  1),  in  the  parish  of  Wolverhampton,  should  be  aban- 
doned, and  also  setting  forth  the  grounds  upon  which  such  application  was 
made :  And  whereas  it  appeared  to  the  Board  of  Trade  that  there  were  suf- 
ficient grounds  for  entertaining  such  application,  and  the  Board  of  Trade 
required  and  directed  the  said  Cannock  Chase  and  Wolverhampton  Railway 
Company  to  give  notice,  by  advertisement,  in  a  form  approved  of  by  the  Board 
of  Trade,  of  such  application  having  been  made:  And  whereas  it  has  been  proved 
to  the  satisfaction  of  the  Board  of  Trade  that  such  Notice  was  duly  given  in  the 
manner  required  by  law,  and  that  it  was  therein  set  forth  that  any  person 
thinking  himself  aggrieved  by  the  proposed  abandonment  of  the  said  portion 
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of  Railway  hereinbefore  described,  and  desiring  to  object  thereto,  might  bring 
such  objection  before  the  Board  of  Trade,  by  sending  a  written  statement 
thereof  by  post,  on  or  before  a  day  named  in  the  said  Notice,  addressed  to  the 
A^ssistant  Secretary,  Railway  Department,  Board  of  Trade,  London :  And 
whereas  the  time  so  appointed  for  bringing  objections  before  the  Board  of 
Trade  has  expired,  and  no  objection  has  been  maintained  which  in  the  opinion 
of  the  Board  of  Trade  would  justify  them  in  withholding  their  consent  to  the 
proposed  abandonment :  Now,  therefore,  the  Board  of  Trade,  pursuant  to  and 
in  exercise  of  the  power  and  discretion  in  them  vested  by  "  The  Abandon  nent 
of  Railways  Act,  1850,*'  and  *^  The  Railway  Companie.^  Act,  1867,"  do,  by  this 
Warrant,  signed  by  the  Secretary  of  the  Board  of  Trade,  whose  name  is  hereunder 
subscribed,  order  and  declare  that  so  much  of  the  Railway,  No.  1,  hereinbefore 
described,  as  lies  between  the  Norton  Branch  of  the  South  Staffordshire  Rail- 
way and  the  termination  of  the  said  Railway  (No.  1\  in  the  parish  of  Wolver- 
hampton, by  "  The  Cannock  Chase  and  Wolverhampton  Railway  Act,  1864," 
so  authorised  to  be  made,  shall  be  abandoned  by  the  said  Company. 

And  the  Board  of  Trade  do  hereby  further  declare  and  order  that  the  capital 
by  '^The  Cannock  Chase  and  Wolverhampton  Railway  Act,  1864,"  authorised 
to  be  raised  by  shares,  and  the  sums  of  money  by  the  same  Act  authorised  to  be 
borrowed,  shall  be,  and  the  same  are  respectively  hereby  reduced  to  the  extent 
and  in  manner  following  ;  that  is  to  say,  — 

1 .  The  Capital  to  be  raised  by  shares  shall  not  exceed  in  the  whole 
20,000  /. : 

2.  The  sums  of  Money  to  be  borrowed  shall  not  exceed  in  the  whole 
6,600  /.  : 

3.  All  the  provisions  in  **  The  Cannock  Chase  and  Wolverhampton 
Railway  Act,  1864,"  contained,  with  respect  to  the  shares  of  the  Company 
authorised  by  that  Act,  and  the  sums  of  money  by  that  Act  authorised  to 
be  borrowed,  shall  apply  to  such  shares  and  to  such  sums  of  money  to  be 
borrowed,  as  the  same  are  respectively  reduced  and  limited  as  aforesaid,  in 
the  same  manner  as  if  the  amounts  thereof  as  so  reduced  and  limited  had 
been  specified  in  "  The  Cannock  Chase  and  Wolverhampton  Railway  Act, 
1 864,"  instead  of  the  original  amounts  therein  specified. 

Signed  by  Order  of  the  Board  of  Trade,  this  30th  day  of  November  1869, 

G.  Shaw  JLefevre, 
Secretary  of  the  Board  of  Trade. 


REPORT. 

The  Cannock  Chase  and  Wolverhampton  Railway  Company  were  autho- 
rised by  their  Act  of  Incorporation  (1864),  27  and  28  Vict.  c.  312,  to  make  and 
maintain  two  Railways  :  viz. — 

1.  A  Railway  (about  Ten  miles  twelve  chains  in  length)  commencing  in 
Bumtwood,  in  the  parish  of  St.  Michael,  Lichfield,  in  the  county  of  Stafford, 
by  a  junction  with  a  private  Railway  belonging?  to  the  Cannock  Chase  Col- 
liery Company  (Limited),  and  terminating  in  the  parish  of  Wolverham])ton  by 
a  junction  with  the  Great  Western  Railway. 

2.  A  Junction  Railway  (about  Twenty-seven  chains  in  length),  commencing  in 
Bumtwood  from  and  out  of  the  above  Railway,  No.  1 ,  and  terminating  in  the 
parish  of  Norton  Canes,  in  the  county  of  Stafford,  by  a  junction  with  the 
Cannock  Chase  Railway  Extension. 

For  the  purposes  of  the  Act  the  Company  were  empowered  to  raise  100,000 1. 
in  10,000  Shares  of  10/.  each,  and  to  borrow  on  mortgage  any  sums  of  money 
not  exceeding,  in  the  whole,  the  sum  of  33,000 1  Under  a  further  Act  of 
1866,  the  Company  were  authorised  to  make  and  maintain  three  Extension 
Railways,  and  empowered  to  raise  additional  share  ca|>itat  of  60,000  /.,  and  to 
borrow  on  mortgage  20,000  L 

In  this  case  less  than  three-fifths  of  the  share  capital  of  the  Company 
having  been  subscribed,  the  application  for  authority  to  abandon  a  portion  of 
Railway,  No.  1  (between  the  >forton  Branch  of  the  South  Staffordshire  Rail- 
way and  Wolverhampton)  was  made  under  the  32nd  section  of  *^  The  Railway 
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Companies  Act,  1867,"  by  the  Company,  and  one  of  the  persons  named  in  the 
special  Act  incorporating  the  Company  as  a  Director  thereof,  and  with  the 
assent  of  a  meeting  of  shareholders. 

The  appIicaticHi  was  duly  advertised,  and  three  objections  to  the  proposed 
abandonment  were  laid  before  the  Board  of  Trade,  on  the  ground  that  certain 
claims  against  the  Company  had  not  been  settled. 

These  objections  did  not,  however^  appear  to  the  Boaril  of  Trade  to  be  such 
as  they  could  entertain. 

For  the  purpose  of  ascertaining  the  state  and  condition  of  the  Company,  and 
of  inquiring  into  the  expediency  of  the  proposed  abandonment,  and  of  determin- 
ing the  terms  and  conditions  on  which  the  same  should  be  authorised  by  them, 
the  Board  of  Trade,  in  pursuance  of  the  14th  section  of  '^  The  Abandonment 
of  Railways  Act,  1850,''  appointed  Captain  Tyler,  one  of  their  officers,  to  inspect 
the  l)ooks  of  account,  minutes  of  proceedings,  and  other  books  and  documents 
of  the  Company. 

From  Captain  Tyler's  report  it  appears  that  the  Company  have  constructed  all 
the  lines  authorised  by  their  Act  of  1866,  and  as  much  of  tho^e  authorised 
by  their  Act  of  1864,  as  lies  between  the  terminus  in  Burntwood  and  the  Norton 
Branch  of  the  South  Staffordshire  Railway,  and  the  only  portion  of  their 
authorised  line  which  has  not  been  constructed  is  that  lying  between  the  Norton 
Branch  of  the  South  Staffordshire  Railway,  and  Wolverhampton.  The  length 
of  this  portion  is  eight  miles,  three  furlongs,  three  chains. 

The  lines  which  have  been  constructed  are  stated  to  have  been  in  use,  all  of 
them,  for  coal  traffic,  and  to  have  been  thus  used,  more  or  less,  for  12  months, 
independently  of  portions  of  them  which  were  used  as  colliery  lines  by  the 
Cannock  Chase  Collier v  Comi)any  (limited)  for  some  years  previously;  but 
they  have  not  any  of  them  been  inspected  by  the  Board  of  Trade,  nor  have  they 
yet  been  equipped  with  a  view  to  passenger  traffic,  or  even  for  goods  traffic. 
They  have  hitherto  been  worked  exclusively  by  engines,  waggons,  and  vans 
belonging  to  the  colliery  proprietors. 

The  Company  have  created  and  issued  under  the  Act  of  J  864,  750  shares 
fully  paid  up.  The  resulting  funds  have  been  expended  for  works,  materials, 
and  services.  Direct  payments  were  in  most  cases  made  on  the  shares,  but  in 
one  instance  materials  were  purchased  by  350  fully  paid-up  shares,  and  under 
the  Act  of  1866  the  whole  of  tlie  authorised  share  capital  has  thus  been 
raised  and  expended  on  works  and  materials  and  services. 

No  debentures  have  been  issued,  nor  any  bonds  of  any  description. 

No  purchases  of  land  have  been  made  on  the  portion  of  line  authorised  by 
the  Act  of  1864,  which  the  Company  seek  to  abandon,  except  of  two  portions 
of  common  land  of  the  lengths  of  13  and  23  chains  respectively  ;  but  notices 
have  been  served  on  the  landowners.  Land  to  the  extent  of  1,332  /.  in  value 
has  been  purchased  altogether,  consisting  ()artly  of  the  above-mentioned  com- 
mon land,  and  partly  of  land  for  the  lines  which  have  been  constructed  ;  but  no 
settlement  has  yet  been  made  with  some  of  the  proprietors  over  whose  land 
the  line  proposed  to  be  abandoned  would  run.  The  Company's  liability  on  this 
account  is  estimated  at  9,000/. 

The  total  expeiiditure  of  the  Company  up  to  the  30th  June  is  given  at 
69,040/.  5a-.  9rf.,  and  654/.  2^.  biL  has  been  expended  since  that  date,  making 
a  total  to  the  present  time  of  69,594/.  8^.  2rf. 

There  are  no  funds  now  in  the  Company's  hands,  but  the  accounts  show  a 
balance  owing  of  2,094/.,  and  the  further  liabilities  of  the  Company  are 
estimated  at  11,500/. 

One  of  the  objects  of  constructing  the  main  authorised  line  between  Wolver- 
hampton and  Cannock  Chase  was  to  obtain  traffic  from  the  system  of  the 
Midland  Railway  to  the  town  of  Wolverhampton  and  places  beyond  ;  but 
since  the  authorization  and  partial  completion  of  the  Wolverhatnpton  and 
Walsall  Railway,  and  the  arrangement  between  that  Company  and  the  Mid- 
land Company,  under  the  Midland  Railway  (Additional  Powers)  Act  of  1867, 
the  hope  of  obtaining  such  traffic  no  longer  exists,  and  there  is  a  consequent 
difficulty  in  raising  capital  for  the  construction  of  this  line.  An  outlet  will 
also  be  provided  by  the  construction  of  the  Wolverhampton  and  Walsall 
Railway,  by  which  the  produce  of  the  colliery  lines  may  be  taken  to  Wolver- 
hampton, and  the  main  authorised  line  of  the  Cannock  Chase  and  Wolver- 
hampton Company  is  for  this  reason  no  longer  required,  and  the  amount  ot  traffic 

3-(9)-  Digitized  bytSeOgle 


(     4     ) 


which  could  now  be  expected  on  that  line  would  not  suffice  to  make  its  con- 
struction a  remunerative  investment. 

The  Company  have,  altogether,  received  67,500  I  by  the  issue  of  share 
capital,  and  have  expended  69,594  Z.,  and  the  further  liabilities  are  stated  at 
2,000  /.,  owing  to  creditors,  and  9,500  /.  immediately  required  to  be  expended 
on  account  of  land  purchases,  while  their  total  share  capital  amounts  to 
160,000  /.,  and  their  total  borrowing  power  to  53,000  /. 

The  application  being  for  abandonment  of  part  only  of  the  Railways 
authorised  by  the  Company's  Act  of  1864  (namely,  the  portion  of  Railway 
No.  1,  between  the  Norton  Branch  of  the  South  StaflFordshire  Railway  and 
Wolverhampton)  it  became  necessary  to  provide  for  the  reduction  of  the 
Company's  capital,  in  accordance  with  the  28th  section  of  '*  The  Abandonment 
of  Railways  Act,  1850;"  and  the  amount  authorised  by  the  Company's  said 
Act  of  1864,  to  be  raised  by  the  creation  of  shares  (100,000/.)  was  accordingly 
reduced  to  20,000/.,  and  the  money  to  be  borrowed  under  that  Act  (33,000/.) 
was  reduced  to  6,600  /. 

Having  therefore  taken  into  consideration  all  the  circumstances  above 
referred  to,  the  Board  of  Trade  deemed  it  just  and  expedient  to  authorise  the 
abandonment  of  the  portion  of  Railway  "5fo.  1"  (between  the  Norton  Branch 
of  the  South  Staffordshire  Railway  and  Wolverhampton)  in  the  terms  of  the 
Warrant,  dated  the  30th  day  of  November  1869,  a  copy  whereof  accompanies 
this  Report. 

Signed  by  Order  of  the  Board  of  Trade, 


Whitehall,  Loudon. 
13  January  1870. 


T.  H.  Farrer, 

Secretary  of  the  Board  of  Trade. 
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RAILWAYS    ABANDONMENT. 


THE  WINCHCOMB  AND  MIDLAND  RAILWAY. 


REPORT  OF  THE  BOARD  OF  TRADE. 


In  pursuance  of  the  37th  section  of  •'  The  Abandonment  ot  Railways  Act, 
1850,*'  the  Board  of  Trade  (in  whom  the  powers  given  by  that  Act  to  the  Com- 
missioners of  Railways  are  now  vested)  lay  before  Parliament  the  following  Copy 
of  the  Warrant  granted  by  them,  under  "  The  Railway  Companies  Act,  1867," 
for  the  abandonment  of  the  Winchcomb  and  Midland  Railway,  together  with 
the  subjoined  Report,  explanatory  of  the  reasons  for  their  decision  in  this 
case. 


WARRANT. 


WflBBEAsby  **The  Winchcomb  and  Midland  Railway  Act,  1866*'  (16th  July 
1866),  the  Winchcomb  and  Midland  Railway  Company  were  incorporated  for 
the  purpose  of  making  and  maintaining  the  Railway  therein  described,  aa — 

^*  A  Railway,  Five  miles  and  six  furlongs,  or  thereabouts,  in  length,  com- 
mencing in  the  f)arish  of  Beckford,  in  the  county  of  Gloucester,  by  a 
Junction  with  the  Ashchurch  and  Evesham  Railway,  and  terminating  in 
the  parish  of  Winchcomb,  in  the  said  county  of  Gloucester,  near  the  toll- 
house at  the  North-street,  at  Gretton  Turnpike  Gates  at  Winchcomb.'' 

And  whereas,  in  pursuance  of  **  The  Abandonment  of  Railways  Act,  1850,'' 
and  **The  Railway  Companies  Act,  1867/'  William  Seaton,  one  of  tlie  persons 
who  has  entered  into  the  bond  conditioned  for  the  completion  of  the  said  Rail- 
iray,  or  for  payment  of  money  in  default  thereof,  did,  on  the  5lh  day  of  October 
1868,  make  application  in  writing  to  the  Board  of  Trade,  setting  forth  that  the 
said  William  Seaton  was  desirous  that  the  hereinbefore  described  Railway  should 
be  abandoned,  and  also  setting  forth  the  grounds  upon  which  such  application 
was  made :  And  whereas  it^ippeared  to  the  Board  of  Trade  that  there  were 
sufficient  grounds  for  entertaining  such  application,  and  the  Board  of  Trade 
required  and  directed  the  said  William  Seaton  to  give  notice,  by  advertisement, 
in  a  form  approved  of  by  the  Board  of  Trade,  of  such  application  having  been 
made :  And  whereas  it  has  been  proved  to  the  satisfaction  of  the  Board  of  Trade 
that  such  Notice  was  duly  given  in  the  manner  required  by  law,  and  that  it  was 
therein  set  forth  that  any  person  thinking  himself  aggrieved  by  the  proposed 
abandonment  of  the  said  Railway,  and  desiring  to  object  thereto,  might  bring 
such  objection  before  the  Board  of  Trade  by  sending  a  written  statement  thereof 
by  post,  on  or  before  a  day  named  in  the  said  Notice,  addressed  to  the  Assistant 
Secretary,  Railway  Department,  Board  of  Trade,  Whitehall,  London :  And 
whereas  the  time  so  appointed  for  bringing  objections  before  the  Board  of  Trade 
has  expired^  and  no  objection  to  the  said  proposed  abandonment  of  the  said 
Railway  has  been  brought  before  the  Board  of  Trade :  Now,  therefore,  the  Board 
of  Trade,  pursuant  to,  and  in  exercise  of  the  power  and  discretion  in  them  vested 
by  ^*The  Abandonment  of  Railways  Act,  185j0,"  and  ''The  Railway  Companies 
Act,  1867j'*  do,  by  this  warrant,  signed  by  the  Secretary  of  the  Board  of  Trade, 
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whose  name  is  hereunder  subscribed,  order  and  declare  that  the  hereinbefore 
described  Railway  by  the  said  Wiachcomb  aad  Midland  Railway  Act,  1 866,  su 
authorised  to  be  made  as  aforesaid  (being  the  whole  Railway  and  undertaking 
of  the  said  Winchcoinb  and  Midland  Railway  Company),  shall  be  abandoned  by 
the  said  Company. 

And  the  Board  of  Trade  do  hereby  fiifther  ofier  and  declare,  that  this  Warrant 
is  granted  and  shall  take  eBect  upon  the  condition  following,  that  is  to  say,  that 
the  money  secured  by  the  bond  conditioned  for  the  completion  of  the  said 
Railway,  or  for  payment  of  money  in  default  thereof,  shall  be  applied  as  part  of 
the  assets  of  the  said  Company. 

Signed  by  order  of  the  Board  of  Trade,  this  13th  day  of  December  1869. 

G.  Shaw  Lefevre^ 
Secretary  of  the  Board  of  Trade. 


REPORT. 

The  undertaking  of  the  Winchcomb  and  Midland  Railway  Company,  as 
authorised  by  their  Act  of  Incorporation,  29  &  30  Vict.  c.  196  (16th  July  1866), 
consist^  of  a  Railway  about  five  and  three  quarter  miles  in  lengtli^  from  near 
Beckford  to  Winchcomb,  in  the  county  of  Gloucester. 

For  the  purposes  of  their  undertaking,  the  Company  were  empowered  to  raise 
42,000  /.,  by  4,200  shares  of  10  /.  each  ;  and  to  borrow  on  mortgage  any  sum  not 
exceeding  in  the  whole  14,000 1. 

In  this  case,  no  part  of  the  share  capital  having  been  subscribed,  the  application 
for  authority  to  abandon  the  Railway  was  made  under  the  32nd  section  of  *^  The 
Railway  Companies  Act,  1867,'*  by  one  of  the  persons  who  had  entered  into  the 
bond  conditioned  for  the  completion  of  the  Railway ;  the  grounds  upon  which 
the  abandonment  was  sought,  being — 

^*  lliat  the  time  limited  for  the  exercise  of  the  powers  of  the  said  Company 
forthe  compulsory  purchase  of  land  has  expired." 

^  That  no  ordinary  meeting  of  the  Company  has  taken  place  **  (as  required  by 
sect.  14  of  the  Act  of  Incorporation). 

"  That  the  Company  has  allotted  no  shares,  and  that  there  are  no  registered 
shareholders  of  the  said  Company." 

"  That  the  construction  of  the  Woiis  of  the  said  Railway  has  not  been  com- 
menced, and  that  no  lands  have  been  acquired  by  the  said  Company.'* 

In  a  further  communication  it  was  slated  that  not  a  shilling  of  the  authorised 
capital  has  been  subscribed,  and  no  contracts  have  been  made  for  the  purchase 
of  land  or  otheiwise,  (A  similar  application  for  abandonment  was  made  by 
one  of  the  Directors  of  the  Company,  and  a  notice  of  application  on  behalf  of 
the  Company  for  extension  of  time  was  withdrawii.) 

The  Board  of  Trade  proceeded,  however,  upon  the  Memorial  first  received. 
The  application  was  duly  advertised,  and  no  objections  to  the  proposed  abandon- 
ment were  laid  before  the  Board  of  Trade. 

For  the  purpose  of  ascertaining  the  state  and  condition  of  the  Company,  and 
of  inquiring  into  the  expediency  of  the  proposed  abandonment,  and  of  deter- 
mining the  terms  and  conditions  on  which  the  same  should  be  authorised  by 
them,  the  Board  of  Trade,  in  pursuance  of  the  14th  section  of  ^'  The  Abandon- 
ment  of  Railways  Act,  1850,**  appointed  Colonel  Hutchinson,  one  of  their  officers, 
to  inspect  the  books  of  account,  minutes  of  proceedings,  and  other  books  and 
documents  of  the  Company. 

From  Colonel  Hutchinson's  Report  it  appears  that  a  sum  of  13,000  ?.  was 
promised  as  a  local  subscription,  upon  the  promoters  of  the  line  providing  sub- 
stantial contractors  for  its  construction.  Upon  the  anticipation  of  the  conorpletioQ 
of  the  arrangements  of  such  contract,  the  Memorialist  in  this  case  entered  intp 
a  bond  for  the  release  of  the    Parliamentary  deposit,  but  o^nng  to    sundry 
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causes  the  contract  was  not  concluded.  Other  efforts  appear  to  have  be  en  mde 
to  obtain  a  fresh  contract  but  without  success,  principallj'  from  the  Midland 
Railway  Company  refusing  to  exercise  their  right  of  subscription  of  10,000 1. 
authorised  by  the  Act,  and  the  impossibility  of  getting  further  subscriptions  in 
the  neighbourhood. 

No  books  of  the  Company  have  been  kept,  and  there  are  no  shareholders. 

The  liabilities  of  the  Company  are  said  not  to  exceed  2,000  /.  (engineers'  and 
solicitors*  charges). 

No  agreements  for  the  purchase  of  land  have  been  made,  but  some  notices  to 
treat  were  served.  There  are  no  objections  to  the  abandonment,  and  there  is 
no  probability  of  the  line  being  constructed  within  the  time  prescribed  by  the 
Act. 

Having,  therefore,  taken  into  consideration  all  the  circumstances  above  stated, 
the  Board  of  Trade  deemed  it  just  and  expedient  to  authorise  the  abandonment 
of  the  Winchcomb  and  Midland  Railway,  in  the  terms  of  the  Warrant,  dated  the 
13th  day  of  December  1869,  a  copy  whereof  accompanies  this  Report. 

Signed  by  order  of  the  Board  of  Trade, 

T.  H.  Farrer, 
Whitehall,  London,  Secretarv  of  the  Board  of  Trade. 

13th  January  1870. 
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RAILWAYS  ABANDONMENT. 


THE  DUBUN  AND  BALTINGLASS  JUNCTION  RAILWAY. 


REORT    OF  THE  BOARD  OF  TRADE. 


In  pursuance  of  the  37th  Section  of  ''  The  Abandonment  of  Railways  Act, 
1860,"  the  Board  of  Trade  (m  whom  the  powers  given  by  that  Act  to  the 
Commissioners  of  Railways  are  now  vested)  lay  before  Parliament  the  following 
Copy  of  the  Warrant  granted  by  them,  under  "  The  Railway  Companies  Act, 
1867/*  for  the  abandonment  of  the  Dublin  and  Baltmglass  Junction  Railway, 
together  with  the  subjoined  Report,  explanatory  of  the  reasons  for  their 
decision  in  this  case. 


WARRANT. 

Whereas,  by  the  "  Dublin  and  Baltinglass  Junction  Railway  Act,  1864*' 
(29  July  1864),  ^'The  Dublin  and  Baltinglass  Junction  Railway  Company'' 
were  incorporated  for  the  purpose  of  making  and  maintaining  the  Railway 
therein  described,  as 

**  A  Railway,  commencing  in  the  parish  of  Naas,  in  the  county  of  Kil- 
dare,  by  a  Junction  with  the  Great  Southern  and  Western  Railway,  and 
terminating  in  the  parish  of  Baltinglass,  in  the  county  of  Wicklow : " 

And  whereas,  in  pursuance  of  *'  The  Abandonment  of  Railways  Act,  1850,'' 
and  ^*  The  Railway  Companies  Act,  1867/'  the  said  Dublin  and  Baltinglass  Junc- 
tion Railway  Company,  and  also  William  Jones  Westby,  Abraham  Shackleton, 
David  Mahony,  and  Thomas  Pim,  junior,  four  of  the  persons  named  in  the 
special  Act  incorporating  the  Company,  as  Members  and  Directors  thereof,  did, 
on  the  24th  day  of  July  1869,  make  application  in  writing  to  the  Board  of 
Trade,  setting  forth  that  the  said  Company  were  desirous  that  the  hereinbefore 
described  Railway  should  be  abandoned,  and  also  setting  forth  the  grounds  upon 
which  such  application  was  made :  And  whereas  it  appeared  to  the  Board  of 
Trade  that  there  were  sufficient  grounds  for  entertaining  such  application, 
and  the  Board  of  Trade  required  and  directed  the  said  Company  to  give 
notice,  by  advertisement,  in  a  form  approved  of  by  the  Board  of  Trade,  of 
such  application  having  been  made :  And  whereas  it  has  been  proved  to 
the  satisfaction  of  the  Board  of  Trade  that  such  Notice  was  duly  given  in  the 
manner  required  by  law,  and  that  it  was  therein  set  forth  that  any  person 
thinking  himself  aggrieved  by  the  proposed  abandonment  of  the  said  Railway, 
and  desiring  to  object  thereto,  might  bring  such  objection  before  the  Board  of 
Trade  by  sending  a  written  statement  thereof  by  post,  on  or  before  a  day 
named  in  the  said  Notice,  addressed  to  the  Assistant  Secretary,  Railway  De- 
partment, Board  of  Trade,  London :  And  whereas  the  time  so  appointed  for 
bringing  objections  before  the  Board  of  Trade  has  expired,  and  no  objection  to 
the  said  proposed  abandonment  of  the  said  Railway  has  been  brought  before 
the  Board  of  Trade :  Now,  therefore,  the  Board  of  Trade,  pursuant  to  and  in 
exercise  of  the  power  and  discretion  in  them  vested  by  "  The  Abandonment  of 
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Railways  Act,  1850,"  and  ''The  Railm^  OoM^MUues  Act,  1867/'  do,  by  this 
warrant,  signed  by  the  Secretary  of  the  Board  of  Trade,  whose  name  is  here- 
under subscribed,  order  and  declare  that  the  hereinbefore  described  Railway^ 
by  the  ^^  Dublin  and  Baltinglass  Junction  Railway  Act,  1864/'  so  authorised 
to  be  made  as  aforesaid  (being  the  whole  Railway  and  Undertaking  of  "  The 
Dublin  and  Baltinglass  Junction  Railway  Company")  shall  be  abandoned  by 
the  said  Company. 

And  the  Board  of  Trade  do  hereby  fnrthw  declare  end  «rdcr  ttirt;  Uns  war- 
rant is  granted  and  shall  take  effect  upon  the  condition  following,  that  is  to 
say,  that  the  money  secured  by  the  bond  conditioned  for  the  completion  of  the 
said  railway,  or  for  payment  of  money  in  default  thereof,  shall  be  applied  as 
part  of  the  assets  of  the  said  Company. 

Signed  by  order  of  the  Board  of  Trade^  this  5th  day  of  January  1870. 

T.  H.  Farrer, 
Secretary  of  the  Board  of  Trade. 


fiEPORT. 

'J  HE  Undertaking  of  the  Dublin  and  Baltinglass  Junction  Railway  Company, 
as  authorised  by  their  Act  of  Incorporation,  S7  &58  Vict,  a  329  (29  July  1364), 
consists  of  a  Railway,  about  23i  miles  in  length,  commencing  by  a  Junction 
with  the  Great  Southern  and  Western  Railway  at  Naas,  in  the  county  of  Kil- 
dare,  and  terminating  at  Baltinglass,  in  the  county  of  Wicklow. 

For  the  purposes  of  the  Undertakissg,  the  Company  were  empowered  to  raise 
180,000  h  by  18,000  shares  of  10  Z.  e^ach,  and  to  borrow  on  mortgage  any  sums 
not  cxceecBng  in  the  whdbe  Mi,060  L 

In  liiis  case  less  tfaan  three- fifU»  of  the  shaie  capital  of  the  Compesny  havng 
been  sabsfnbecl,  the  applicatian  for  amthority  to  abandon  the  Radlway  w«b  made 
under  the  32nd  section  of  the  Railway  Companies  Act,  1867,  by  the  Company 
(under  their  Common  Seal),  without  thepreliminaiy  consent  of  ameedng of  share- 
holders of  the  Company,  and  also  by  ^liTIKam  Jones  Westby,  Abraham  Shackle- 
ton,  David  Mahony,  and  Thomas  Pim,  junior,  four  of  the  persons  named  in  the 
Special  Act  incorporating  the  Company  as  Members  and  Directors  thereof. 

The  foDowing  extracts  from  the  Company's  appHcaftion  «et  fortfe  the  giwrnds 
upon  wfaidi  the  abaoidDnment  was  sought. 

*^  That  your  memorialists  subsequent  to  the  passing  of  the  said  Act  took  the 
necessary  steps  for  raising  the  amount  of  the  share  capital  authorised  to  be 
raised,  but  only  succeeded  in  getting  subscribers  to  the  £Hnou»t  of  1 5,1 40  /.,  being 
very  mach  less  tiiaa  tfaree-f[ftb6  of  the  said  share  capital,  and  th^  have  «p  to 
the  present  tiiDe  been  wholly  unable  to  obtain  any  further  subscriptians,  -and 
have  consequently  l)een  unable  to  commenoe  to  make  the  said  Railway,  or  to 
purchase  any  lands  for  the  purposes  thereof,  nor  have  they  entered  into  any 
agreemeat  therefor/' 

"  That  as  there  is  no  probabihty  of  your  m^norialists  being  able  to  g€* 
further  subscriptiGns,  owing  to  the  state  of  railway  eoiterprise  in  Ireland,  yo«r 
memorialists  are  unable  to  carry  out  the  said  Undertaking/' 

The  application  was  duly  advertised,  and  no  objections  to  the  proposed 
abandonment  were  laid  before  the  Board  of  Trade. 

For  the  purpose  of  ascertaining  the  state  and  condition  of  the  Company,  and 
of  inqiuring  into  the  expediency  of  the  proposed  abandonwieiit,  and  of  •deter* 
mining  the  terms  and  conditions  on  which  the  same  should  be  authcrised  by 
them,  the  Board  of  Trade,  in  pursuance  of  the  14th  section  of  "  The  Abandon- 
ment of  Railways  Act,  1850,"  a|^ointed  Colonel  Rich,  one  tjf  tfceh*  dKcers,  to 
inspect  the  books  of  account,  minutes  of  proceedings,  and  other  bods  and 
documents  of  the  Company. 

Fiom  Colonel  Rich's  Report  it  appears  that  no  works  have  been  executed,  and 
no  lands  have  been  taken,  and  there  are  no  objectors  to  the  abandonment. 

Having, 
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rfifrjSf'  iK^'n"'*:,  ^^i'^  j'*^  consideration  aU  the  circumstances  above 
referred  to,  the  Board  of  Trade  deemed  it  just  and  expedient  to  authorise  the 
abandonment  of  the  DubUn  and   Baltinglass  Junction  RaUway,  in  the  terms  of 

Su^rort  *'  ^^^^^  ^^^  ^*^  *^*^  °^  '^*""''^'  ^^^^'  *  """P^  ^^^^''^  accompanies 

Signed  by  order  of  the  Board  of  Trade, 

WhitehaU,  London,  Secretary  of  the  BoTiS'of  Trade. 

15  January  1870. 
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RAILWAYS  ABANDONMENT. 


BUDE  CANAL  AND  LAUNCESTON  JUNCTION  RAILWAY. 


REPORT  OF  THE  BOARD  OF  TRADE. 


In  pursuance  of  the  37th  Section  of  ^' The  Abandonment  of  Railways 
Act,  1850/*  the  Board  of  Trade  (in  whom  the  powers  given  by  that  Act  to  the 
Commissioners  of  Railways  are  now  vested)  lay  before  Parliament  the  following 
Copy  of  the  Warrant  granted  by  them,  under  "  The  Railway  Companies  Act, 
1867/'  for  the  abandonment  of  the  Bude  Canal  and  Launceston  Junction 
Railway,  together  with  the  subjoined  Report,  explanatory  of  the  reasons  for 
their  decision  in  this  case. 


WARRANT. 


Whereas,  by  "  The  Bude  Canal  and  Launceston  Junction  Railway  Act, 
1865/'  (5  July  1865),  the  Bude  Canal  and  Launceston  Junction  Railway 
Company  were  incorporated  for  the  purpose  of  making  and  maintaining  the 
Railway  therein  described,  as 

A  Railway  commencing  in  the  parish  of  Werrington,  in  the  county  of 
Devon,  at  or  near  the  termination  of  a  cut  or  canal  of  the  Bude  Harbour 
and  Canal  Company,  and  terminating  in  the  parish  of  Lawhitton,  in  the 
county  of  Cornwall,  by  a  junction  with  the  Launceston  and  South  Devon 
Railway,  now  in  course  of  construction  in  a  field,  numbered  65,  in  the  said 
parish  of  Lawhitton,  on  the  plans  referred  to  in  "  The  Launceston  and 
South  Devon  Railway  Act,  1862.'' 

And  whereas  it  has  been  shown  to  the  satisfaction  of  the  Board  of  Trade 
that  no  part  of  the  share  capital  of  the  said  Company  has  been  subscribed : 
And  whereas,  in  pursuance  of"  1  he  Abandonment  of  Railways  Act,  1850,*'  and 
"  The  Railway  Companies  Act,  1867,"  Daniel  Shilson,  one  of  the  persons  named 
in  the  Special  Act  incor|)orating  the  Company  as  a  member  and  director  thereof, 
did,  on  the  30th  day  of  August  1869,  make  application  in  writing  to  the  Board 
of  Trade,  setting  forth  that  the  said  Daniel  Shilson  was  desirous  that  the  herein- 
before described  Railway  should  be  abandoned,  and  also  setting  forth  the  grounds 
upon  which  such  application  was  made  :  And  whereas  it  appeared  to  the  Board  of 
Trade  that  there  were  sufficient  grounds  for  entertaining  such  application^  and 
the  Board  of  Trade  required  and  directed  notice  to  be  given  by  advertisement, 
in  a  form  approved  of  by  the  Board  of  Trade,  of  such  application  having  been 
made :  And  whereas  it  has  been  proved  to  the  satisfaction  of  the  Board  of  Trade 
that  such  notice  was  duly  given  in  the  manner  required  by  law,  and  that  it  was 
therein  set  forth  that  any  person  thinking  himself  aggrieved  by  the  proposed 
abandonment  of  the  said  Railway,  and  desiring  to  object  thereto,  might  bring 
such  objection  before  the  Board  of  Trade  by  sending  a  written  statement  thereof 
by  post,  on  or  before  a  day  named  in  the  said  notice,  addressed  to  the  Assistant 
Secretary,  Railway  Department,  Board  of  Trade,  London :  And  whereas  the 
time  so  appointed  for  bringing  objections  before  the  Board  of  Trade  has  expired, 
and  no  objection  to  the  said  proposed  abandonment  of  the  said  Railway  has 
been  brought  before  the  Board  of  Trade :  Now,  therefore,  the  Board  of  Trade, 
pursuant  to  and  in  exercise  of  the  power  and  discretion  in  them  vested  by 
.3«— <ii)-  ''The 
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*'  The  Abandonment  of  Railways  Act,  1850/'  and  ^'  The  Railway  Companies 
A  ct,  1 867/'  do,  by  this  Warrant,  signed  by  an  A  ssistant  Secretary  of  the  Board  of 
Trade,  whose  nan:e  is  hereunder  subscribed,  order  and  declare  that  the  herein- 
before described  Railway,  by  the  said  Bude  Canal  and  Launceston  Junction 
Railway  Act,  1865,  so  authorised  to  be  made  as  aforesaid  (being  the  whole 
Railway  and  undertaking  of  the  said  Bude  Canal  and  Launceston  Junction 
Railway  Company),  shall  be  abandoned  by  the  said  Company. 

And  the  Board  of  Trade  do  hereby  further  declare  and  order  that  this 
Warrant  is  granted  and  shall  take  effect  upon  the  condition  following,  that  is  to 
say,  that  the  money  deposited  as  security  for  the  completion  of  the  said  Railway, 
or  the  stocks,  funds,  or  securities  in  which  the  same  is  invested,  or  the  money 
secured  by  the  bond  conditioned  for  the  completion  of  the  said  Railway,  or  for 
payment  of  money  in  default  thereof,  shall  be  applied  as  part  of  the  assets  of 
the  said  Compwiy. 

Signed  by  Order  of  the  Board  of  Trade,  this  28th  day  of  January  1870, 

Robert  G.  IV.  Herbert, 
An  Assistant  Secretary  of  the  Board  of  Trade. 


REPORT. 

The  Undertaking  of  the  Bude  Canal  and  Launceston  Junction  Railway 
Company,  as  authorised  by  their  Act  of  Incorporation,  28  &  29  Vict.  c.  263, 
(5  July  1865),  consists  of  a  Railway  about  2^  miles  in  length,  from  the  Bude 
Canal,  in  the  parish  of  Werrington,  in  the  county  of  Devon,  to  a  junction  with 
the  Launceston  and  South  Devon  Railway,  in  the  parish  of  Lawhitton  in 
the  county  of  Cornwall. 

For  the  purposes  of  the  Undertaking,  the  Company  were  empowered  to  raise 
20,000  /.  by  2,000  shares  of  10  /.  each,  and  to  borrow  on  mortgage  any  monies 
not  exceeding  in  the  whole  6,600  /. 

In  this  case,  no  part  of  the  share  capital  of  the  Company  having  been  sub- 
scribed, the  application  for  authority  to  abandon  the  Railway  was  made  under 
the  32nd  section  of"  The  Railway  Companies  Act,  1867/'  hy  one  of  the  persons 
named  in  the  Special  Act  incorporating  the  Company,  as  a  member  or  director 
thereof. 

The  grounds  upon  which  the  Abandonment  was  sought,  were  : 

''  'i  hat  it  has  been  found  impossible  to  raise  any  portion  of  the  capital 
authorised. 

"  That  in  consequence,  it  has  not  been  possible  to  take  any  steps  towards 
the  purchase  of  the  land  for  the  construction  of  such  Railway,  and  no 
agreement  has  been  entered  into  by  the  Company  writh  any  individual  or 
Company  to  make  or  construct  the  said  Railway  and  Worics,  or  any  portion 
thereof  respectively. 

*^  That  there  never  have  been  any  other  Directors  or  Members  of  the 
Company  than  the  three  directors  appointed  by  the  said  Act,  and  they  will 
make  no  objection  to  the  proposed  Abandonment/' 

For  the  purpose  of  ascertaining  the  state  and  condition  of  the  Company^  and 
of  inquiring  into  the  expediency  of  the  proposed  Abandonment,  and  of  deter- 
mining the  terms  and  conditions  on  which  the  same  should  be  authorised  by 
them,  the  Board  of  Trade,  in  pursuance  of  the  14th  section  of  ^*  The  Abandon^ 
ment  of  Railways  Act,  1850,"  appointed  Colonel  YoUand,  one  of  their  officerSi 
to  inspect  the  books  of  account,  minutes  of  proceedings,  and  other  books  and 
documents  of  the  Company. 

From 
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From  Colonel  Yolland's  Report,  it  appears  that  the  powers  of  the  Company 
to  raise  capital  have  not  been  exercised,  as  no  shares  have  been  subscribed  for. 
A  gift  of  about  50/.  was  received  from  S.  Sebastian  Smith,  of  London,  towards 
defraying  the  preliminary  expenses.  The  legal  expenses  of  obtaining  the  Act 
of  Parliament  were  defrayed  by  Messrs.  Gurney  &  Co.,  who  also  found  the 
money  for  the  Parliamentary  deposit.  The  engineering  expenses  were  defrayed 
by  the  Engineer,  Mr.  Featherstonhaugh,  and  were  given  by  that  gentleman.  , 

The  powers  for  the  compulsory  purchase  of  land  expired  on  the  5th  July 
1868,  and  the  period  for  the  completion  of  the  Railway  will  expire  on  the 
5th  July  1870. 

No  proceedings  have  been  taken  under  the  Act,  and  no  notices  as  to  land 
have  been  given. 

There  is  no  opposition  to  the  proposed  abandonment,  and  there  are  no 
outstanding  liabilities  beyond  Messrs.  Gurney 's  claim  for  legal  services  sub- 
sequent to  obtaining  the  Act  of  Parliament.  The  necessity  for  the  abandonment 
has  arisen  in  consequence  of  the  inability  to  raise  the  capital. 

Having,  therefore,  taken  into  consideration  all  the  circumstances  above 
stated  the  Board  of  Trade  deemed  it  just  and  expedient  to  authorise  the 
abandonment  of  the  Bude  Canal  and  Launceston  Jimction  Railway  (being  the 
whole  Railway  and  undertaking  of  the  Company)  in  the  terms  of  the  Warrant, 
dated  the  28th  day  of  January  1870,  a  copy  whereof  accompanies  this  Report. 

Signed  by  Order  of  the  Board  of  Trade, 

r.  H.  Farter, 
Secretary  of  the  Board  of  Trade. 
Whitehall,  London, 

2  February  1870.  .^j,;^,^ 
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RAILWAYS   ABANDONMENT. 


THE  CENTRAL  CORNWALL  RAILWAY 
(Including  the  Launceston,  Bodmin,  and  Wadebridgb  Junction  Railway). 


REPORT   OF  THE   BOARD   OF  TRADE. 


In  pursuance  of  the  37th  section  of  ^*The  Abandonment  of  Railways 
Act,  1850,"  the  Board  of  Trade  (in  whom  the  powers  given  by  that  Act 
to  the  Commissioners  of  Railways  are  now  vested)  lay  before  Parliament 
the  following  Copy  of  the  Warrant  granted  by  them,  under  '^The  Railway 
Companies  Act,  1867>"  for  the  abandonment  of  the  Central  Cornwall  Railway 
(including  the  Launceston,  Bodmin,  and  Wadebridge  Junction  Railway),  together 
with  the  subjoined  Report,  explanatory  of  the  reasons  for  their  decision  in  this 
case. 


WARRANT. 


Whereas,  by  "  The  Launceston,  Bodmin,  and  Wadebridge  Junction  Rail- 
way Act,  1864  "  (29  July  1864),  *'The  Launceston,  Bodmin,  and  Wadebridge 
Junction  Railway  Company"  were  incorporated  for  the  purpose  of  making  and 
maintaining  the  Railway  therein  described  as : 

*^  A  Railway  commencing  in  the  parish  of  Saint  Stephens  by  Launceston 
in  the  county  of  Cornwall,  by  a  junction  with  the  Launceston  and  South  Devon 
Railway,  and  terminating  in  the  parish  of  Simonward  (otherwise  Saint  Breward) 
in  the  same  county  by  a  junction  with  the  Bodmin  and  Wadebridge  Railway 
at  or  near  to  the  termination  of  that  Railway  :*' 

And  whereas,  by  "  The  Central  Cornwall  Railway  Act,  1865"  (6  July  1865), 
it  was  enacted  that  on  and  after  the  passing  thereof,  the  name  of  the  Company, 
instead  of  being  the  name  "  The  Launceston,  Bodmin,  and  Wadebridge  Junction 
Railway  Company,"  should  be  the  name  *^  The  Central  Cornwall  Railway  Com- 
pany," and  by  the  said  Act  the  said  Company  were  authorised  to  make  and 
maintain  the  Railways  therein  described  as : 

"A  Railway  (No.  1)  commencing  in  the  parish  of  Saint  Breock  in  the 
county  of  Cornwall  by  a  junction  with  the  Ruthern  Branch  of  the  Bodmin  and 
Wadebridge  Railway  at  a  point  thereon  near  the  termination  of  that  Branch 
at  Ruthern  Bridge,  and  terminating  in  the  parish  of  Kenwyn  in  the  said  county 
by  a  junction  with  the  Cornwall  Railway  at  a  point  thereon  eastward  of  the 
eastern  end  of  the  passenger  station  of  that  Railway  at  Truro  :" 

*^  A  Railway  (No.  2)  situate  wholly  within  the  parish  of  Saint  Colomb  Major 
in  the  said  county,  commencing  by'^a  junction  with  the  Railway  (No.  1),  and 
terminating  by  a  junction  with  the  Newquay  Railway  at  a  point  thereon  east- 
ward of  the  point  where  that  Railway  crosses  the  turnpike  road  leading  from 
Saint  Colomb  Major  to  Truro :" 

And  whereas,  by  **  The  Central  Cornwall  Railway  Act,  1867,"  the  periods 
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limited  for  the  compulsory  purchase  of  lauds  for^  and  the  completion  of,  the 
Railway  authorised  by  the  said  Act  of  1864,  were  extended:  And  whereas,  it 
has  been  shown  to  the  satisfaction  of  the  Board  of  Trade  that  a  part  less 
than  three-fifths  of  the  share  capital  of  the  said  Company  has  been  subscribed : 
And  whereas,  in  pursuance  of  ''The  Abandonment  of  Railways  Act,  1850," 
and  "  The  Railway  Companies  \cU  1867,"  Jolm  Ching,  one  of  the  persons  named 
in  the  special  Act  incorporating  the  Company,  as  a  member  and  director  thereof 
did,  on  the  13th  day  of  September  1869,  make  appHcation  in  writing  to  the 
Board  of  Trade,  setting  forth  that  the  said  John  Ching  was  desirous  that  the 
hereinbefoie-described  Railways  should  be  abandoned,  and  also  setting  forth 
the  grounds  upon  which  such  application  was  made  :  And  whereas  it  appeared 
to  the  Board  of  Trade  that  there  were  sufficient  grounds  for  entertaining  such 
application,  and  the  Board  of  Trade  required  and  directed  the  said  John  Ching^ 
to  give  notice,  by  advertisement,  in  a  form  approved  of  by  the  Board  of  Trade,^ 
of  such  application  having  been  made:  And  whweas  it  has  been  proved  to 
the  satisfaction  of  the  Board  of  Trade  that  such  notice  was  duly  given  in  the 
manner  required  by  law,  and  that  it  was  therein  set  forth  that  any  person 
thinking,  himself  aggrieved  by  the  proposed  abandonment  of  the  said  iiailways, 
and  desiring  to  ol^ect  thereto,  might  bring  such  objection  before  the  Board  of 
Trade  by  sending  a  wiitten  statement  th»c^  by  po8t»  on  or  befoore  a  day 
aamed  in  the  said  notice,  addressed  to  the  Assistant  Secretary,  Railway  Depart* 
ment)  B<>ard  of  Trade,  London  :  And  whereas  the  time  so  appointed  for  bringing 
objections  before  the  Board  of  Trade  has  expired,  and  no  objection  to  the  said 
proposed  abandonment  of  the  said  Railways  has  been  brought  before  the  Board 
of  Trade :  Now,  therefore,  the  Board  of  Trade,  pursuant  to  and  in  exercise  of 
ttie  power  and  discretion  in  them  Vested  by  '^  The  Abandonment  of  Railways  Act,. 
1850,"  and  "  I'he  Railway  Companies  Act,  1867,"  do,  by  this  Warrant,  signed 
by  the  ^Secretary  of  the  Board  of  Trade,  whose  name  is  hereunder  subscribed, 
<»Kkr  and  declare  that  the  liereinbt  fore  described  Railways  by  ^^  The  Launceston, 
Bodmin,  and  Wadeb ridge  Junction  Railway  Act,  1864,*'  and  "  The  Central 
Cornwall  Railway  Act,  1865,"  so  authorised  to  be  made  as  aforesaid  (being  the 
whole  Railway  and  undertaking  of  **  '1  he  Central  Cornwall  Railway  Company") 
shall  be  abandoned  by  the  said  Company, 

And  the  Board  of  Trade  do  hereby  further  declare  and  order  that  this  War- 
rant is  granted  and  shall  take  effect  upon  the  condition  that  the  money  secured 
by  the  bonds  conditioned  for  the  completion  of  the  said  Railways,  or  for  pay* 
B)€nt  of  money  in  default  thereof,  shall  be  applied  as  part  of  the  assets  of  the 
said  Company. 

Signed  by  Order  of  the  Board  of  Trade,  this  16th  day  of  March  1870. 

G.  S^uw  JLe/tvre, 
Secretary  of  the  Board  of  Trade. 


REPORT. 


Thb  Undertaking  of  the  LaunceetoB,  Bodmin,  and  Wadebridge  Junetion 
Railway  Company  (now  "The  Central  Cornwall  Railway  Company"),  as 
authorised  by  their  Act  of  Incorporation^  27  &  28  Vict.  c.  289  (29th  July 
1864),  consists  of  a  Railway  about  21  miles  in  length,  commencing  by  a 
junction  with  the  Launceston  and  South  Devon  Railway  at  Launceston,  and 
terminating  by  a  junction  with  the  Bodmin  and  Wadebridge  Ruilway,  at  or 
near  the  termination  of  that  Railway  at  Wenford  Bridge. 

By  *'The  Central  Cornwall  Railway  Act,  1865,"  28  &  29  Vict.  c.  374  (fith 
July  1865),  the  Company  were  authorised  to  make  and  maintain  aa  ^^  Ex- 
tension Railway/'  about  23  miles  in  leligth,  commencing  by  a  junctioB  with 
thie  Rutb^m  Branch  of  the  Bodmin  and  Wadebridge  Railway,  and  terminating 
bgr  a  junctioii  with  th»  i  omwaU  Railway,  and  a  short  bran<^  from  the  above 
Railway  to  communicate  with  the  Newquay  Railway. 

The  name  of  the  Company  was  also,  by  the  same  Act,  changed  to  "  The 
Central  Comwall  Railway  Company." 

By 
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By  the  "  Ceatral  Comwaill  Railway  Act,  1867,"  the  )[)ertod8  liniTted  by  the 
Act  of  1864,  for  the  compulsory  purchase  of  land  for  and  completion  of  the 
Railway  authorised  by  that  Act,  were  extended* 

For  the  purposes  of  their  original  undertaking,  authorised  by  the  Act  of 
1864,  the  Company  were  empowered  to  raise  a  capital  of  250,0(H}  /.;  by  25,000 
shares  of  10/.  each  ;  and  to  borrow  on  mortgage  any  sums  not  exceeding  in  the 
whole  68,000  /. 

For  the  purposes  of  the  "  Extension  Railway  *■  (only),  authorised  by  the  Act 
of  1865,  the  Company  were  erapoweredto  raise  (by  the  creation  of  new  shares, 
under  the  name  of  '^  Extension  Shares ")  airir  further  siim,  not  exceeding 
320,000  /.,  and  to  borrow  on  mortga2;e  any  sum  not  exceeding  106,600  /.,  such 
sums  to  be  kept  separate  from  the  original  capital,  and  to  be  applied-  only  to 
th^  purposes  of  the  "  Extension  Railway." 

In  this  case,  less  than  three-fifths  of  the  share  capital  of  the  Cotnpany 
having  been  subscribed,  the  application  for  authority  to  abandon  the  Railway 
was  made  under  the  32nd  section  of  **  The  Railway  Companies  Act,  1867,"  by 
John  Ching,  one  of  the  persons  named  in  the  special  Act  incorporating  the 
Company,  as  a  member  or  director  thereof,  with  tb«  concurrence  of  the  other 
directors  of  the  Company. 

.    Tbe  grounds  iqum  which  the  abandonmeat  was  sought,  were : 

*'  That  the  capital  for  the  construction  of  such  Railways  and  works,  or  any 
part  thereof,  has  not  been  and  cannot  be  raised.'* 

'^  That  the  period  wiihin  which  the  compulsory  powers  for  the  purchase  of 
land  granted  to  the  Company  may  be  exercised  has  expired  without  any 
steps  having  been  taken  for  the  purchase  of  any  larid  or  otherwise  for  the  con- 
struction of  such  Railways  and  works,  or  any  part  thereof,  and  that  the  said 
Company  has  not  agreed  with  any  individual  or  any  other  Company  to  make 
or  construct  the  said  Railways  and  works  or  any  portion  thereof  respec- 
tively." 

"  That  there  are  not  and  have  never  been  any  other  directors  of  the  Company 
than  those  named  in  the  Launceston,  Bodmin,  and  W'adebridge  Junction  Railway 
Act,  1364,  as  the  fir$t  directors,  and  that  all  of  such  directors  approve  of  this 
application,  and  that  no  person  in  any  way  interested  in  the  said  Coo^any 
objects  to  such  abandonment,  as  your  memorialist  believes.'* 

For  the  purpose  of  ascertaining  the  state  and  condition  of  the  Company^  and 
of  inquiring  into  the  expediency  of  the  proposed  abandonment,  and  of  deter- 
mining the  terms  and  coaditions  on  which  the  same  should  be  authorised  by 
them,  the  Board  of  Trade,  in  pursuance  of  the  14th  section  of  "  The  Abandon- 
ment of  Railways  Act,  1850,**  i^pointed  Colonel  Yolland,  one  of  their  othcers, 
to  inspect  the  books  of  account,  minutes  of  proceedings,  and  other  books  and 
documents  of  the  ComjMmy. 

From  Colonel  YoUaiid's  Report,  and  the  share  list  supplied  to  him,  it 
appears  tiiere  are  33  ordinary  shareholders  who  have  paid  up  696  /.,  on  376 
shares,  whilst  1,38|8  shares  fully  paid  up  have  been  allotted  to  31  persons  who 
are  considered  to  have  rendered  *^ services"  to  the  first  Company,  viz.,  that  of 
.  the  Lauueeston,  Bodmin,  and  Wadebridge  Railway  Junction  Company,  under 
the  Act  of  99  July  1864. 

The  expenditure  incurred  in  obt^ning  that  Act,  which  has  been  paid  out  of 
the  money  received  from  the  ordinary  shareholders,  is  stated  to  have  been  as 
follows : 

£. 
To  the  solicitors        .,-.-•     596 
„    engineer        -        -         -        -        -        -100 

£.696 


The  London  and  South  Western  Railway  Company  paid  1,000  /.  for  100 
Shares,  towards  the  expenses  of  obtaining  the  Act  of  6th  July  1865  ;  and  that 
money  appears  to  have  been  paid  or  handed  over  to  the  solicitors. 

Further  claims  to  a  large  amount  are  alleged,  but  not  admitted,  to  be  due 
to  the  solicitors  and  engineer  of  the  Company. 

No  other  money  appears  to  have  been  raised  under  either  Act. 
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No  notices  respecting  land  have  been  given  to  landowners,  and  no  contracts 
for  the  execution  of  any  works  have  been  entered  into,  and  no  opposition  has 
been  manifested  towards  the  application  for  a  Warrant  of  Abandonment. 

Having,  therefore,  taken  into  consideration  all  the  circumstances  above 
stated,  the  Board  of  Trade  deemed  it  just  and  expedient  to  authorise  the 
abandonment  of  The  Central  Cornwall  Railway  (being  the  whole  Railway  and 
undertaking  of  the  Company),  in  the  terms  of  the  Warrant,  dated  the  16th 
day  of  March  1870,  a  copy  whereof  accompanies  this  Report. 


Signed  by  Order  of  the  Board  of  Trade, 


Whitehall,  London, 

16th  March  1870. 


G.  Shaw  Lefevre, 
Secretary  of  the  Board  of  Trade. 
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RAILWAYS  ABANDONMENT. 


THE      LAUGHARNE      RAILWAY. 


REPORT  OF  THE  BOARD  OF  TRADE. 


In  pursuance  of  the  37th  Section  of  "  The  Abandonment  of  Railways 
Act,  1850/'  the  Board  of  Trade  (in  whom  the  powers  given  by  that  Act  to  the 
Commissioners  of  Railways  are  now  vested)  lay  before  Parliament  the  following 
Copy  of  the  Warrant  granted  by  them,  under  "  The  Railway  Companies  Act, 
1867,"  for  the  abandonment  of  the  Laughame  Rj^lway,  together  with  the 
subjoined  Report,  explanatory  of  the  reasons  for  their  decision  in  this  case. 


WARRANT. 


Whereas,  by  ''The  Laughame  Railway  Act,  1866,"  (30  July  1866)  the 
Laugh  arne  Railway  Company  were  incorporated  for  the  purpose  of  making  and 
maintaining  the  Railway  therein  called  ''The  Laughame  Railway,*'  further 
described  as  "  A  Railway,  five  miles  three  furlongs  and  nine  chains  in  length, 
commencing  in  the  parish  of  Llanfihangel  Abercowen,  in  the  county  of  Carmar- 
then, by  a  junction  with  the  South  Wales  Railway  of  the  Great  Western  Railway 
Company,  at  a  point  one  chain  or  thereabouts  west  of  the  south-western  end  of 
the  south  or  down  passenger  platform  of  the  Saint  Clears  station  on  the  said 
Railway,  and  terminating  in  the  parish  of  Laugharne,  in  the  said  county,  at  or 
near  a  point  on  the  foreshore  of  the  slob  or  mud  lands  of  Laugharne,  about  three 
feet  above  ordinary  high-water  mark,  and  immediately  below  the  north-east 
corner  of  a  field  or  inclosure  in  the  said  parish  of  Laughame,  belonging  to  the 
corporation  of  Laugharne  aforesaid,  and  in  the  occupation  of  Evan  David." 

And  whereas,  it  has  been  shown  to  the  satisfaction  of  the  Board  of  Trade 
that  a  part  less  than  three-fifths  of  the  share  capital  of  the  said  Company  has 
been  subscribed :  And  whereas,  in  pursuance  of  "  The  Abandonment  of  Rail- 
ways Act,  1850,"  and ''The  Railway  Companies  Act,  1867/*  Albert  Uicardo,  who 
lent  the  money  deposited  as  security  for  the  completion  of  the  said  Railway, 
did,  on  the  23rd  day  of  Jime  1868,  make  application  in  writing  to  the  Board  of 
Trade,  setting  forth  that  the  said  Albert  Ricardo  was  desirous  that  the  herein- 
before described  Railway  should  be  abandoned,  and  also  setting  forth  the 
groimds  upon  which  such  application  was  made :  And  whereas  it  appeared  to 
the  Board  of  Trade  that  there  were  sufficient  grounds  for  entertaining  such 
application,  and  the  Board  of  Trade  required  and  directed  the  said  Albert 
Ricardo  to  give  notice,  by  advertisement,  in  a  form  approved  of  by  the  Board 
of  Trade,  of  such  appliction  having  been  made :  And  whereas  it  has  been 
proved  to  the  satisfaction  of  the  Board  of  Trade  that  such  notice  was  duly 
given  in  the  manner  required  by  law,  and  that  it  was  therein  set  forth  that  any 
person  thinking  himself  aggrieved  by  the  proposed  abandonment  of  the  said 
Railway,  and  desiring  to  object  thereto,  might  bring  such  objection  before 
the  Board  of  Trade  by  sending  a  written  statement  thereof  by  post,  on  or 
before  a  day  named  in  the  said  notice,  addressed  to  the  Assistant  Secretary, 
Railway  Department,  Board  of  Trade,  London:  And  whereas  the  time  so 
appointed  for  bringing  objections  before  the  Board  of  Trade  has  expired,  and  no 
objection  to  the  said  proposed  abandonment   of  the  said  railway  has  been 
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brought  before  the  Board  of  Trade  :  Now,  therefore,  the  Board  of  Trade,  pursuant 
to  and  in  exercise  of  the  power  and  discretion  in  them  vested  by  *'  The 
Abandonment  of  Railways  Act,  1850,*'  and  "The  Railway  Companies  Act, 
1867,"  do,  by  this  Warrant,  signed  by  the  Secretary  of  the  Board  of  Trade, 
whose  name  is  hereunder  subscribed,  order  and  declare  that  the  hereinbefore 
described  Railway  (*^  The  Laughame  Railway")  by  the  said  l^ughame  Railway 
Act,  1866,  so  authorised  to  be  made  as  aforesaid  (being  the  whole  Railway 
and  undertaking  of  the  said  Laugharne  Railway  Company),  shall  be  abandoned 
by  the  said  Company. 

And  the  Board  of  Trade  do  hereby  further  declare  and  order  that  this  Warrant 
is  granted  and  shall  take  eflfect  upon  the  condition  that  the  money  deposited 
as  security  for  the  completion  of  the  said  Railway,  or  the  stocks,  funds,  or 
securities  in  which  the  same  is  invested,  shall  be  applied  as  part  of  the  assets  of 
the  said  Company. 

Signed  by  Order  of  the  Board  of  Trade,  this  i  Ith  day  of  May  1870. 

.    T.  H.  Farrer, 

Secretary  of  the  Board  of  Trade. 


REPORT. 


The  Undertaking  of  the  Laugharne  Railway  Company,  as  authorised  by 
their  Act  of  Incorporation,  29  &  30  Vict.  c.  279  (30  July  1866),  consists  of 
a  Railway,  about  5  J  miles  in  length,  commencing  in  the  parish  of  Llanfihangel, 
by  a  junction  with  the  South  Wales  Railway  near  to  Saint  Clear's  Station, 
and  terminating  in  the  parish  of  Laughame,  in  the  county  of  Carmarthen. 

For  the  purposes  of  the  Undertaldng,  the  Company  were  empowered  to 
raise  a  capital  of  50,000  /.,  in  5,000  Shares  of  10/.  each,  and  to  borrow  on 
mortgage  any  sum  not  exceeding  in  the  whole  16,600  /. 

In  this  case,  a  part  less  than  three-fifths  of  the  share  capital  of  the  Company 
having  been  subscribed,  the  application  for  authority  to  abandon  the  Railway 
was  made,  under  the  32nd  Section  of  "  The  Railway  Companies  Act,  I8675"  by 
Mr.  Albert  Ricardo,  who  lent  the  money  deposited  as  security  for  the  completion 
of  the  Railway. 

The  grounds  upon  which  the  abandonment  was  sought  were — 

"  That  three-fifths  of  the  share  capital  of  the  Company  has  not  been 
subscribed ;  that  no  lands  have  been  taken  or  purchasea ;  and  that  no 
portion  cf  the  Railway  or  other  Works  authorised  by  the  Act,  has  been 
constructed  or  begun. 

"  That  under  existing  circumstances  it  is  impossible  to  obtain  funds  to 
construct  the  Railway,  and  other  Works  authorised  by  the  Act,  that  it 
would  be  impossible  to  complete  the  said  Railway,  &c.  within  the  time 
fixed  by  the  said  Act  for  their  completion,  and  that  it  would  be  useless  to 
apply  for  an.  extension  of  time  for  the  completion  of  the  said  Railway,  &c." 

An  application  was  subsequently  made  under  the  ''  Railways  (Extension  of 
Time)  Act,  1868,"  by  the  Laugharne  Railway  Company,  under  their  common 
seal,  for  an  extension  of  the  time  limited  for  the  completion  of  the  Railway  ; 
but  the  Board  of  Trade  declined  to  grant  a  warrant  authorising  the  desired 
extension  of  time. 

A  further  application  for  abandonment  was  also  made  by  Mr.  Frank  Howard, 
one  of  the  first  directors  of  the  Company.  The  Board  of  Trade,  however, 
proceeded  upon  the  first  application,  made  by  Mr.  Ricardo. 

The  apphcation  was  duly  advertised,  and  no  objections  to  the  proposed 
abandonment  were  laid  before  the  Board  of  Trade. 

For  the  purpose  of  ascertaining  the  state  and  condition  of  the  Company,  and 
of  inquiring  into  the  expediency  of  the  proposed  abandonment,  and  of  deter- 
mining 
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mining  the  terms  and  conditions  on  which  the  same  should  be  authorised  by 
them^  the  Board  of  Trade,  in  pursuance  of  the  14th  section  of  "The  Abandon- 
ment of  Railways  Act,  1850,"  appointed  Colonel  YoUand,  one  of  their  officers, 
to  inspect  the  books  of  account,  minutes  of  proceedings,  and  other  books  and 
documents  of  the  Company. 

From  Colonel  Yolland's  report,  it  appears  that  no  progress  has  been  made 
in  the  construction  of  the  works;  no  notices  have  been  issued  respecting 
land,  and  no  land  has  been  purchased  ;  and  the  period  limited  for  the  comple- 
tion of  the  Railway  expired  30th  July  last. 

The  statements  made  to  Colonel  YoUand  as  to  the  number  of  shareholders 
and  the  number  of  shares  allotted  to  each  were  of  a  conflicting  character  ;  but 
they  both  agreed  in  sa)dng  that  only  40  /.  in  money  was  received,  the  rest  of 
the  shares  being  allotted  (or  to  be  held  in  trust  for  the  Company)  for  services 
rendered.  In  a  return,  however,  made  to  the  Board  of  Trade  in  1867,  the 
total  paid  up  on  shares  is  stated  to  be  3,400  /. ;  and  in  a  similar  return,  made 
in  1868,  the  total  paid  up  is  said  to  be  ''  Nil." 

The  liabilities  of  the  Company,  incurred  prior  and  up  to  the  time  of  obtain- 
ing the  Act  of  Parliament,  are  said  to  amount  to  1,898  l.  b  s.  2d.;  and  the 
liabilities  incurred  subsequent  to  obtaining  the  Act  are  said  to  amount  to 
2,751  I.  4  s.  4  rf.  ;  and  there  are  probably  some  further  claims. 

Colonel  YoUand  was  informed  that  the  only  asset  of  the  Company  is  the 
Parliamentary  deposit,  lent  by  Mr.  Ricardo  to  Messrs.  Carter  and  Muddelle, 
upon  their  personal  security,  guaranteed  by  Mr.  John  Robinson.  Mr.  Robin- 
son is  now  dead,  and  his  estate  is  in  course  of  administration  by  the  Court  of 
Chancery ;  but  Mr.  Ricardo  is  said  to  have  proved  against  this  estate  for  the 
full  amount  of  his  claim,  and  that  his  claim  has  been  admitted,  but  no  dividend 
has  yet  been  declared. 

Having,  therefore,  taken  into  consideration  all  the  circumstances  above 
referred  to,  the  Board  of  Trade  deemed  it  just  and  expedient  to  authorise  the 
abandonment  of  the  Laugbarne  Railway  (being  the  whole  Railway  and  Under- 
taking of  the  Company),  in  the  terms  of  the  Warrant,  dated  the  11th  day 
of  May  ]  870,  a  copy  whereof  accompanies  this  Report. 

Signed  by  Order  of  the  Board  of  Trade, 

T.  H.  Farrer, 

Secretary  of  the  Board  of  Trade* 
Whitehall,  London, 
13  May  1870. 
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RAILWAYS  ABANDONMENT. 


THE  SOUTH  WALES  AND  GREAT  WESTERN  DIRECT  RAILWAY. 


REPORT  OF  THE  BOARD  OF  TRADE. 


In  pursuance  of  the  37th  Section  of  "  The  Abandonment  of  Railways 
Act,  1850/'  the  Board  of  Trade  (in  whom  the  powers  given  by  that  Act  to  the 
Commissioners  of  Railways  are  now  vested)  lay  before  Parliament  the  following 
Copy  of  the  Warrant  granted  by  them,  under  "  The  Railway  Companies  Act, 
1867,"  for  the  abandonment  of  the  South  Wales  and  Great  Western  Direct 
^way,  together  with  the  subjoined  Report,  explanatory  of  the  reasons  for  their 
decision  in  this  case. 


WARRANT. 


,    '^»:eeeas,  by  "  The  South  Wales  and  Great  Western  Direct  Railway  Act, 

ms  '"   (5  July  1865),  the  South  Wales  and  Great  Western  Direct  Railway 

toinj>^jjy  ^gj.g  incorporated  for  the  purpose  of  making  and  maintaining  the 

^ail^v^y  therem  called  "  The  South  Wales  and  Great  Western  Direct  Railway," 

furtliei^  described  as : 

A.    Railway  to  commence  in  the  parish  of  Tidenhara  in  the  county  of 

Glo\ioester  by  a  junction  with  the  South  Wales  Railway  at  or  near  the  eastern 

eti^    of  the  bridge  carrying  that  Railway  over  the  River  Wye,  thence  to  cross 

tl^^    Hiver  Severn  by  a  bridge,  and  to  terminate  in  the  parish  of  Wootton 

^®^s^tt  in  the  county  of  Wilts  by  a  Junction  with  the  Great  Western  Railway 

«k  or  near  the  Wootton  Bassett  Station.'* — "  A  Railway  to  commence  in  the 

V^^h  of  Thombury  in  the  county  of  Gloucester  by  a  Junction  with  the  first- 

TJ^^ntioned  intended  Railway  at  a  point  on  the  Sea  Bank  about  130  yards  to 

^^  southward  of  the  Occupation  Road  leading  from  Cowhill  Farm  to  the  said 

Sea  Bank,  and  to  terminate  in  the  parish  of  Almondsbury  in  the  said  county 

of  Gloucester  by  a  Junction  with  the  Bristol  and  South  Wales  Union  Railway 

^t  or  near  to  the  Pilning  Station  thereof  :*' 

And  whereas,  it  has  been  shown  to  the  satisfaction  of  the  Board  of  Trade 

that  no  part  of  the  share  capital  of  the  said  Company  has  been  subscribed  : 

And  whereas,  in  pursuance  of  "  The  Abandonment  of  Railways  Act,  1850/' 

aiid  "  The  Railway  Companies  Act,  1867/'  Abraham  Darby,  one  of  the  persons 

^ho  has  entered  into  the  bond  conditioned  for  the    completion  of  the  said 

Railway,  or  for  payment  of  money  in  default  thereof,  did,  on  the  fourth  day  of 

^arch  1868,  make  application  in  writing  to  the  Board  of  Trade,  setting  forth 

^^t  the  said  Abraham  Darby  was  desirous  that  the  hereinbefore  described 

^^Way  should  be  abandoned,  and  also  setting  forth  the  grounds  upon  which 

^ch  application  was  made :  And  whereas  it  appeared  to  the  Board  of  Trade 

^t  there  were   sufficient  grounds  for  entertaining   such  application,  and 

.^  Board  of  Trade   required   and   directed    the    said    Abraham    Darby  to 

^^^  notice^  hy  advertisement,  in  a  form  approved  of  by  the  Board  of  Trade, 

^^  5^ch  application  having  been  made :  And  whereas  it  has  been  proved  to  the 

^^isfaction  of  the  Board  of  Trade  that  such  notice  was  duly  given  in  the 

^^ner  required  by  law,  and  that  it  was  therein  set  forth  that  any  person 

^*^ijddng  himself  aggrieved  by  the  proposed  abandonment  of  the  said  Rsolway, 

^  desiring  to  object  thereto,  might  bring  such  objection  before  the  Board  of 

*We  by  sending  a  written  statement  thereof  by  post,  on  or  before  a  day 
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named  in  the  said  notice,  addressed  to  the  Assistant  Secretary,  Railway 
Department,  Board  of  Trade,  London :  And  whereas  the  time  so  appointed  for 
bringing  objections  before  the  Board  of  Trade  has  expired,  and  no  objection 
has  been  maintained  which,  in  the  opinion  of  the  Board  of  Trade,  would  justify 
them  in  withholding  their  consent  to  the  proposed  abandonment :  Now,  there- 
fore, the  Board  of  Trade,  pursuant  to  and  in  exercise  of  the  power  and  discre- 
tion in  them  vested  by  "  The  Abandonment  of  Railways  Act,  1850,'*  and 
^*  The  Railway  Companies  Act,  1^7/'  do,  by  this  Warrant,  signed  by  the 
Secretary  of  the  Board  of  Trade,  whose  name  is  hereunder  subscribed,  order 
and  declare  that  the  herein t)efore  desmbed  Railway  by  ^  The  South  Wales  and 
Great  Western  Direct  Railway  Act,  1865,"  so  authorised  to  be  made  as  afore- 
said (being  the  whole  Railway  and  Undertaking  of  the  South  Wales  and  Great 
Western  Direct  Railway  Company),  shall  be  abandoned  by  the  said  Company. 

A.nd  the  Board  of  Trade  do  hereby  fiirther  declare  and  order  that  this 
Warrant  is  granted  and  shall  take  effect  upon  the  condition  following,  that  is 
to  say,  that  the  money  secured  by  the  bomi  conditioned  for  the  completion  of 
the  said  Railway,  or  for  payment  of  money  in  default  thereof,  shall  be  applied 
as  part  of  the  assets  of  the  said  Company. 

Signed  by  Order  of  the  Board  of  Trade,  this  13th  day  of  June  1870, 

G.  Shaw  Lefevrey 
Secretary  of  the  Board  of  Trade. 


REPORT. 


The  Undertaking  of  the  South  Wales  and  Great  Western  Direct  Railway 
Company,  as  authorised  by  their  Act  of  Incorporation,  28  &  29  Vict.  c.  367, 
(5  July  1865),  consists  of  a  Railway  about  35|  miles  in  length,  from  the  South 
Wales  Railway  near  Chepstow,  to  the  Great  Western  Railway  near  Wootton 
Bassett,  with  a  branch  about  five  miles  in  length,  from  Thornbury  to  the  Bristol 
and  South  Wales  Union  Railway  near  Pilning  Station. 

For  the  pm-poses  of  the  Undertaking  the  Company  were  empowered  to  raise 
1,800,000/.  in  180,000  shares  of  10/.  each,  and  to  borrow  on  mortgage  any 
sum  not  exceeding  600,000  /. 

In  this  case,  no  part  of  the  share  capital  having  been  subscribed,  the  appli- 
cation for  authority  to  abandon  the  Railway  was  made  under  the  32nd  Section 
of  ^*  The  Railway  Companies  Act,  1867/'  by  one  of  the  persons  who  had  entered 
into  the  bond  conditioned  for  the  completion  of  the  Railway ;  the  grounds  upon 
whiclj  the  abandonment  was  sought,  being — 

"  That  no  part  of  the  share  capital  of  the  Company  has  been  subscribed ; 
that  no  lands  have  been  taken  or  purchased,  or  agreed  to  be  taken  or  purchased, 
and  that  no  portion  of  the  Railway  or  Works  authorised  by  the  said  Act  has 
been  constructed  or  begun. 

''  That  the  only  liabiUties  of  the  Company,  so  far  as  your  Memorialist  can 
ascertain,  are  the  amounts  claimed  to  be  due  to  the  soUcitors,  engineers,  and 
other  parties,  for  the  charges  and  expenses  of  and  incident  to  the  preparation 
for  and  the  passing  of  the  said  Act,  the  particulars  of  which  your  Memorialifit 
has  been  unable  to  obtain,  although  he  has  made  application  to  the  solicitors 
of  the  said  Company  to  be  furnished  therewith,  but  your  Memorialist  believes 
that  the  parties  having  such  claims  on  the  said  Company  trusted  to  the 
successful  carrjdng  of  the  project,  and  the  profits  which  would  thereby  accrue 
to  them  as  their  reward  in  case  of  success^  being  content  to  run  the  risk  of 
failure. 

'^  That  at  the  present  time  great  embarrassment  and  distress  is  ielt  even 
with  respect  to  established  Railway  Companies  ;  that  it  is  impossible  to  obtain 
funds  to  construct  the  Railway  and  Works  authorised  by  the  Act ;  that  it  would 
be  impossible  to  complete  the  Works  within  the  period  limited  by  the  Act,  and 
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that  it  would  be  useless  to  apply  for  an  extension  of  the  time  limited  for  the 
completion  of  the  said  Railway  and  Works.*' 

The  application  was  duly  advertised,  and  one  objection  to  the  proposed 
abandonment  was  laid  before  the  Board  of  Trade,  on  the  part  of  persons  who 
alleged  that  the  Company  had  not  performed  their  engagement  to  pay  certain 
claims  agreed  upon. 

For  the  purpose  of  ascertaining  the  state  and  condition  of  the  Company,  and 
of  inquiring  into  the  expediency  of  the  proposed  abmdonment,  and  of  determin- 
ing the  terms  and  conditions  on  which  the  same  should  be  authorised  by  them, 
the  Board  of  Trade,  in  pursuance  of  the  14th  section  of  ^*  The  Abandonment 
of  Railways  Act,  1850,"  appointed  Colonel  Hutchinson,  one  of  their  officers,  to 
inspect  the  books  of  account,  minutes  of  proceedings,  and  other  books  and 
documents  of  the  Company. 

From  Colonel  Hutchinson's  Report  it  appears  that  the  failure  of  the  Ebbw 
Vale  Iron  Company  (in  which  Mr  Darby,  the  applicant  in  this  case,  is  stated  to 
have  been  the  principal  partner),  and  the  refusal  of  the  Great  Western  Railway 
Company  to  carry  out  arrangements  which  were  necessary  to  the  success  of  the 
Undertaking,  led  to  its  practical  abandonment. 

No  contracts  were  ever  let,  only  one  land  contract  was  entered  into,  and  no 
share  capital  was  ever  subscribed  for. 

A  sum  of  about  20,000/.  was  raised  for  the  purposes  of  promoting  the 
Undertaking,  which  was  all  expended  in  obtaining  the  Act,  and  opposing  the 
competing  projects. 

Some  farther  sums,  amounting  in  the  whole  to  8,000  /.,  are  alleged  to  be 
due  :  viz.,  to  the  solicitors,  engineers,  and  financial  agents  of  the  Company. 

These  sums  are  stated  to  be  greatly  reduced  from  their  original  amounts, 
and  to  be  deposited  in  the  iiands  of  third  parties,  waiting  the  cancellation  of 
the  Bond. 

The  only  objection  to  the  proposed  abandonment  was  made  by  a  firm  of 
solicitors,  in  respect  to  a  sum  of  250  /.,  which  they  had  failed  to  get  settled, 
200/.  of  this  being  the  amount  payable  in  pursuance  of  an  agreea.ent  entered 
into  on  behalf  of  a  client,  the  owner  of  a  ferry  on  the  Severn,  for  not  opposing 
the  passing  of  the  Company's  Bill, 

In  this  case  the  Parliamentary  Deposit  (144,000 /.)  for  securing  the  com- 
pletion of  the  Railway,  had  been  released  by  a  bond  to  the  Treasury  in  twice 
that  amount. 

The  Board  of  Trade  were  urged  to  grant  the  Warrant  of  Abandonment 
without  the  condition  of  the  bond  being  applied  as  part  of  the  assets  of  the 
Company ;  but  they  declined  to  grant  a  Warrant  vdthout  this  condition,  which 
has  been  uniformly  inserted  by  them  in  all  Warrants  authorising  the  abandon- 
ment of  the  whok  Undertaking  of  a  Railway  Company  ;  and  they  accordingly 
left  the  application  of  the  money  secured  by  the  bond  to  be  dealt  with  by  the 
Court  of  Chancery  in  the  winding  up  of  the  Company. 

Having,  therefore,  taken  into  consideration  all  the  drcumstances  above 
stated,  the  Board  of  Trade  deemed  it  just  and  expedient  to  authorise  the 
abandonment  of  '*  The  South  Wales  and  Great  Western  Direct  Railway  "  (being 
the  whole  Railway  and  Undertaking  of  the  Company),  in  the  terms  of  the 
Warrant  accompanying  this  Report,  and  dated  the  13th  day  of  June  1870. 

Signed  by  Order  of  the  Board  of  Trade, 

G.  Shaw  LefevrCj 
Whitehall,  London,  Secretary  of  the  Board  of  Trade. 

18  June  1870. 
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RAILWAYS  ABANDONMENT. 


THE    AFON    VALLEY    RAILWAY. 


REPORT  OF  THE  BOARD  OF  TRADE. 


In  pursuance  of  the  37th  Section  of  •^The  Abandonment  of  RaUways 
Act,  1850/'  the  Board  of  Trade  (m  whom  the  powers  given  by  that  Act  to  the 
Commissioners  of  Railways  are  now  vested)  lay  before  Pai*liament  the  following 
Copy  of  the  Warrant  granted  by  them,  under  **  The  Railway  Companies  Act, 
1867,**  for  the  abandonment  of  the  Afon  Valley  Railway,  together  with  the 
subjoined  Report,  explanatory  of  the  reasons  for  their  decision  in  this  case. 


WARRANT. 


Whbrbas,  by  **  The  Afon  Valley  Railway  Act,  1866"  (6  July  1866),  "  The 
Afon  Valley  Railway  Company"  were  incorporated  for  the  purpose  of  making  and 
maintaining  the  Railway  therein  called  "  The  Afon  Valley  Railway,"  further 
described  as : 

"  A  Railway  commencing  in  the  parish  of  Margam,  by  a  junction  with 
the  Great  Western  ^South  Wales)  Railway,  at  or  near  the  Port  Talbot  Station 
on  that  Railway,  and  terminating  in  the  hamlet  of  Llangynwyd  Higher, 
in  the  parish  of  Llangynwyd,  in  a  field  the  property  of  the  Dowager  Countess 
Dunraven,  and  occupied  by  Gwenllian  Thomas,  widow,  numbered  310,,  on  the 
Hthe  Commutation  map  of  thiett  parish.'* 

And  whereas,  it  has  been  shown  to  the  satisfaction  of  the  Board  of  Trade 
that  a  part  less  than  three-fifths  of  the  share  capital  of  the  said  Company  has 
been  subscribed :  And  whereas,  in  pursuance  of  ^^The  Abandonment  of  Rail- 
ways Act,  1850,"  and  •*  The  Railway  Companies  Act,  1867,"  Richard  Hanbury 
Miers,  one  of  the  persons  named  in  the  said  Special  Act  incorporating  the 
said  Company  as  a  Member  and  Director  thereof,  and  one  of  the  sureties  to  the 
Bond  conditioned  for  the  completion  of  the  said  Railway,  did,  on  the  13th  day 
of  November  1869,  make  application  in  writing  to  the  Board  of  Trade,  setting 
forth  that  the  said  Richard  Hanbury  Miers  was  desirous  that  the  hereinbefore 
described  Railway  should  be  abandoned,  and  also  setting  forth  the  grounds 
upon  which  such  application  was  made  :  And  whereas  it  appeared  to  the  Board 
of  Trade  that  there  were  sufficient  grounds  for  entertaining  such  application, 
and  the  Board  of  Trade  required  and  directed  the  said  Richard  Hanbury  Miers 
to  give  notice,  by  advertisement,  in  a  form  approved  of  by  the  Board  of  Trade, 
of  such  application  having  been  made :  And  whereas  it  has  been  proved  to  the 
satisfaction  of  the  Board  of  Trade  that  such  notice  was  duly  given  in  the 
manner  required  by  law,  and  that  it  was  therein  set  forth  that  any  person 
thinking  himself  aggrieved  by  the  proposed  abandonment  of  the  said  Railway, 
and  desiring  to  object  thereto,  might  bring  such'  objection  before  the  Board  of 
Trade  by  sendiug  a  written  statement  thereof  by  post,  on  or  before  a  day  named 
in  the  said  notice,  addressed  to  the  Assistant  Secretary,  Railway  Department^ 
Board  of  Trade,  London :  And  whereas  the  time  so  appointed  for  bringing 
objections  before  the  Board  of  Trade  has  expired,  and  no  objection  to  the  said 
proposed  Abandonment  of  the  said  Railway  has  been  brought  before  the  Board  - 
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of  Trade :  Now,  therefore^  the  Board  of  Trade,  pursuant  to  and  in  exercise  of 
the  power  and  discretion  in  them  vested  by  *^  The  Abandonment  of  Railways 
Act,  1850/*  and  "The  Railway  Ck)mpanie8  Act,  1867,'*  do,  by  this  Warrant, 
signed  by  the  Secretary  of  the  Board  of  Trade,  whose  name  is  hereunder  sub- 
scribed, order  and  declare  that  the  hereinbefore  described  Railway  by  "  The 
Afon  Valley  Railway  Act,  1865,**  so  authorised  to  be  made  as  aforesaid 
(being  the  whole  Railway  and  Undertaking  of  the  Afon  Valley  Railway  Com- 
pany), shall  be  abandoned  by  the  said  Company. 

And  the  Board  of  Trade  do  hereby  further  declare  and  order  that  this 
Warrant  is  granted  and  shall  take  e£Fect  upon  the  condition  that  the  money 
secured  by  the  Bond  conditioned  for  the  completion  of  the  said  Railway,  or 
for  pajrment  of  money  in  default  thereof,  shall  be  applied  a^  part  of  the  assets 
of  the  said  Company. 

Signed  by  Order  of  the  Board  of  Trade,  this  13th  day  of  July  1867. 

(?•  Shaw  Lefcorcy 
Secretary  of  the, Board  of  Trade. 


REPORT. 


The  Undertaking  of  the  Afon  Valley  Railway  Company,  as  authorised  by 
their  Act  of  Incorporation,  28  &  29  Vict,  c-  376  (6  July  1865j,  consists  of  a 
Railway,  about  lOi  miles  in  length,  from  Port  Talbot  on  the  Great  Western 
(South  Wales)  Railway,  to  liangjmwyd* 

For  the  purposes  of  the  undertaking  the  Company  were  empowered  to  raise 
1 30,000  {•,  in  13,000  shares  of  \0l.  each,  and  to  borrow  on  mortgage  any 
sums  of  money  not  exceeding  in  the  whole  the  sum  of  43,000  /• 

In  this  case,  a  part  less  than  three-fifths  of  the  share  capital  of  the  Com- 
pany having  been  subscribed,  the  application  for  authority  to  abandon  the 
Railway  was  made  under  the  32nd  section  of  ^^  The  Railway  Companies  Act, 
1867/'  by  Mr.  Hanbury  Miers,  one  of  the  persons  named  in  the  Spedal  Act 
incorporating  the  Company  as  a  Member  and  Director  thereof,  and  one  of 
the  sureties  to  the  Bond  conditioned  for  the  completion  of  the  Railway. 

An  application  had  been  previously  made  by  the  Company,  under  the 
**  Railways  (Extension  of  Time)  Apt,  1868,**  for  extension  of  time  for  the  com- 
pletion of  the  Railway.  The  appUcation  was  entertained  by  the  Board  of 
Trade  and  proceeded  with,  but  in  consequenoe  of  a  considerable  deviation  from 
the  original  line  being  involved  in  the  new  scheme,  objections  were  made  on  the 
part  of  landowners,  and  the  application  was  withdrawn  by  the  Company* 

The  grounds  upon  which  the  Abandonment  was  sought  were — 

^'That  the  time  for  purchasing  lands  has  expired  without  any  being 
purchased  or  contracted  for,  and  nothing  whatever  has  been  done  towards  the 
constructiou  of  the  Railway,  nor  have  any  steps  been  taken  for  keeping  alive  the 
Company*8  powers.** 

"  That  the  Company  have  never  had  any  funds.  All  the  shares  which  have 
been  issued  having  been  given  as  security  for,  or  in  satisfaction  of,  professional 
services  rendered  to  the  Company,  and  the  total  of  the  Shares  so  issued  does 
not  nearly  amount  to  three-fifths  of  the  Company's  authorised  capital.** 

<'  That  there  is  not  the  slightest  prospect  of  the  Company  being  able  to  make 
the  Railway  vnthin  the  time  prescribed  (6  July  1870),  and  it  would  be  a  great 
hardship  on  your  memorialist  if  the  penalty  on  the  Bond  was  to  be  enforo^.'* 

The  application  was  duly  advertised,  and  no  objections  to  the  proposed 
abandonment  were  laid  before  the  Board  of  Trade. 

For  the  purpose  of  ascertaining  the  state  and  condition  of  the  Company,  and 
of  inquiring  into  the  expediency  of  the  proposed  abandonment,  and  of  deter- 
mining 
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mining  the  terms  and  conditions  on  which  the  same  should  be  authorised  by 
them,  the  Board  of  Trade,  in  pursuance  of  the  14th  section  of  **  The  Abandon- 
ment of  Railways  Act,  1850/*  appointed  Colonel  Hutchinson,  one  of  their 
officers,  to  inspect  the  books  of  account,  minutes  of  proceedings,  and  other 
books  and  documents  of  the  Company. 

From  Colonel  Hutchinson's  Report  it  appears  that  a  contractor  had  been 
obtained  and  a  contract  sealed  for  the  construction  of  the  Line  for  the  nominal 
capital  of  173,000  l.y  all  to  be  paid  in  shares  and  debentures  of  the  Company, 
but  before  any  land  contracts  were  entered  into,  or  any  works  whatever  con- 
structed, the  contractor  (one  of  the  sureties  to  the  Bond  conditioned  for  the 
completion  of  the  Railway)  became  insolvent.  One  thousand  shares  (fully  paid 
up)  had  been  previously  allotted  to  him,  in  consideration  of  which  he  had 
agreed  to  pay  the  preliminary  expenses  of  the  Company  (10,000/.),  but  this 
agreement  he  never  carried  out,  and  this  amount  is  stiU  stated  to  be  owing,  and 
to  form  the  only  liabilities  of  the  Company,  except  such  charges  as  will  be 
incident  to  this  application. 

In  addition  to  the  1,000  shares  allotted  to  the  contractor,  there  are  1,100 
others  entered  as  having  been  issued,  viz.,  1,000  to  the  Parliamentary  Agent, 
Local  Solicitors,  and  Engineer,  to  cover  the  amount  of  their  claims,  and  100 
other  shares  in  lots  of  20  each,  but  nothing  whatever  has  been  paid  upon  thes^ 
shares. 

Having,  therefore,  taken  into  consideration  all  the  circumstances  above 
referred  to,  the  Board  of  Trade  deemed  it  just  and  expedient  to  authorise  the 
abandonment  of  the  Afon  Vqlley  Railway  (being  the  whole  Railway  and  under* 
taking  of  the  Company),  in  the  termfi  of  the  Warrant,  dated  the  13th  day  of 
July  1870,  a  copy  whereof  accompanies  this  Report. 

Signed  by  Order  of  lixe  Bofffivf  Trade, 

O.  IS  haw  Lefevre, 
Secretary  of  the  Poard  pf  Trade, 
Whitehall,  London, 

15  July  1870. 
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RAILWAYS   ABANDONMENT. 


THE  NORTH  AND  SOUTH  WILTSHIRE  JUNCTION  RAILWAY. 


REPORT   OF  THE  BOARD  OF  TRADE. 


In  pursuance  of  the  37th  section  of  *'The  Abandonment  of  Railways 
Act,  1850,"  the  Board  of  Trade  (in  whom  the  powers  given  by  that  Act 
to  the  Commissioners  of  Railways  are  now  vested)  lay  before  Parliament 
the  following  Copy  of  the  Warrant  granted  by  them,  under  "  The  Railway 
Companies  Act,  1867,"  for  the  abandonment  of  the  North  and  South  Wiltshire 
Junction  Railway,  together  with  the  subjoined  Report,  explanatory  of  the 
reasons  for  their  decision  in  this  case. 


WARRANT. 


Whereas,  by  "  The  North  and  South  Wiltshire  Junction  Railway  Act, 
1865"  (5  July  1865), ''  The  North  and  South  Wiltshire  Junction  Railway  Com- 
pany''  were  incorporated  for  the  purpose  of  making  and  maintaining  a  Railway, 
from  Christian  Malford  in  the  county  of  Wilts,  to  Beachingstoke  in  the  same 
county,  that  is  to  say, 

A  Railway,  called  Railway  No.  1,  commencing  by  a  junction  with  the 
authorised  line  of  the  Wilts  and  Gloucestershire  Railway,  in  the  parish  of 
Christian  Malford,  in  the  county  of  Wilts,  in  a  field  or  inclosure  numbered 
]  6  on  the  plans  of  the  said  Railway,  and  terminating  at  a  point  in  an  arable 
field  belonging  to  the  executors  of  the  late  Joseph  Hayward,  and  in  the 
occupation  of  Charles  Wiltshire,  which  said  point  is  about  240  yards  to  the 
south  of  the  rails  of  the  Berks  and  Hants  Riolway,  measured  from  a  point 
on  the  said  rails  about  420  yards  to  the  east  of  the  bridge,  carrying  a  road 
over  the  said  Railway  immediately  adjoining  the  Woodborough  Station  of 
the  said  last-mentioned  Railway,  in  the  parish  of  Beechingstoke,  otherwise 
Beachingstoke,  in  the  aforesaid  county. 

A  Railway,  called  Railway  No.  2,  commencing  by  a  junction  with  Rail- 
way No.  1,  in  the  parish  of  Woodborough,  in  the  aforesaid  county,  in  a 
meadow  field,  commonly  called  or  known  by  the  name  of  Rye  Hurst  or 
Tumer*s  Hurst^  and  terminating  in  the  said  parish  of  Beechingstoke, 
otherwise  Beachingstoke,  in  the  aforesaid  county,  upon  lands  of  the  Berks 
and  Hants  Railway  Company,  at  a  point  opposite  to  a  mile  post  indicating 
78i  miles  fi:om  Iiondon. 

And  whereas,  it  has  been  shown  to  the  satisfaction  of  the  Board  of  Trade 
that  a  part  less  than  three-fifths  of  the  share  capital  of  the  said  Company  has 
been  subscribed:  And  whereas,  in  pursuance  of  "The  Abandonment  of 
Railways  Act,  1850,"  and  "The  Railway  Companies  Act,  1867/*  Henry  Carnsew, 
one  of  the  persons  who  has  entered  into  a  bond  conditioned  for  the  completion 
of  the  said  Railway  or  for  payment  of  money  in  default  thereof,  did,  on  the 
27th  day  of  July  last,  make  application  in  writing  to  the  Board  of  Trade, 
setting  forth  that  the  said  Henry  Carnsew  was  desirous  that  the  hereinbefore- 
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described  Railway  should  be  abandoned,  and  also  setting  forth  the  grounds 
upon  which  such  application  was  made :  And  whereas  it  appeared  to  the  Board 
of  Trade  that  there  were  sufficient  grounds  for  entertaining  such  application, 
and  the  Board  of  Trade  required  and  directed  the  said  Henry  Camsew  to  give 
notice,  by  advertisement,  in  a  form  approved  of  by  the  Board  of  Trade,  of  such 
appUcation  having  been  made :  And  whereas  it  has  been  proved  to  the  satis- 
faction of  the  Board  of  Ti'ade  that  such  notice  was  duly  given  in  the  manner 
required  by  law,  and  that  it  was  therein  set  forth  that  any  person  thinking 
himself  aggrieved  by  the  proposed  abandonment  of  the  said  Railway,  and 
desiring  to  object  thereto,  might  bring  such  objection  before  the  Board  of 
Trade  by  sending  a  written  statement  thereof  by  post,  on  or  before  a  day 
named  in  the  said  notice,  addressed  to  the  Assistant  Secretary,  Railway  Depart- 
ment, Board  of  Trade,  London  :  And  whereas  the  time  so  appointed  for  bringing 
objections  before  the  Board  of  Trade  has  expired,  and  no  objection  to  the  said 
proposed  abandonment  of  the  said  Railway  has  been  brought  before  the  Board 
of  Trade :  Now,  therefore,  the  Board  of  Trade,  pursuant  to  and  in  exercise  of 
the  power  and  discretion  in  them  vested  by  *^  The  Abandonment  of  Railways  Act, 
1860,"  and  "  The  RaUway  Companies  Act,  1867,"  do,  by  this  Warrant,  signed 
by  the  Secretary  of  the  Board  of  Trade,  whose  name  is  hereunder  subscribed, 
order  and  declare  that  the  hereinbefore  described  Railway  by  the  said  North 
and  South  Wiltshire  Junction  Railway  Act,  1865,  so  authorised  to  be  made 
as  aforesaid  (being  the  whole  Railway  and  Undertaking  of  the  siid  North  and 
South  Wiltshire  Junction  Railway  C<»npany)  shall^  be  aband(Hied  by  the  said 
Company. 

And  the  Board  of  Trade  do  hereby  further  declare  and  order  that  this  War- 
rant is  granted  and  shall  take  e£Fect  upon  the  condition  thi^  the  money  secured 
by  the  bond  conditioned  for  the  completion  of  the  said  Railway,  or  for  pay- 
ment of  money  in  default  thereof,  shall  be  applied  as  part  of  the  assets  of  the 
said  Company. 

Signed  by  Order  of  the  Board  of  Trade,  this  23rd  day  of  July  1870- 

O.  Shaw  Lefeorey 
Swretary  of  the  Board  of  Trade. 


REPORT. 


The  Undertaking  of  the  North  and  South  Wiltshire  Junction  Railway 
Company,  as  authorised  by  their  Act  of  Incorporation  28  &  29  Vict.  c.  338  (6  July 
1865),  consists  of  a  Railway  about  16  miles  7  furiongs  in  length,  commencing  by 
a  Junction  with  the  authorised  Wilts  and  Gk>uce8tershire  Railway,*  at  Christian 
Malford,  in  the  county  of  Wilts,  and  terminating  at  Beachingstoke,  in  the  same 
county,  and  a  Railway  5  furlongs  in  length  from  the  above  Railway  at  Wood- 
borough,  to  theBerks  and  Hants  Railway  at  Beachingstoke. 

For  the  purposes  of  their  Undertaking,  the  Company  were  empowered  to 
raise  270,000/.,  by  13,500  shares  of  20  I.  each,  and  to  borrow  on  mortgage 
any  sums  of  money  not  exceeding;  in  the  whole  the  sum  of  90,000  l. 

In  this  case,  less  than  three-fifths  of  the  share  capital  having  been  subscribed, 
the  application  for  authority  to  abandon  the  Railway  was  made  under  the 
32nd  section  of  "The  Railway  Companies  Act,  1867,"  by  Henry  Camsew, one 
of  the  persons  who  had  entered  into  the  bond  conditioned  for  the  completion  of 
the  Railway ;  the  grounds  upon  which  the  aban<lonment  was  sought,  being — 

"  1.  Less  than  three-fifths  of  the  share  capital  has  been  subscribed,  and 
there  is  not  the  least  probability  of  any  further  capital  being  subscribed.** 

"2.  The 

■  '  ■  '       ■  -■   ■  ■    >-■ .  ■■ .  I  ...  *  -...,■■-   —  ^ -  ^ —  ..^  —  _ 

*  An  applieatioii  has  hten  ixk&dt  to,  and  enterUnned  Vy,  ike  Board  of  TtBdo  for  u  Warrant  to  aafliortie 
Ifeio  abandonment  of  this  Radlwaj. 
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**  2.  The  Railway  has  not  been  commenced^  nor  has  any  land  been  pur- 
chased by  the  Company  for  that  purpose." 

**3.  The  powers  of  the  Company  for  the  compulsory  purchase  of  land 
have  expired,  and,  no  proceedings  or  notices  having  been  taken  or  served, 
it  is  impossible  for  the  Company  to  acquire  the  necessary  lands  for  the 
construction  of  the  Railway.'* 

The  application  was  duly  advertised,  and  no  objections  to  the  proposed 
abandonment  were  laid  before  the  Board  of  Trade. 

An  application  previously  made  by  the  Company  under  their  common  seal, 
for  extension  of  time,  under  "The  Railways  (Extension  of  Time)  Act,  1868," 
was  entertained  by  the  Board  of  Trade,  but  was  opposed  by  the  Great  Western 
Railway  Company,  and  subsequently  withdrawn  by  the  Company. 

For  the  purpose  of  ascertaining  the  state  and  condition  of  the  Company, 
and  of  inquiring  into  the  expediency  of  the  proposed  abandonment,  and  of 
determining  the  terms  and  conditions  on  which  the  same  should  be  authorised 
by  them,  Qie  Board  of  Trade,  in  pursuance  of  the  14th  section  of  *^The 
Abandonment  of  Railways  Act,  1850,"  appointed  Captain  Tyler,  one  of  their 
officers,  to  inspect  the  books  of  account,  minutes  of  proceedings,  and  other 
books  and  documents  of  the  Company. 

From  Captain  Tyler's  Report,  it  appears  that  there  have  been  831  shares 
created  and  issued,  but  no  cash  subscriptions  have  been  received  on  account  oi 
such  shares.  They  have  been  handed  under  the  sanction  of  a  resolution,  dated 
26th  June  1868,  to  directors,  for  their  qualification,  to  officers  of  the  Company, 
and  professional  gentlemen,  for  their  services,  or  for  expenses  incurred  in 
obtaining  the  Act.  The  above  resolution  provides  that  these  shares  (marked 
as  fuUy  paid  in  the  register),  are  issued  **  as  security  until  the  Company  is  in  a 
position  to  pay  them  (the  creditors)  in  money  with  five  per  cent,  interest 
firom  this  day." 

The  total  expenditure  of  the  Company,  paid  as  above  explained,  in  shares, 
has  amounted  to  16,620  I 

The  total  liabilities  of  the  Company  at  the  present  time,  as  far  as  they  are 
known,  are  said  to  amount  to  297  ^  4  s. 

No  sums  of  money  have  been  borrowed  on  mortgage  or  by  bonds  of  any 
description. 

No  land  has  been  pttrchteed,  nor  have  any  contracts  with  landowners  been 
Wintered  into,  and  no  Works  have  been  constructed  of  any  description,  and  there 
iots  not  appear  to  be  any  ehande  of  the  line  being  made. 

The  object  of  this  Jlsdlway  wsid  in  conjunction  with  the  Wiltshire  Railway 
4n4  the  Wiltshire  and  (Houoesferghire  Railway,  to  form  a  through  communi- 
cation betw^een  Salisbury  and  the  Severn,  near  Gloucester,  and  to  accommo- 
date acoudtrjrnot  possesaing  tiie  advantages  of  railway  communication  between 
lh«  Great  Wcsteitn  main  iine  and  the  Berks  and  Hants  Railway. 

iThe  consm^ild  crisis,  which  followed  the  passing  of  the  Act  prevented  the 
acbeme  frpoi  ^eiiig  foSov^ct  tQ),  and  the  time  limited  for  the  compulsory  pur- 
thAse  of  land  hating  edtpared  ^n  1868),  and  the  period  limited  for  the  compfe- 
iiod  of  the  Railway  being  eboirt  to  expire,  ]Vk.  Camsew  applies,  with  the  consent 
^f  the  CoiApany,  for  ar  Waifiaftt  ef  Abandoament,  in  owier  to  relieve  himMlf 
from  liability,  and  to  ot^tain  the  release  of  the  bond  entered  into  for  the 
completion  of  the  Railvtoy^  ittid  signed  by  himself  and  Mr.  Robert  O'Brien 
Jameson. 

Having,  therefore,  taken  into  consideration  all  the  circumstances  above 
referred  to,  the  Board  of  Trade  deemed  it  just  and  expedient  to  authorise 
the  abandonment  of  the  North  and  South  Wiltshire  Juaction  Railway  (being 
the  whole  Railway  and  Undertaking  of  the  Company)  in  the  terms  of  the 
Warrant,  dated  the  23rd  July  1870,  a  copy  whereof  accompanies  this  Report. 

Signed  by  Order  of  the  Board  of  Trade, 

G.  Shaw  LefenrCy 

Whitehall,  London,  Secretary  of  the  Board  of  Trade. 

25  July  1870. 
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RAILWAY     ACCIDENTS. 


18  6  9. 


RETURN  of  the  Number  and  Nature  of  the  Accidents  and  Injubixs  to  Lifb 
and  Limb  which  have  been  reported  to  the  Board  of  Trade  as  having 
occurred  on  all  the  Railways  open  for  Traffic  in  England  and  Wales, 
Scotland,  and  Ireland  respectively^  during  the  Year  ended  the  Slst  day  of 
December  1869, 


^S^^??f^J.I  G-  SHAW    LEFEVRE. 

26  March  1870.J 


(PRBSBNTBD  TO  PARLIAMENT  BY  HBR  MAJB8Tr*3  COMMAND.) 


Ordered,  by  The  House  of  Commons,  to  be  Printed, 
30  March  1 870. 
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RETURN    RELATIVE   TO    RAILWAY   ACCIDENTS. 


BETUKN  of  the  Number  and  Nature  of  tlie  Accidents  and  tlie  Injuries  to  Life  and  Limb  which  have  been 
reported  to  the  Board  of  Trade  as  having  occurred  on  all  the  Railways  open  for  Traffic  in  England  and  Wales ^ 
Scotland,  and  Ireland^  respectively^  from  the  1st  of  January  to  the  Slst  of  December  1869. 


ENGLAND   AND   WALES. 


Date 
of 

AccideDt. 


name 
op  railway 

COMPANY. 


Passengers 
KlUed  or 
Injured 
from 
Causes  be- 
yond their 

own 
Control. 


Passengers 
Killed  or 
Injured 
from  their 
own  Mis* 
conduct  or 
want  of 
Caution. 


■i 


Servants  of 
Companies 
or  of  Con- 
tractors 
KiUedor 
Injured 
from 
Causes  be- 
yond their 

own 
Control. 


Senrantsof 
Companies 
or  of  Con. 

tractors 
KiUed  or 

Injured 
from  their 
own  Mis- 
conduct or 

want  of 

Caution. 


1 


Persons 
Killed  or 

lD(jnred 
whilst 

crossing 

at  Level 
Crossings. 


•i 


Tret- 
passers. 


% 


Mis- 
cellaneous. 


-i 


NATURE    AND    CAUSE 

of 

ACCIDENT. 


1869: 
27  Mar. 


1  JaD. 


16  Jan. 
10  Feb. 
10  June 


22  Aug. 


12  June 
16  June 

1  July 
24  July 

23  Sept. 

21  Aug. 

3  July 
6  July 
9  Aug. 

13  Sept. 
30  Sept 


Anglesea  Central 


BIyth  and  Tyne 


ditto 


-  ditto  - 

Brecon  and  M^byr- 

-  ditto  • 


Bristol  and  Exeter 
.    ditto   - 

-    ditto   - 


ditto 


ditto 


Bristol  PortRulway 
and  Pier. 


Cambrian 
.  ditto  • 
-    ditto    - 


ditto 


ditto 


3      2 


Passenger  train  ran  Tiolently  against  stops 
in  the  Garwen  Junction  Statioo.  One 
passenger  injured.  Raib  were  covered 
with  snow  and  sleet  at  the  time. 

Two  trespassers  run  over  whilst  walking  on 
the  line  at  Earsdon  Crossing ;  one  kiiJed, 
and  the  other  sererely  injured. 

Trespasser  run  over  and  killed  near  Eil* 
lingworth  Crossing. 

Trespasser  killed  from  falling  into  a  ooal 
cell  at  North  Shields  Station. 

Engine  and  part  of  goods  train  got  off  the 
rails  near  Maesycwmmer  Station.  Two 
locomotiTe  superintendants  and  the  en- 
gine-driT^  killed,  and  two  other  servants 
of  the  company  injured. 

Platelayer,  from  his  own  want  of  caution, 
crushed  to  death  between  buffers  at 
Pantywaen. 

Trespasser  crushed  to  death  between  atruck 
and  cattle-pen  fai  Tannton  goods  yard. 

Labourer  in  company's  ser?ioe  knocked 
down  and  killed  whilst  incautiously  shunt- 
ing tracks  at  Bristol  Station. 

*  Smcide.  A  woman  of  unsound  mind  Isid 
herself  across  the  rails  near  T^Terton 
Road  Station,  and  was  ran  over  and 
kiUed. 

Passenger  train  entering  the  Bristol  Station 
at  ar  uow  rate  of  speed  was  turned  into  a 
siding,  owing  to  the  points  hsTing  been 
improperly  Idft  open,  and  came  into  col- 
lision with  an  engine.  Two  passeDgers 
slightly  injured. 

Servant  of  a  good's  agent  fell  from  a  goods 
waggon  in  the  Bristol  goods  i^ed,  and 

Watchman  in  service  of  company  run  over 
while  asleep  on  the  line.  Arm  am- 
putated. 

Woman  ran  over  and  killed  at  a  prirate 
level  crossing. 

Supposed  trespasser  strack  by  an  engine 
and  killed  near  Penrhyndendraeth. 

Shunter  crashed  to  death  between  buffers 
whilst  incautiously  coupling  uliggons  at 
Oswestry. 

Female  passenger,  alighting  frtnn  a  train  in 
motion  at  Caersws  Statioo,  was  so  severely 
injured  as  to  neoessitato  amputation  of  a 
leg  and  arm. 

Trespasser  ran  over  and  killed  near  Bar- 
mouth Junction. 
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RETURN    RELATIVE   TO    RAILWAY   ACCIDENTS. 


Date 

of 

AcctdeoL 


NAME 

OF    RAILWAY 

COMPANY. 


KUkrt  or 
lojured 
from 

yond  iheLr 

CoiiiroL 


KlUed  tit 
JnJ:yrcij 
fttjiii  ibeir 
own  Mis- 
l^ndsct  or 
WilUt  of 


Si*rv3iiU9  of 

(Jojuiiaiilei 

Or  of  Ci'n'* 

tmctorB 

KtUtd  or 

frcam 

yond  iheir 

fnwri 

ConiKil. 


OuDhiiait—^OHimu^. 


tVvf*    -    -    ditto 


ISfkpt.   - 

II  Jul.    - 
18  Jan.     - 


Z3  Jui>     - 


29  Jan. 


5  Feb.    - 

12  Feb.    - 


15  Feb, 

20  Feb, 
5  Mar. 

12  Mar. 
i;  Mar< 
19  Mar. 

18  Mar. 


Comwall' 
Gitikt  Eaitem  ■ 

*  ditto  * 

*  ditto  - 


-    ditto 
.    ditto 


ditto 


-  ditto 

-  ditto 


ditto 


ditto 


ditto 


ditto 


ditto 


ditto 
ditto 

ditto 


aitto 

ditto 


10 


ScrvantBof 

Companies 

or  of  Con- 

tractorn 

KUIedor 

Injured 

from  their 

own  Mift- 

condact  or 

want  of 

Caution. 


Persons 
Killed  or 
Injured 
whilst 
crossing 
at  Level 
Crouines. 


Tres- 
passers. 


Uis- 
cellaneoas. 


NATURE    AND    CAUSE 

of 

ACCIDENT. 


0,27. 


A  2 


Collision  at  Camo  Station  between  a  pas- 
senger train  and  a  goods  train.  Two 
passengers  and  drirer  and  fireman  of  pas- 
senger train  injured. 

Goods  guard  ran  oTer  and  killed  whilst  in- 
cautiously  shunting  waggons  at  Cric- 
cieth. 

Trespasser  run  over  and  killed  on  the 
Weston  MiU  VUduct. 

Cleaner  in  senrice  of  North  London  Rail- 
way Company  knocked  do?m  and  killed 
by  a  train  which  was  being  shunted  into 
a  siding  at  the  Bow  Station. 

Carter  looking  after  grain  at  Brick  Lane 
Station  slightly  injured  by  a  train. 

Servant  of  signal  contractor  struck  by  an 
engine  while  walking  on  the  line  at  Step- 
ney.   Foot  crushed. 

Fireman  fell  from  engine  near  Buckhurst 
Station  and  was  killed. 

A  passenger  train  came  into  collision  with 
a  goods  train  near  Shadwell  Station  (on 
the  London  and  Blackwall  line)  causing 
injuries  to  ten  passengers  and  the  guard 
of  the  goods  train,  and  throwing  the 
guard's  van  of  the  goods  train  off  the 
rwls.  An  np-passenger  train  from  Wool- 
wich struck  the  van,  but  none  of  the  pas- 
sengers were  ii^ured. 

Platelayer  run  over  and  killed  between 
Stepney  and  Shadwell. 

Trespasser  killed  near  Ilford. 

Platelayer  knocked  down  by  a  train  between 
Bentley  and  Ipswich  Stations.  Thigh  and 
arm  fractured. 

Platelayer  run  over  and  killed  near  Ely 
Junction. 

Porter  at  Bentley  Station  attempting  to  get 
on  the  footstep  of  an  engine.  Foot  ampu- 
tated. 

Goods  guard  kUled  in  attempting  to  couple 
waggons  in  motion  at  Wymondham  Sta- 
tion. 

Coal  merchant's  son  horsing  a  truck  at 
Bures  Station,  fell  and  was  run  over  and 
killed. 

Signalman's  son  (a  lad)  run  over  and  killed 
whilst  crossing  the  line  at  Elmswell  Sta- 
tion. 

Signalman  at  Bishopsgate  Station  knocked 
down  by  an  engine  and  killed. 

Trespasser  crossing  at  Manningtree  Station 
had  his  foot  cut  off  by  a  train. 

Goods  guard  injured  internally  from  being 
jammed  between  a  break -van  and  a  truck 
at  London  Docks. 

Fireman  bruised  by  falling  from  engine  ten- 
der at  Dereham  Station. 

Trespasser  jumped  from  the  platform  at  Lea 
Bridge  Station  on  to  the  line  to  recover 
his  hat  which  had  been  blown  off,  and  was 
struck  by  a  train  and  killed. 
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RETURN    RELATIVE   TO    RAILWAY  ACCIDENTS. 


Dftte 
of 

Acdtoti 


NAME 

OF    RAILWAY 
COMPANY. 


PttMncvrt 
KUkd  or 

yaw}  ihtit 
uwu 


S^erVADtn  of  Sfrvanti  oit 


Pftjoeogcn 
KiUe^S  or 

Injured 
frcmi  ihviw 
oifn  M  li- 
eu II  dart  or 

want  (if 


■s 


or  tif  Con* 

KtUcdof 

Ic^ured 

fron» 

CADitA  be* 

fimd  thflr 

DWTI 

Confro[« 


or  01  Con- 
ttttWtt 
KtUcd  OF 

ligorcd 

from  iliclr 

DWD  lILi* 

e^tiduet  or 

waiit«>f 

C^utioD. 


-s 


Penoni 
ElUfd  or 
Injured 

Whjl4t 
At  htiW^ 

Croiilpft, 


-^ 


puicrt. 


Mil- 


NATURE    AND    CA0SE 
ACCIDENT. 


:?, 


5  Mar    - 


11  May 


2&Mar    - 
i£  M17    - 

15  June    - 


3  Not. 


lajao.    - 


Qnit  £utenH'<on#<^i 


ditto 


aitto 


ditto 


-    ditto  - 


dttto 


2a  Feb. 


29  March 


17  April  -    .    ditto 


Great  Nortli«f  n 


dltfco< 


ditto 


16  Augmt 


-    ditto  T 


33  Sept,  -     -    ditto 


34  Oct.  - 

2  Jan.  - 

7JiB.  • 

6  ItD.  < 

ISJatt.  - 


-  ditto  - 

Great  Wettem 

-  ditto  - 

-  ditto  - 
*    ditto  « 


3       1 


-      I 


Finemo]!  fell  ^m  an  engine  in  motion  near 
WMtlesfbni  Station^  and  waa  injnreil  on 
foot  aad  lide. 

laspoctor  at  Sbalford  Station  ran  over  and 
Icilied  whilft  attemptinj^  to  past  between 
caniagei  and  as:  engine  in  iDOtion. 

Trespaater  ran  oT«r  ami  killed  Eiear  tstonea 

StBtiOD. 

Run  over  ^nd  kilkd  at  a  priv&te  lje^clcro&i- 
ing  near  Lea  Bridge. 

Platelayer  run  over  and  ktUed  in  Stratford 
StflUon  jard  by  some  tracki  trbich  urcre 
being  shunted. 

Passenger  train  gat  ofT  tbe  line  near  Widc^ 
bam  on  tbe  Maid  on  B  ranch  ^  Fireman 
HUed,  and  dmer  had  both  lega  broken. 
Six  paaeeugen  injured. 

CoupUof  between  two  parts  of  a  miied  p&B- 
aeiiger  and  goods  train  broke  wben  near 
M'endting  Station,    No  p^rmn  iDJured, 

A  00a]  train  ran  into  a  safety  siding  near 
tbe  Cojxrnbagen  lunnel,  Uollowaj,  the 
fog  bciug  very  dcoEe  at  the  time,  and 
cjime  iato  violent  coUiaion  with  the  bof  er 
■top.  Driver  and  fireman  killed^  arid 
guard  injured. 

Collision  at  Retford  Station  between  an  ex- 
press pasKcnger  traia  and  a  goods  traSn- 
Fotir  paasengei^  and  the  two  giiarda  of  tbe 
pafiienger  tiaiii  idigbtlj  injnr&ti. 

Slight  oollision  at  King's  Crow  Sution  be^ 
tweeo  a  poAaeiiger  traLn  and  aozne  emptj 
carriages,  tbe  rails  being  fillppery  at  the 
tinie.    Thfee  passenger*  shaken* 

Part  of  a  passenger  train  got  off  tha  rails  at 
Grantham  Junction.  Four  pasfiengeri 
siigbtlf  shaken. 

Collision  between  a  train  of  emptj  carriages 
and  agooda  train  near  the  Bornet  Station, 
causing  tbe  portable  gas  in  tJic  leading 
break  carria|^  to  explode.  The  Jeading 
break  ^rriage  and  two  following  oarrii  pes 
were  burnt.  Tbe  driTer  had  bis  tb^b 
broken.  The  fireman  and  the  if^and 
guard  were  injured.  Tbe  firat  gnard  was 
sererelj  injured  tiy  the  collisiunr  and 
afterward e  burnt  to  death. 

Engine  of  a  pa^i^enger  train  got  o^  the  rails 
wbilat  passing  over  points  at  a  aiding  at 
Wbeatbampstead  Statiouj  and  fell  orer  on 
ita  side-     Drirer  and  greman  lujored. 

Rear  part  of  a  passenger  tram  got  off  the 
rails  at  Welwyn  Jtmetion,  Thre^  passen- 
gers kilk'd,  and  four  injured.  Guard  also 
injured. 

Trospasaer  run  over  &ad  killed  near  Abbej 
Foregate^ 

Platelayer  knocked  down  aad  killed  whfLs: 
incautiously  crossing  the  Hoobrook  Via- 
ductj  ncaj-  Kidderminster. 

Female  piiMenger  alighting  from  a  train  at 
the  Dudky  Station  fell  upon  the  platform, 
in  consequence  of  the  train  suddenly 
moling,  and  was  slightly  burL 

Paaaenger  incautiously  getting  out  of  a  train 
at  the  Portland  Junction  ticket  platformt 
tt]i  on  tha  rails  and  ii^urod  hii  bead  and 
body, 
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Google 


HBTURN   aELATIVB   TO   RAILWAY  ACCIDENTS. 


NAME 

OF   RAILWAY 
COMPANY. 


Ontt  Western— eoni'. 


ditto 


ditto 


ditto 


ditto 


ditto 


Atto  - 
ditto  • 

ditto  - 

dttto  - 


.    ditto  - 


ditto 


ditto 

ditto 
ditto 

ditto 

ditto 


Paaaengen 

Killed  or 

Ii^ured 

nom 


jond  their 

own 
Control. 


ditto 


ditto 


ditto 


ditto 


ditto 


KiUedor 

Injured 

Ihnn  their 

own  Mil. 
conduotor 

wuit  of 

Oaution. 


Senranteof 

Companies 

or  of  Con- 

tractors 

Killed  or 

Ii^ared 

ftom 

Cauiesbe* 

jond  their 

own 

ControL 


1 


Servant!  of 
Companies 
or  of  Con* 


KiUedor 
Ii^ured 
firomtlieir 
own  Mis- 
conduct or 
want  of 
Cantion. 


PenK>ns 
KiUedor 
Iirinred 

whUst 
crossing 
at  Level 
Croesingi. 


Tres. 

passers. 


1 


I 


Mis. 

cellaneous. 


S      t4 


NATURE   AND    CAUSE 

of 

ACCIDENT. 


Carpenter  ia  Mnioe  of  company  knocked 
down  and  killed  whilst  incautiouslj  stand- 
ing on  the  line  near  Reading. 


Boy-passenger,  four  years  of  age,  fell  out  of 
a  train  in  motion  near  Oakengates,  and 
was  killed.  The  company  state  that  the 
accident  occurred  from  want  of  care  on 
the  part  of  his  parents. 

Ganger  in  service  of  company  run  over  and 
killed  near  Culham  from  his  own  want  of 
caution. 

Trespasser  stmek  by  a  train  at  the  Kings- 
winford  Branch,  and  sUghtly  ii^jured. 

Policeman  in  serrice  of  company  knocked 
down  and  killed  by  one  train  whilst  in- 
cautiously signalling  another  at  Millstream 
Junction,  near  Oxford. 

Woman  killed  at  an  occupation  road  lerel 
crossing  between  Hadley  and  Ketley. 

Trespasser  (a  little  boy)  run  over  and  killed 
near  Johnston. 

Platelayer  run  over  and  killed  wldlst  incau- 
tiously walking  on  the  line  near  Brins- 
oomb. 

Platelayer  run  over  and  killed  from  liisown 
want  of  caution  in  a  tunnel  near  Oiyn 
Neath. 

Passenger  ran  over  and  killed  whUst  in- 
cautiously crossing  the  line  at  Hands- 
wortli. 

Goods  guard  fell  from  train  in  motion  near 
Glyn  Neath. 

Trespasser  run  over  and  kiUed  near  Lang- 
ley. 

Passenger  jumped  from  a  train  between 
Slough  and  Taplow,  and  was  severely  in- 
jured. 

Trespasser  run  over  and  killed  on  the  Ely 
Valley  Branch. 

Passcaiger  jumped  from  a  train  between 
Shrivenham  and  Swindon.  Leg  broken 
and  head  Jignred. 

Two  goods  guards  run  over  and  kiUed  near 
Didcoti  whilst  incautiously  wadkingon  the 
line  towards  their  homes. 

Collision  at  Reading  between  a  paaeenger 
train  and  an  engine,  in  consequence  of  a 
pair  of  pohits  being  left  wrongly  turned. 
Two  passengers  injured. 

Policeman  ran  over  and  killed  at  Pontypool 
road,  from  his  own  want  of  cautioii. 

Switchman  at  Cumlin  Junction  run  over 
whilst  incautiously  walking  on  the  line 
towards  his  home.    Leg  out  off. 

Passencer  kUled  in  atteroptiog  to  enter  a 
trainln  motion  at  Loogville. 

Trespasser  knocked  down  by  a  train  near 
Acton.    Leg  and  arm  broken. 

Goods  guard  fiell  from  his  train  in  the 
Werfii  tunnel  and  was  killed. 


0.27. 
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RETURN    RELATIVE   TO    RAILWA 

Y   A 

.CCI 

DENTS. 

Date 

of 
Accident. 

NAME 

OF  RAILWAY 

COMPANY. 

Paasengeis  1 

KUledor 

Injured 

from 

Causes  be- 

fond  their 

own 

Control. 

Serrantsof 

SF  -- 

Control. 

Servants  of 
Companies 
or  of  Con- 
tractors 
Killed  or 
Injured 
from  their 
own  Mis- 
conduct or 
want  of 
Caution. 

Persons 
KUledor 

Injured 
whilst 

crossing 

at  Level 
Crossings. 

Ties- 

peasers. 

Mil*. 

NATURE   AND   CAUSE 

of 

ACCIDENT. 

i 

'S 

1 

1 

t^ 

1 

-6 

i 

i 

s 

1 

M 

1 

■s 

1869: 
28  May    - 

30  May    - 
UJane    - 

16  June    . 

17  June  . 
25  June   - 

3  July    - 

8  July    - 
17  July    - 

31  July    - 
31  July    - 

6  Aug.    - 

13  Aug.    - 

UAug.    - 

15  Aug.   - 
28  Aug.    . 

3  Sept.  . 

4  Sept.  - 
6  Sept  - 

9  Sept.  . 

13  Sept.  - 

22  Sept.  - 

24  Sept.  . 

2  Not.    - 

3  Nov.    - 

5  Nov.    . 

6  Nov.    . 

-  ditto  • 

-  ditto  . 

-  ditto  . 

-  ditto  .       -       - 

•  ditto  -       .        - 

•  ditto  • 

-  ditto  . 

.    ditto  .        -       - 

-  ditto  .        .        - 

-  ditto  ... 
.    ditto  ... 

-  ditto  - 

-  ditto  - 

-  ditto   - 
.    ditto  • 

-  ditto  ... 

-  ditto  -        -        - 

-  ditto  ... 

• 

.    ditto  - 

.    ditto  ... 

-  ditto   . 

.    ditto  - 

-  ditto  . 

-  ditto  ... 

-  ditto  ... 

-  ditto  ... 

5 

- 

- 

- 

1 
1 

1 

1 
1 

1 
1 

1 

1 

1 

1 
1 

" 

1 
1 

2 

1 
1 

1 
1 

1 

1 
1 

1 
1 

1 

1 

"* 

Tretpaner  knocked  down  by  a  train  near 
Pontrilaa,  and  slightly  injured. 

Trespasser  nm  over  and  killed  near  Wed- 
nesbury. 

ringdon. 

Trespasser  knocked  down  by  a  train  be- 
tween Hayes  and  Southall^  and  injnrad  on 
head  and  arm. 

Two  trespassers  nm  over  and  killed  near 
Wednesbury. 

Trespasser  run  over  and  killed  near  Rowley 
R^is. 

Trespasser  nm  over  and  killed  near  Tydee 
Crossing. 

Ganger  ran  over  and  killed  near  Hoddey 
from  his  own  want  of  cantion. 

Platelayer  nm  over  and  kill^  near  West- 
bnry  from  his  own  want  of  caution. 

Trespasser  nm  over  and  killed  near  PUnhig. 

Trespasser  nm  over  and  killed  near  Hayes. 

Ganger  ran  over  and  killed  from  bia  own 
want  of  cantion,  near  Hayes. 

Run  over  and  killed  at  a  level  crossing  near 
Longhope. 

Trespasser   injured  by  a  train  near  Ove 
Junction. 

Packer  nm  over  and  killed  near  Hand- 
borough. 

Trespasser  badly  injured  by  a  train  near 
West  Bromwich. 

enter  a  train  in  motion  at  Box. 

Run  over  and  killed  at  a  level  croesing 
near  Wheatley. 

Collision  between  a  passenger  train  and 

Pier.    Five  passengers  injured. 

Porter  run  over  and  seriously  injured  near 
Dorchester  from  his  own  want  of  caution. 

Trespssser  run  over  and  killed  near  Calbam. 

Person  engaged  to  watch  some  trees  near 
the  line,  near  Reading,  found  dead  npon 
the  railway. 

Porter  at  Carmarthen  run  over  and  killed 
from  his  own  want  of  cantion. 

A  lad  (derk  in  company's  service)  ran  over 
and  killed  at  Chipping  Norton  from  his 
own  want  of  caution. 

Foreman  porter  run  over  and  killed  at  Ship- 
ton  through  his  own  want  of  caution. 

Platelayer  supposed  to  have  been  nm  over 
and  lolled  by  a  train  near  Ledbury. 

Trespasser  knocked  down  and  slightly  in- 
jured by  a  train  at  Langley  Gre^. 
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Google 


RBTURN   RBLATIVB   TO   RAILWAY  ACCIDBNT8. 


Date 

of 

Acddeiit. 


NAME 

OP    RAILWAY 
COMPANY. 


PuMOfera 
KiUed  or 

Injnred 
ttom 

Cautet 

beyond 
their  own 

Control. 


186D: 
23  Not. 


25  Not. 

27  Not. 


28  Not. 
7Dcc 

8  Dec 


9Dec 
11  Dec 


Great  Western — ctmtd. 
-    ditto   -        .        . 


ditto 


I      11  Dee. 
UDec. 


ditto 
ditto 

ditto 


00       I      l-« 


,8enrants  of 
PtMenEers  Compiinles 

k!^V  o' or  Con- 

Ij^ured 
fktMn  their 

ownMis- 
condnct  or 

want  of 

Cantion. 


3     ^ 
«    S" 


ditto 
ditto 


ditto  - 
ditto  - 
ditto  - 
ditto  - 


18  Dec 
20  Dec 

22  Dec    -     -    ditto 

23  Dec 

24  Dec 


ditto 
ditto 


24  Dec  - 
26  Dec  - 
29  Dec   . 

29  May    - 

7jaii.    . 


7  Mar.    - 

17  Mar.   . 

28Xaj    - 

9Jal7    . 
0.!I7. 


-  ditto  - 

-  ditto  - 

-  ditto  - 
Hexham  and  Allendale 


Lancashire  and  York- 
shire 


ditto 


•    ditto 


ditto 


ditto 


tractors 

Killed  or 

Ii^nred 

from 

Caases  be- 

yond  their 

own 

Control. 


rrants  on 
mpanlet  I 
of  Con- 


Senrants  . 

Companlet  j 

or 

tractora 

KiUed  or 

Ii\Jared 

from  their 

own  Mia- 

condact  or 

want  of 

Caatioo. 


1 


Penoni 
Killed  or 

Injured 

whilst 
crossing 

at  Level 
Croidnga. 


»i5     M 


Tres- 
passers. 


1 


Mil. 

cellaneoos. 


1* 


A4 


1 


NATURE  AND   CAUSE 

of 

ACCIDENT. 


I  Trespasser  nm  OTer  and  killed  at  Uzb  ridge. 

Platelayer  run  OTer  and  killed  at  MaWera 
from  his  own  want  of  caution. 

Poreman  porter  knocked  down  bj  a  tra  in 
at  Bramley  Siding  from  his  own  want  of 
caation,  and  slightly  lijared. 

Trespasser  run  over  and  killed  near  Pem  - 
brey. 

Tyre  of  a  wheel  of  a  seoond-claa  carriage 
flew  off  when  near  Bowdesley  Junction. 
No  person  injured. 

Collision  at  Cradley  Station  between  a 
passenger  train  and  a  goods  train,  fire- 
man of  passenger  train  killed,  four  p  as- 
sengers,  the  driTor  of  the  passenger  tr  ain 
and  the  fireman  of  the  goods  train  injured. 

Trespasser  run  OTer  and  killed  near  Bath. 

Guard  thrown  from  a  coal  waggon  and 
killed,  but  not  from  his  own  want  of 
caution. 

*  Trespasser  (suidde)  nm  over  and  killed 
near  Ross. 

Trespasser  run  over  and  injured  on  the 
Amman  Branch. 

Trespasser  run  over  and  killed  at  Sto  ur- 
bridge. 

Trespasser  run  over  and  killed  at  Wey- 
mouth. 

Trespasser  run  over  and  killed  near 
Swindon. 

Passenger  had  his  head  injured  in  alighting 
from  a  train  in  motion  at  Bridgenorth. 

Person  getdng  OTer  a  fence  at  Wilkes  Level 
Crossing,  near  Horsehay,  fell,  and  broke 
his  neck. 

Platelayer  run  OTcr'and  killed  near  Per- 
shore. 

Trespasser  nm  over  and  killed  near  Abing- 
don. 

Porter  at  Chester  Station  run  over  and 
killed  from  his  own  want  of  caution. 

Engine  of  a  passenger  train  got  off  the  rails 
whilst  passing  otct  facing  points  at  the 
Catton-road  Terminal  Station.  No 
person  injured. 

Collision  near  Bury  Station,  between  a 
passenger  train  and  some  waggons,  which 
had  become  detached  from  a  goods  train. 
Two  passengers  slightly  injured. 

Part  of  a  passenger  train  ran  on  the  wrong 
line  at  the  Todmorden  Junction.  Three 
passengers  injured. 

Collision  near  Lockwood  Station,  between 
a  passenger  train  and  a  goods  train.  Two 
passengers  and  the  guard  of  the  passenger 
train  slightly  Injured. 

Collision  near  the  Salford  Station,  between 
a  passenger  train  and  a  goods  train. 
About  six  passengers  shaken. 

Passenger  train  got  off  rails  at  Springwood 
Junction.    No  person  injured. 
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Date 

of 

Accident. 


KAMB 

OF   RAILWAY 
COMPANY. 


Puieiigan 
KJUador 

froni 


Tondtlieir 
own 

CODtMl. 


t 


Killed  or 
Injured 
froBtlidr 
owbMIi. 
oonduetor 
want  of 
Caution. 


Berrantiof 
ConuianiM 
orofCoa- 


Serranticf 
Compaaiet 
ororCoB- 


KQlwlor 
Injiir«d 

flrom 
Canaet  be- 
yond their 

own 
OontroL 


Killed  or 
IiM<ued 

Itom  their 
ownMis- 

oondoctor 
want  of 
Caution. 


Penona 


Ii^Jnred 

croMlng 
at  Level 
Ci'OMlngi. 


Tm- 


Mis. 


NATURE    AND    CAUSE 

of 

ACCIDENT. 


1869: 
17  July 


84  July 


4  Aug. 


31  Aug. 


L  aBcaihire  and  York- 
Bbire— cofi/tfi«e<f. 


ditto 


23  Sept. 


30  Sept   - 
«7  0ct    - 


ditto 


ditto 


ditto 


2  July 
24  July 

14  Ang. 


16  Oct.  - 

27  Not.  . 

7  Dec.  - 

7  Jan.  - 


-    ditto 


ditto 


Lianelly  Railway  and 
Dock. 

-    ditto   - 


-    ditto 


29  Jan. 


30  Mar.  - 


15  May 


19  May 


21  May    -     .    ditto 


ditto 
ditto 
ditto 


London    and  North 
Western. 


ditto 


ditto 


ditto 


ditto 


4  Jane  - 


18 


16 


ditto 


3      - 


Collidon  at  Lostock  Uall  Junction,  betwen 
an  excursion  train  and  a  goods  train. 
Three  passengers  and  the  fireman,  end 
one  of  the  gnards  of  the  ezcaraioa  train 
injured. 

Collision  at  Clifton  Jonction,  between  a 
passenger  train  and  an  engine.  Four 
passengers  injured. 

Collision  near  Bolton  Station,  between  a 
passenger  train  and  an  engine.  Five  pas- 
sengers injured. 

Collision  at  Shaw  Station,  between  two 
excursion  trains.  Eighteen  psssengers 
injured. 

Collision  between  two  passenger  tndos  at 
Sowerby  Bridge  Station.  Six  passengers 
slightly  injured. 

Collision  between  an  excursion  train  and  a 
goods  train  at  the  Lostock  Junction,  fix 
pa«engera  injured. 

Collision  between  a  passenger  train  and  a 
goods  train  at  WiUowbank  Sidings,  near 
Bamsley.  Sixteen  passengers  and  the 
guard  of  the  passenger  train  injured. 

Child  trespassing  crushed  to  death  betweai 
platform  and  caniages  at  lianeDy  DodL 


Trespasser 
LlandUo 
Station. 


run    oTor  and  killed  between 
Bridge    and    Golden    Grore 


Passenger  carriage  got  off  the  zaik  neir 
Lianelly  Docks  Station,  and  csme  into 
collision  with  a  truck  on  an  adjoining 
siding.    One  passenger  injured. 

Run  over  and  killed  at  a  prirate  level  cross- 
ing near  Derwydd  Station. 

IVespasser  run  over  and  killed  l)etween 
Gamant  aod  Brynamman  Stations. 

Run  over  and  killed  at  tlie  public  level 
crossing  at  Golden  Grove  Station. 

Collision  between  an  engine  and  a  passenger 
train  at  Camden  Telegraph  Station,  in 
conaequence  of  the  points  bdng  held  in 
the  wrong  direction.  Six  passengers 
slightly  injured. 

Train  got  off  the  line  near  Talycafii.  Two 
passengers  slightly  ii^ured.  Accident 
was  caused  by  a  heavy  flood  undermining 
the  railway. 

Collision  near  the  Bedford  Leigh  Station 
between  a  passenger  train  and  an  engine; 
One  passenger  injured. 

Collision  at  Wigan  Station  firom  a  carriage 
about  to  be  attached  running  violently 
into  the  train.  Some  passengers  shaken, 
but  the  number  cannot  be  ascertained.  No 
daims  have  been  made  for  compensation. 

Collision  between  a  passenger  train  and  an 
engine  at  the  Avenue  Station,  Leamington. 
About  eight  passengers  shaken  orbndied. 


Collision  near  Heaton  Norris  Junation 
between  a  passenger  train  and  an  engine. 
Nine  passengers  and  driver  of  passenger 
train  ii^ured. 

Collision  at  Sutton  Oak  Station  between  a 
passenger  train  and  a  shunting  engine. 
Three  passengers  shaken. 
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of 
Afiddent. 


1869: 
7  Jane    • 


12J8IM    - 


15Jal7    - 


IJJoJj 


NAME 

OF   RAILWAY 

COMPANY. 


London    and    North 
Western — continued. 


ditto 


diUo 


PAwengen 
Killed  or 
Injured 
from 
Csuset  be- 
yond their 

own 
Control. 


i 


Paieengers 
KiUedor 
Injured 

fh)m  their 

ownMIf. 

conduct  or 
want  of 
Caution. 


Servftntaof 
Companiei 
orofCon- 
tractorB 
KUledor 
Injured 
from 
Causes  be- 
yond their 

own 
Control. 


smpanies 
r  of  Con- 


3 


ZOJulf 


tSept. 


eSept.  - 


ditto  - 


ditto 


9  Sept. 


10  Sept. 
16  Sept. 

»)Sepr. 
21  Oct. 

£lN0T. 

U  Nov. 

tiNOY. 

7  Dee. 


-    ditto  - 


ditto 


-    ditto 


ditto 


ditto 


ditto 


ditto 


diUo  - 


ditto 


ditto 


ditto 


1       9 


-i 


20 


15 


II 


Servants  of 

Comi 

or 

tractors 
KiUedor 

Iqjured 
from  their 
own  Mis- 
conduct or 

want  of 
Caution. 


Persons 
KiUedor 

Injured 
whilst 

crossing 

atLerel 
Orossings. 


I 


Tree- 


i 


Mis- 
ceUaoeous. 


1 


0.27. 


B 


NATURE   AND    CAUSE 
of 
ACCIDENT. 


Passenger  killed  by  his  head  coming  in  con- 
tact with  the  bridge  over  the  Bridgewater 
Canal,  near  the  Broadlieath  Station,  whilst 
incautionslj  looking  out  of  the  window. 
The  distance  between  the  window  aod  the 
part  of  the  bridge  with  which  the  deceased 
came  in  contact  was  only  13)  inches. 

Collision  at  St.  Helens  Station  between  a 
passenger  train  and  an  engine.  One 
passenger  and  driver  of  passenger  train 
injured. 

Collision  in  the  Colwyn  Tunnel  be- 
tween a  passenger  train  and  a  preceding 
goods  train.  Two  or  three  passengers  in- 
jured. 

Collision  at  the  Winsford  Station  between 
an  excursion  train  and  a  coal  train.  One 
passenger  killed  and  nine  injured.  Two 
servants  of  the  company  injured. 

Collision  at  Broadheath  Station  between  a 
passenger  train  and  a  goods  train.  Three 
passengers  and  the  guard  of  the  passen- 
ger train  injured. 

Excursion  train  ran  into  the  Windermere 
Station  at  too  great  speed,  and  came  into 
violent  collision  with  fixed  buffers  in  a 
siding.    Twenty  passengers  injured. 

Collision  at  Garston  Dock  Junction,  on  the 
London  and  North  Western  Railway,  be- 
tween a  coal  train  belonging  to  the  London 
and  North  Western  Railway  Company 
and  a  passenger  train  belonging  to  the 
Cheshire  Lines  Joint  Committee,  in  con- 
sequence of  points  beins;  set  wrong. 
Fifteen  passengers  and  the  driver,  fireman, 
and  guard  of  the  passenger  train  injured. 

Slight  collision  at  the  Atherton  Station  be- 
tween a  passenger  train  and  two  waggons, 
which  had  become  detached  from  an  en- 
gine.   Seven  passengers  slightly  shaken. 

Porter  crushed  to  death  at  Heaton  Norris 
Station,  whilst  incautiously  coupling 
waggons. 

Collision  at  Ellsworth  between  the  up 
limited  mail  train  and  part  of  a  goods 
train,  which  was  being  shunted.  One 
passenger  and  six  Post-office  officials  in- 
jured. The  under  g^ard,  driver,  and  fire- 
man of  the  mail  train  were  also  injured. 

Collision  at  Bletchley  Station  between  two 
passenger  trains.  About  five  passengers 
and  an  acting  guard  slightly  injured. 

Collision  at  Hyde  Road,  near  Longsight, 
between  a  passenger  train  and  a  goods 
train.  Eleven  passengers  and  the  driver 
of  the  passenger  train  injurecL 

Collision  between  a  passenger  train  and  a 
coke  train  at  Cox  Crossing,  situate  between 
Golcar  and  Sttaitfawaite.  Three  passen- 
gers and  guard  of  passenger  train  injured. 
Breaksman  of  coke  train  also  injured. 

Collision  between  a  London  and  North 
Western  passenger  train  and  a  Great 
Western  coal  train,  between  th?  Craven 
Arms  and  Marsh  Brook  Stations,  on  the 
Shrewsbury  and  Hereford  Line.  One 
passenger  shaken. 

Collision  at  Ditton  between  a  London  and 
North  Western  passenger  train  and  a 
Great  Northern  goods  train.  Eight  pas- 
sengers shaken. 

Collision  at  Wigan  Station  between  a  pas- 
senger train  and  some  cattle  waggons. 
One  passenger  shaken. 


Digitized  by 


Google 


10 


RETURN   RELATIVE   TO   RAILWAY  ACCIDENTS. 


Date  NAME 

of  OF    RAILWAY 

Accident.         COMPANY. 


1869: 
17  Dec. 


17  Dec. 

18  Dec. 

27  Dee. 

5  Jan. 
30  Jan. 

12  Feb. 

15  Fab. 
4Har. 


5  Mar. 


26  Mar. 


27  Mar. 

36  Mar. 
13  April 

13  April 

30  April 

1  Jane 
10  June 

16  June 

22  J«ne 
9  July 

2  Aug. 
17Sepl. 

3  Sept. 


2  Sept 


London    and    North 
Weatem— eon/tiiutfd- 

-    ditto  - 


Patsengen 

Killed  or 

lE\}ared 

ft-om 

Canses 

beyond 

their  own 

Coatrol. 


Pauencers 
KiUedor 

iDJared 
ftrom  their 

own  Mi«- 
condnct  or 

want  of 

Caution. 


SerranUof 
Companies 
or  of  Con- 
tractois 
Killed  or 
Injured 
from 
Caases  be- 
yond their 

own 
Control. 


-2 


ditto 


ditto 


London    and    South 
Western. 

-    ditto  -        -       - 


ditto 


ditto 
ditto 

ditto 


ditto 


ditto 


ditto 


-    ditto 


ditto 


ditto 


ditto 


ditto 


ditto 


ditto 


ditto 
ditto 


ditto 


ditto 


ditto 


20 


14 


Servants  of 
CompaniM 
or  of  Con- 
tractors 
KOIedor 
Injured 
flmn  their 
own  Mis- 
conduct or 
want  of 
Cantion. 


1 


Ttnous 
KUledor 
IiOored 
whilst 
crossing 
at  Level 
Crossings. 


I 


Tres- 
passers. 


S 


His. 
cellaneous. 


Ill 


NATURE  AND   CAUSE 

of 

ACCIDENT. 


ColKsion  between  a  paaaenger  tnun  and  a 
goods  train  between  Greenfield  and  Moss- 
ley.    Twenty  passengers  injured. 

Platelayer  strack  by  a  goods  train,  and 
seTerely  injured,  whilst  incantioiiily  walk- 
ing on  the  line  near  Greenfield. 

Collision  at  Warrington  between  a  passen- 
ger train  and  a  goods  train.  Fovrteea 
passengers  injured. 

Collision  near  Brownhills  Station  between  a 
passenger  train  and  a  coal  train.  Four 
passengers  injured. 

Trespasser  run  orer  and  killed  near  Liphook 
Station. 

Run  OTer  and  killed  at  a  pubh'c  footpath 
level  crossing  on  the  line  between  Ted- 
dington  and  Hampton  Wick. 

Farm  servant  in  charge  of  a  cart  removing 
goods  from  Esher  Station,  stmck  by  a 
train  and  killed. 

Trespasser  run  over  and  killed  near  Win- 
diester. 


Porter  crushed  to  death  between 
whilst  incautiously  shunting  trucks  at  the 
Romsey  Station. 

Passenger  incautiously  alighting  horn  a 
train  in  motion  at  the  Clapham  Jimction 
Station,  fell  between  tlie  train  and  the 
platform,  and  was  killed. 

Passenger  train  ran  into  the  Gosport  Sta- 
tion at  too  high  a  rate  of  speed,  and  came 
into  collision  with  some  empty  carriages. 
No  person  injured. 

Platelayer  run  over  and  killed  at  Waterloo 
Station,  firom  his  own  want  of  caution. 

Trespasser  run  over  and  killed  at  the 
Yeoford  Station  on  North  Devon  line. 

Platelayer  struck  by  a  train  and  killed  be- 
tween Brentford  and  Tnmham  Green  from 
his  own  want  of  caution. 

Foreman  porter  nm  over  and  killed  at  Nine 
Elms  Goods  Yard  firom  his  own  want  of 
caution. 

Servant  of  company  fell  fit)m  an  engine  in 
Satton  Bingham  Station  from  his  own 
want  of  caution,  and  killed. 

Ganger  of  platelayers  nm  over  and  killednear 
Winchfield,  firom  his  own  want  of  caution. 

*  Trespasser  (suicide)  nm  over  and  killed 
on  the  Weymouth  and  Portland  Une. 

Porter  fell  undei^wheels  whilst  incautiously 
shunting  waggons  at  Kingston  Station. 
Legenuhed. 

Porter  at  Winchfield  run  over  and  killed 
whilst  incautioaaly  uncoupling  hocae  boxes. 

Servant  of  Electric  Telegraph  Company  run 
over  and  kiUed  near  Tedcfogton  Station, 
firom  his  own  want  of  caution. 

Trespasser  ran  ovor  and  killed  between 
Cbard  Eoad  and  Axminster  Stations. 

Trespasser  nm  over  and  kQled  near  Wray«- 
bury  Station. 

Collision  on  North  Devon  lane  at  Freniin^ 
ton  between  a  paaaenger  train  and  a  goods 
train.    Four  pasaengers  slightly  injured. 

Porter  attempting  to  get  upoo  an  engine  in 
motion  at  Nine  Elms  Goods  YaH,  fell 
and  had  his  arm  crashed  by  the  wheela. 
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11 


Dftte 

of 

Aoddent. 


NAME 

OF  RAILWAY 
COMPANY. 


PaMengen 
Killed  or 
Inlared 

CaiMesbe- 
7ond  their 

own 
Control. 


1S69: 

6Dec 
15  Dec. 

17  Doc. 

17  Dec 
23Defr 


LoodoD    and    South 
Wettem-^eon/ANiMl. 

-    ditto  -       .        . 


ditto 


ditto 


30  Dec.   - 
3  Jan.    - 


lejtB.  - 

27  Jm.  . 

sum.  . 

4  Feb.  - 

U¥eb.  - 

16  Feb.  - 


ditto 
ditto 


'3 


>en 


Paiiengi 
KilleJi 
Ii^Jured 
from  their 
own  Mis- 
conduct or 
want  of 
Caution. 


ditto 


London,      Brighton, 
and  SovLlh  Coast. 


^Htto 


.    ditto 

-    ditto 
.    ditto 


23  Feb. 


ditto   - 


ditto 


ditto 


12Kar.    . 


ditto 


13  Mar.  -     -    ditto 


16  Mai;   . 
16  Mar.   - 


ditto 


ditto 


Serrantsof 
Companies 
orofCon- 
tractori 
KiUedor 
Ii^ured 
from 
Causes  be- 
yond their 
OMm 
Control. 


Servants  of 
Companies 
or  of  Con- 
tractors 
Killed  or 
Injured 
fh»m  their 
own  Mis- 
conduct or 
want  of 
Caution. 


1 


Persons 
Kined  or 
Injured 
whilst 
crossing 
atLercd 
Croisings. 


1 


IVes. 


1 


Mis. 
ceUaneous. 


-i 


•s* 


NATURE   AND    CAUSE 

of 

ACCIDENT. 


0.27. 


B  2 


Trespasier  ran  orer  and  killed  at  Chertsey 
Station. 

Run  over  and  killed  at  an  occupation  lerel 
crossing  near  Twickenham  Station. 

Collision  at  Brentford  Station  between  a 
passanger  train  and  some  g^ods  waggfoni . 
No  person  injured. 

Passenger  run  orer  and  killed  whilst  in- 
cautiouslj  crossing  the  line  at  t  he  Wim- 
bome  Station. 

Trespasser  struck  by  a  train  and  seferely 
bruised  at  Weybridge  Station. 

Porter  at  Portsmouth  Station  fell  under 
wheeb  wbibt  incautiously  shunting  car- 
riages.   Arm  crushed. 


Trespasser  run  OTer  and  killed  near  Egges- 
ford  Station. 

Engine  of  a  passenger  train  got  off  the  rails 
near  Streatham  Junction,  No  person 
injured. 

Platelayer  struck  by  a  train  and  killed  whilst 
incautiously  standing  on  the  line. 

Trespasser  had  his  leg  broken  at  Hay  ward's 
Heath  Station,  by  a  bundle  of  leather  fall- 
ing  down  the  platform  steps. 

Travelling  porter  run  over  and  killed  through 
his  own  want  of  caution. 

In  consequence  of  a  train  not  being  drawn 
up  opposite  the  platform,  some  planks 
were  liud  to  enable  passengers  to  reach  the 
train.  A  lady  was  pushed  off  the  plank, 
and  broke  her  arm. 

Passenger  had  his  finger  slightly  injured  in 
consequence  of  the  breaking  of  a  carriage 
window  strap. 

Porter  at  Catorham  Junction  Station  caught 
between  waggon  and  the  wall  whilst 
incautiously  shunting  waggons,  and 
severely  injured. 

Passenger  run  over  and  killed  whilst  in- 
cautiously  crossing  the  line  at  Southwick 
Station. 

Collision  at  the  Victoria  Station,  between  a 
passenger  train  and  an  engine.  Two 
passengers  severely  injured.  The  guard 
of  the  passenger  train  had  his  thigh 
broken. 

Passenger  had  his  thumb  pinched  between 
the  door  and  framework  of  a  carriage^ 
through  his  own  want  of  caution. 

Sei'vant  of  company  fell  from  a  truck  in 
motion  from  his  own  want  of  caution,  and 
injured  his  arm. 

One  platelayer  killed  and  four  ii^ured 
through  their  own  misconduct  These 
platelayers  were  in  two  trollies,  and  im- 
properly cai^;ht  hold  of  the  buffer  of 
a  passenger  train  at  Greyhound  Lane 
Station.  On  arriving  at  Harbury  Cross- 
ing they  let  go  their  hold,  and  a  wheel 
of  the  foremost  lorry  breaking,  threw 
both  off  the  rails,  causing  death  to  one, 
and  injuries  to  four  of  the  platelayers. 
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Date 

of 

Accident. 

NAME 

OF   RAILWAY 

COMPANY. 

Passengers 

KiOedor 

lAjored 

frvm 

Causes  be* 

yond  their 

own 

Control. 

Passenger! 
Killed  or 
liUui«d 

from  theii 

own  Mis. 

conduct  01 
want  of 
Caotion. 

Senrants  of 

Companies 

*    or  of  Con. 

tractors 

Killed  or 

Causes  be- 
yond their 
own 
Control. 

Serrantsof 
Companies 
or  of  Con- 
tractors 
Killed  or 
huured 
from  their 
own  Mis- 
conduct or 
want  of 
Caution. 

Persons 
KiUedor 
Injured 
whilst 
crossing 
at  Lerel 
Crossings. 

Tres- 
passers. 

Mis. 
cellaneons. 

NATURE    AND    CAUSE 

of 

ACCIDENT. 

1 

1 

1 

1 

1 

1 

M 

1 

i4 

1 

3 

1 

i 

i 

1869: 

19  Mar.    - 

20  Mar.    - 

20  Mar.    - 

6  April  - 
4  June  - 

7  Juno  - 
9  June  - 

18  June  - 
23  June  - 

30  June  • 

2  Aug.  . 
18  Aug    . 

2  Sept.   . 
4  Sept,   - 

6  Sept.  - 
a  Sept  . 

26  Oct.     - 

20  Nor.   . 

7  Dec.    - 

London,      Brighton^ 
and  South  Coait— 
continued, 

-  ditto   -        •        - 

-  ditto   ... 

-  ditto  - 

-  ditto   -        .        - 

-  ditto  - 

-  ditto  - 

-  ditto  - 

.    ditto    -        .        • 

-  ditto  ... 

-  ditto  -        .        - 

-  ditto  -        .        . 

-  ditto  - 

-  ditto   - 

-  ditto   . 

-  ditto   -        •        . 

-  ditto   - 

-  ditto  . 

-  ditto  ... 

i 

. 

357 

4 

- 

- 

3 

3 

1 

1 
1 

1 

1 

1 
1 

1 
1 

1 

1 

1 

1 
1 

1 

- 

- 

Porter  knocked  down  by  a  tnin  near  Quee&'i 
Road    Station,  from   hia    own  want  of 
caution.    Arm  broken. 

Struck  by  a  train  and  aererdy  injured  whikt 
croaaing  at  the  lerel  croaiing  near  tke 
Greenwich  Archei. 

Trespasaer  found  dead  on  the  line  near  the 
Berwick  Station,  with  crushed  tnkle. 

Child  run  oTer  and  kitted  at  the  letel  cron- 
ing  at  Horley  SUtion. 

Run  oyer  and  killed  at  a  lerel  cross  inir, 
about  a  mile  to  the  •outh.wcit  of  the 
Billingahurst  Station. 

PlateUyer  run  over  and  killed  near  Spa  Rood 
Station,  from  his  own  want  of  cantloD. 

*  Trespasser  (suicide)  run  OTer  and  killed 
at  Brighton  Station. 

Person  (name  unknown)  run  OTer  and  kitted 
on  the  line  near  Wandaworth  Station. 

Collision.    Goods  train  ran  into  a  passenger 
train   at   New    Cross     Station.     Three 
hundred  and  fiity-aeren  passengers,  two 
ticket  collectors,  and  a  porter  ujored. 

Platelayer  ran  OTcr  and  killed,  finom  bis  own 
want  of  caution,  near  the  Crystal  Palace. 

Trespasser  killed  near  Bridge. 

*  Trespasser  (suicide)  laid  himself  down  in 
front   of    an    approaching    train    near 
Waddon,  and  was  run  oyer  and  kitted. 

*  A  ihan  (trespasser)  committed  soidde  by 
throwing  himself  down  on  the  rails  neir 
Kemp    Town    Station,    in   front  of  sn 
approaching  train. 

Labourer  in  company's  aerflce  struck  by  a 
train,  and  had  some  of  his  ribs  fractiired, 
whilst  incautiously  crossmg  the  line  near 
Balham  Station. 

Foreman  platelayer  run  over  and  kttled  at 
Croydon,  from  his  own  want  of  caatiott. 

Girl   run    OTcr  by  a  train    and  severely 
injured,  whttst  crossing  at  a  wicket  lerel 
crossing  at  BiUingshurst  Statkm. 

CoUision  at  Stewart's  Lane  Junction,  on 
the  London,  Brighton,  and  Sooth  Coast 
Railway,    between     a    paasenger  trsin 
belongmg   to   the    London    and    North 
Western  RaUway  Company,  and  a  goods 
train  bekmging  to  the  Midland  Rattway 
Company.    Four  paasengera  and  guard  A 
the  passenger  train  ii^ur^ 

Goods  porter  at  Midhurst  ran  over  and 
killed,  from  his  own  want  of  caution. 

Three  platelayers  in  the  serrioe  of  the  SouA 
Eastera  Railway  Company  kttled.    The 
London,  Brighton,  and  South  Coast  Ratt- 
way  Company  state  in  thdr  official  return, 
that  the  <<  platelayers  were  standing  on 
the  Brighton  down  main  Uoe,  dear  of  a 
running  North  Kent  up-train,  the  ateam 
fh)m  the  engine  of  which  so  corered  tbem, 
that  not  seeing,  and  unseen,  they  were  run 
oyer  by  a  Brighton  engine  traTcUing  from 
London  Bridge  to  New  Cross,"  and  that 
the  acddent  was  "  beyond  the  oontrol  of 
the  persons  injured.'' 
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D«te 

of 

Aeddent. 


NAME 

OF    RAILWAY 

COMPANY. 


Pasiangen 
Killed  or 
Injured 
fh>m 
Caufea  be- 
yond their 

own 
Control 


•8 


1 


Patsengers 
KUledor 
Injured 
firom  their 
own  Mil- 
conduct  or 
want  of 
Caution. 


-i 


■? 


Servants  of 
Companies 
or  of  Con- 
tractors 
Killed  or 
Injured 
from 
Causes  be- 
yond their 
own 
Control. 


Hi 


^       ^       A 


Serrantt  of 
Companies 
or  of  Con- 
tractors 
KUled  or 
Ix^ored 
flrom  their 
own  Mis- 
conduct or 
want  of 
Caution. 


Persons 
Killed  or 
Injured 
whilst 
crossing 
at  Level 
Crossings. 


•ff 


Tres- 
passers. 


1 


Mis- 
cellaneous. 


IJATURE    AND    CAUSE 

of 

ACCIDENT. 


1B60: 
16  Dee. 


5  April  - 

19^irU  . 
22J«ne  - 
23  Jose  . 
25  June  • 
17  July    . 


28JMfy 
291017 
29  July 
4Aaf. 
23Sqit 

25  8<p«. 

25  Sept 

20  Oct. 

II  Jan. 
24Apffl 

16  June 

1  April 


LondoDy  Brighton, 
and  South  Coast— 
eomtinuetL 


London,  Brighton, 
and  Sonth  Coast, 
and  Ixmdon  and 
SonthWesternJoint 
Line  at  Portsmouth. 

London,  Chatham, 
and  DoTer. 

-    ditto  ... 


ditto 


ditto 


ditto 


ditto 


ditto 


ditto 


ditto 


ditto 


•  ditto  - 
-  ditto  - 
.    ditto  - 


Uynri  and  Ogmore  • 
-    ditto  - 


ditto 


Manchester,  Sheffield, 
and  Lincolnshire. 


14  Aug. 


13  Dec 


8  April  . 


0.-2: 


ditto 


Mandiester      South 
Junction  and 

Altrincham. 


B3 


Ticket  collector  incantionslj  attempting  to 

fet  npoQ  the  step  of  a  carriage  at  Clapham 
onction  whilst  the  train  was  in  motion* 
fell  between  the  carriage  and  the  platform, 
and  was  killed. 

Gatekeeper  at  Portsmoath  run  over  and 
killed  from  his  own  want  of  caution. 


Foreman  platelayer  knocked  down  and 
killed  near  Farziingham  Station. 

Trespasser  run  over  and  killed  near  Penge- 
road  Station. 

Passenger  killed  in  incautiously  getting  out 
of  a  train  in  motion  at  Biekley  Station. 

Passenger  run  over  and  killed  at  Clapham 
Staition  from  his  own  want  of  caution. 

Female  passenger,  aged  15,  killed  from 
jumping  out  of  a  train  in  full  motion 
whilst  passing  Rainham  Station. 

Trespasser  injured  by  an  engine  at  Water- 
lane  foot  crossing,  near  Sittingboume. 

Platelayer  run  over  and  killed  from  his  own 
want  of  caution  at  Blackiriars  Junction. 

Platdayer  knocked  down  and  killed  at  Bush 
Bank  from  his  own  want  of  caution. 

Trespasser  run  over  between  Brixton  and 
Heme  Hill.    Arm  and  leg  amputated. 

Railway  policeman  run  over  and  killed  by 
a  train  at  Wandsworth  Road  from  his  own 
want  of  caution. 

Trespasser  run  over  and  killed  near  Stewarts- 
lane  Junction. 

Trespasser  killed  between  York.road  and 
Wandsworth-road  Stations. 

Trespasser  run  over  at  Brixton  Station. 
Legs  crushed,  and  afterwards  amputated. 

Trespasser  run  over  and  killed  near  Pyle. 

Boy  employed  at  coke  ovens  at  Tynewydd 
Siding  run  over  and  killed  from  his  own 
want  of  caution. 

Labourer  crushed  to  death  between  truck 
and  wall  whilst  incautiously  moving  trucks 
in  a  coal  siding  on  the  Ely  Valley  Section. 

Express  passenger  train  ran  into  siding  at 
the  Victoria  Station,  Sheffield,  through 
points  being  wrong,  and  came  into  col- 

-  lision  with  an  empty  train.  Eight  pas- 
sengers, the  driver  and  guard  of  the 
express  train,  and  the  fireman  of  the 
empty  train,  injured. 

Slight  collision  between  a  passenger  train 
and  some  waggons  near  Cooke's  Siding, 
Tinsley.  Twenty-two  passengers  slightly 
iojured. 

Part  of  a  mixed  mineral  and  passenger 
train  got  off  the  rails,  and  went  over  a 
bridge  near  Northorpe  Station.  Six  pas- 
sengers injured. 


Trespasser  run  over  and  killed. 
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Date 

of 

Accident. 


1869: 
27  April 


16  July 

27  July 

10  Feb. 

8  June 
2  Aug. 

9  Dec     - 


NAME 

OF   RAILWAY 

COMPANY. 


Manchefter  South 
Junction  and  Altrin- 
rhnin '  ■  ronffaufiwr. 

-    ditto  - 


ditto 


PuMogen 
KiUed  or 

Injured 
fh>m 

Caiuet 

beyond 
theii  own 

Control. 


3    1 


15 


PassengerB 
KiUedor 
Injured 
firom  their 
own  Mi«- 
condnct  or 
want  of 
Caution. 


1 


Mtrjport    tad   Cu^ 
lisle. 

-    ditto  -        -       - 


ditto 


12  Mar.    - 


28  Jan.     - 


29  Jan. 


2  April 


4  Jan. 
15  Jan. 
21  Jan. 

21  Jan. 

22  Jan. 
25  Jan. 


ditto 


Mawddwy 

Metropolitan 
.    ditto  - 
•    ditto   . 


4  Feb. 
24  Feb. 

84  Feb. 


5  Mar. 


Midland  - 


ditto 


ditto 


ditto 


ditto 
ditto 


ditto 


ditto 


ditto 


ditto 


16 


Serrantt  of 
Companies 
or  of  Con- 
tractor! 
KiUedor 
Injured 
from 
Causes  be- 
yond their 

own 
Control. 


Senrantiof 
Companies 
or  of  Con- 
tractors 
KiUedor 
Injured 
from  their 
own  Mis- 
conductor 
want  of 
Caution. 


Persons 
KUledor 
lured 

ing 
stLeTel 
Crossings. 


Injured 
whilst 


11 


Tres- 

passers. 


Mis- 
rsJlaneous. 


NATURE   AND    CAUSE 

of 

ACCIDENT. 


Trespaaser  run  o?ex  and  killed. 


Collision  near  the  Old  Trafford  Station 
between  a  London  and  Nbrth  Weetero 
passenger  train  and  a  cattle  tnin.  Fifteen 
paaaengert  injured. 

Platelafer  struck  bj  a  trayeOing  crane 
which  wae  being  removed  at  Old  Trafford. 
and  kiUed. 

Trespasser  run  orer  and  killed  near  Brajton 
Station. 

Trespasser  run  over  and  killed  near  Bnllgill 
Station. 

Porter  at  Wigton  Station  fell  and  had  his 
leg  broken  by  a  waggon  wheel  passio; 
over  it. 

Collision  between  a  ballast  train  and  a 
mineral  train  between  Aspatria  and  Boll- 
gill  Stations.  Eleven  platelayers  m  the 
ballast  train  injured.  The  company  state 
in  their  return  of  the  accident  that  the 
platelayers  were  injured  through  their  own 
want  of  caution. 

Stoker  run  over  and  killed  whilst  iocan- 
tiously  shunting  trucks  at  Mawddwy  Sta- 
tion. 

Collision  at  Baker-street  Junction  between 
a  passenger  train  and  an  empty  engine. 
Three  passangera  injured. 

Collision  at  Portland-road  Station  between 
two  passenger  trains.  Sixteen  passengerb 
injured. 

Passenger  train  ran  at  too  g^reat  speed  into 
the  Westminster  Station  of  the  Metro- 
politan District  Railway,  woriced  by  the 
Metropolitan  Railway  Company.  Two 
passengers  slightly  injured. 

Platelayer  run  over  and  killed  near  Harp- 
enden  from  want  of  caution. 

Boy  run  over  and  killed  whilst  crossing  at 
Hathem  Station. 

Run  over  and  killed  at  a  public  levd  doss- 
ing at  Keighley. 

Porter  had  his  foot  injured  in  jumping  from 
an  engine  near  Cheaterfield. 

Fireman  killed  in  attempting  to  get  upon 
an  engine  in  motion  at  Kentish  Town. 

Carman  in  company's  employ  run  over 
whilst  incautiously  crossing  the  line  near 
St  Pancras  Station.  Both  feet  and  one 
hand  cut  off. 

Platelayer  run  over  and  killed  from  his  own 
want  of  caution  near  Normanton. 

Night  watchman  run  over  and  killed  from 
his  own  want  of  caution  between  Elstree 
and  Mill  Hill. 

Labourer  in  locomottre  department  ran 
over  and  killed  near  Kentish  Town  from 
his  own  want  of  caution. 

Run  over  and  killed  at  public  level  crossing 
at  Heanor  Junctien. 
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Dttte 

of 

Accident. 


NAMB 

OP    RAILWAY 
COMPANY. 


PatMngen 

Killed  or 

Ii^ured 

Arom 

Causes 

beyond 

their  own 

Control. 


-s 


Passengers 
Killed  or 
Ii^ured 
trom  their 
own  Mis- 
conductor 
want  of 
Caution. 


Servants  of 
Companies 
or  of  Con- 
tractors 
Killed  or 
Injured 

non 
Causes  be- 
yond their 

own 
ControL 


Senrantsof 
Companiei 
or  oi  Con* 

tracton 
Ktiledor 

lojored 
from  their 
own  M  is- 
ooodnotor 

want  of 

Caution. 


1 


Persons 

KiilMlor 

I^TCd 

whUst 
croisinfr 
at  Lerel 
Crossings. 


Tret- 

patsers. 


Mis- 
ceUaneous. 


t 


NATURE  AND  CAUSE 

of 

ACCIDENT. 


1860: 
25Mardi- 


26ICtrch- 

lApifl  - 
9Aprfl  - 


Midland—eonlMwe^ 


ditto 


ditto 


13  April  . 
3K«7    - 

4Mtj 

211hy     . 


2  June  - 


9  Jose  . 


12Jne 


UU 


7Jutj  . 

9  July  - 

13  July  - 

24  July  . 


ditto 


ditto 


ditto 


ditto 


ditto  . 


ditto 


ditto 


ditto 


•    ditto 


ditto 


-  ditto 

•  ditto 

•  ditto 

•  ditto 


31  July    - 
HAifiut 

90ct    - 
90et.    . 

0.27. 


ditto 


»    ditto 


10 


11 


B  4 


Goods  guard  nm  over  and  killed  whiUt  in- 
cautiously  crosnng  the  line  near  Kentish 
Town  Station. 

Passenger  attempting  to  get  into  a  train  in 
motion  at  Saltaire  Station  fell  between 
the  train  and  the  platform.  One  leg 
broken. 

Under  goods  guard  knocked  down  and  se- 
verely ii^ur^  whilst  incautiously  crossing 
the  line  at  Nottingham. 

Collision  between  an  express  passenger  train 
and  a  single  engine  at  Wellingborough 
Station.    Ten  passengers  injured. 

Platelayer  knocked  down  by  a  train  and 
killed  near  Kegworth  from  his  own  want 
of  caution. 

Run  orer  and  killed  at  a  public  level  cross- 
ing at  the  Earby  Station. 

Goods  guard  mn  over  and  severely  injured 
by  a  train  near  Harlington  from  his  own 
want  of  caution. 

Boy  run  over  and  killed  at  the  public  level 
crossing  at  the  Heanor  Junction. 

Superintendent  in  works  department  run 
over  and  killed  near  Forge  Mills  from  his 
own  want  of  caution. 

Passenger  run  over  and  killed  whilst  in 
cautiously  crossing  the  line  at  Bingley 
Station.     Had  been  warned  not  to  cross. 

Collision  at  the  Woodlesford  Station  be- 
tween a  Midland  passenger  train  and  a 
Lancashire  and  Yorkshire  patstnger  train. 
No  person  iigured. 

Passenger  without  a  ticket,  kiUed  in 
attempting  to  get  upon  a  waggon  in 
motion  in  the  Holbeck  Station. 

Platelayer  mn  over  and  killed  near  the 
Helper  Station  from  his  own  want  of 
caution. 

Run  over  and  killed  at  a  public  level  cross- 
ing at  Helpstone. 

*  Trespasser  (suicide).  A  man  laid  himself 
down  on  the  rail  near  the  Hunslet  sidings, 
and  was  run  over  and  killed. 

Trespasser  run  over  and  killed  near  Raw- 
marsh  Station. 


Passenger  got  through  a  window  of  a  third- 
class  carriage  in  an  excursion  train  when 
passing  through  the  Haddon  Tunnel,  and 
falling  under  the  wheels,  was  run  over  and 
killed. 

Trespasser  run  over  and  killed  near  Broms- 
grove. 

*  Trespasser  in  an  unsound  state  of  mind, 
committed  suicide  by  placing  himself  on 
the  rails  in  front  of  an  approaching  train. 

Platelayerrunoverand  killed  near  Rawmarsh 
Station  from  his  own  want  of  caution. 

Collision  between  a  mail  train  and  an 
excursion  train  at  Long  Eaton  Junction. 
Seven  passengers  in  the  excursion  train 
killed,  and  eleven  injured.  One  guard  in 
the  excursion  train  ii^ured. 
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BETURN   RELATIVE   TO   RAILWAY  ACCIDENTS. 


Date 

of 

ilccident. 


NAME 

OF    RAILWAY 

COMPANY. 


Passengen 

Killed  or 

Injured 

from 

Causes 

beyond 

their  own 

ControL 


Passengers 
Killed  or 
Injured 
from  their 
own  Mis- 
conduct or 
want  of 
Caution. 


1 


i 


Servants  of 
Companies 
or  of  Con- 
tractors 
KUled  or 
Injured 
from 
Caiises  be- 
yond their 
own 
Control. 


•s 


Serrantsof 
Companies 
or  of  Con- 
tractors 
KiUed  or 
Injured 
from  their 
own  Mis- 
conduct or 
want  of 
Caution. 


3 


•? 


Persons 
KiUed  or 

Injured 
whilst 

crossing 

at  LeTel 
Crossings. 


1 


Tres- 
passers. 


Mis- 
cellaneous. 


•8 


I 


NATURE   AND   CAUSE 

of 

ACCIDENT. 


1869: 
22  Oct. 


23  Oct. 


Midland— ^<m/mtr«il. 


ditto 


10  Nov. 


17  Nov. 


9  Dec.   - 


IJuIy  - 

13  July  - 

8  Nov.  . 

14  Dec.  • 

6  Dec.  • 

18  Jan.  - 

13  Feb.  . 

9  Majr  - 


6  July 


13  July 


2  Aug. 


ditto 


ditto 


•    ditto 


Monmouthshire 


ditto 


ditto 
ditto 


Neath  and  Brecon 


North     and    .Sontfa 
Western  Jnnction. 


North  Easttni  • 


.    ditto 


ditto 


-    ditto  . 


ditto 


10 


48 


Ran  over  and  IdUed  at  Ac  Utley  level 
crossing. 

Number  taker  in  service  of  Stavelej  Iron 
Company  run  over  and  killed  whilst 
incautiously  crossing  the  line  at  Staveley. 

Knocked  down  and  severely  injured  by  a 
train  at  a  footcrossing,  about  150  yards 
on  the  south  side  of  the  Long  Eaton 
Station. 

Colliaion  between  a  passenger  train  and  a 
ballast  train  near  the  Sawley  Junction. 
Three  passengers  injured. 

Collision  near  Burton  Joyce  between  a 
mail  train,  and  part  of  a  goods  train 
belonging  to  the  Manchester,  Sheffield, 
and  I^oolnshire  Railway  Company,  con- 
veying baulks  of  timber,  which  had  got 
off  the  rails  and  blocked  the  line,  in  con- 
sequence of  a  waggon  axle  breakhig.  No 
person  injured. 

Collision  at  Ebbw  Vale  between  a  passenger 
train  and  a  mineral  train.  Six  passengen 
injured. 

Woman  who  hsd  accompanied  some  pas- 
sengers to  the  Cnmbran  Station,  was 
afterwards  run  over  and  killed  whilst 
improperly  crossing  the  line. 

Trespasser  run  over  and  killed  at  Newport. 

Boy  five  years  old  run  over  whUst  trespass- 
ing on  a  siding  at  Risca.  Hand  and  foot 
crushed. 

Trespasser  run  over  and  killed. 

Collision  between  two  North  London 
passenger  trains  near  Acton,  at  the 
Junction  with  the  South  Western  Eicb- 
mond  Extension.  Seven  passengers  and 
a  guard  injured.  One  of  the  passengers 
died  afterwards. 

Collision  at  Thinford  Junction  near  Ferry, 
hill,  from  an  engine  running  Tiolectiy 
into  a  passenger  train,  to  which  it  was 
about  to  be  attached.  Eight  passengers 
injured. 

Passenger  train  ran  into  a  siding  at  TliirBk, 
through  &cing  points  being  wrong,  and 
came  into  violent  oollision  wiUi  a  goods 
train.  One  passenger  killed  and  ten 
injured.  Driver,  fireman,  and  two  guards 
of  psssenger  train  injured. 

Collision  near  Castle  Howard  Stttion,  be- 
tween an  excursion  train  and  a  goods  train. 
Forty-eight  passengers  and  fireman  in- 
jured. 

Passenger  train  belonging  to  the  Great 
Northern  Railway  Company  got  off  the 
rsils  at  Burton  Salmon  Junction,  in  con- 
sequence of  a  bolt  in  the  fiicmg  points 
having  fisllen  out.  Three  passengers  and 
two  guards  injured. 

Last  earriage  in  a  passenger  train  left  the 
rails  dose  to  the  Gatei^bead  Station,  and 
falling  over,  killed  a  passenger  who  had 
just  jumped  from  it.  Accident  caused  by 
the  signalman  altering  the  points  betore 
the  last  carriage  had  passed. 
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Dtte 

of 

Aeddeot. 


1869: 


ISept  - 


16  Oct 
22  Oct. 

8  Nor. 
11  Not. 


24  Not. 


11  Dec 
28  Dec 

1  Ju. 

8  J«L 

14  Jn. 
20  Jn. 

IMar. 


27  Urn.  • 
24  April  • 

24  April  - 
24  Feb.    - 


i;jut 


I 


NAME 

OF  RAILWAY 

COMPANY. 


PasteDgen 
KUled  or 
Iqjured 
Arom 
Caxues 
Iwyond 
their  own 
Control. 


a  s 


North  Eastern—eofi- 


-    ditto 


ditto 


£tto 


ditto 


ditto 


ditto 


ditto 


ditto 


North  London 


ditto 


ditto 


ditto 


ditto 


ditto 


ditto   . 


-    ditto  • 

North  Staflrordshire 


ditto 


PaMengert 
Killed  or 
Injured 
from  their 
own  Mis- 
conduct or 
want  of 
Caution. 


Servantiof 
Conapaniet 
or  of  Con- 
tractors 
Killed  or 
Injured    j 
from 
Causes  be.  1 
yond  their ' 
own      I 
Control. 


Serrants  of 
Companies 
or  of  Con- 
tractors 
Killed  or 
IiOured 
from  their 
own  Mis- 


Persons 
Killed  or 
Injured 
whilst 
crossing 
at  I^Yel 


conductor  '  Crossings, 
want  of 
Caution. 


-s 


I 


J  i  3    ^ 


26 


15 


I 


Tres- 


-6 


M 


Mis- 
cellaneous, 


NATURE    AND    CAUSE 

of 

ACCIDENT. 


0.27. 


A  third-clats  cftrritge  in  a  train  moving 
slowly  at  the  Yarm  Station,  got  oflF  the 
railf  at  some  points,  and  fell  over  on  its 
side.    Eight  passengers  injured. 

Collision  between  a  passenger  train  and  a 
mixed  coal  and  cattle  train  at  Strensall 
Station.  A  cattle  dealer  riding  in  the  Tan 
at  the  rear  of  the  coal  train  killed.  One 
other  passenger,  and  the  guard  of  tlie  pas- 
senger train,  were  injured. 

Passenger  getting  out  of  a  train  in  motion 
at  the  ticket  platform,  Newcastle,  fell 
under  the  wheels  and  was  killed. 

Collision  on  the  Bishop  Auckland  Braoch 
between  a  passenger  train  and  some  run- 
away coal  waggons.  Driver  and  fireman 
of  the  passenger  train  killed,  and  26  pas- 
sengers injured. 

Girl  aged  seren  years  run  orer  and  killed 
at  Castleford  level  crossing. 

Passenger  in  getting  out  of  a  train  in  motion 
near  Bolton  Percy  Stetion,  fell.  Arm  and 
ankle  broken. 

Collision  at  Filey  Station  between  a  passen- 
ger train  and  a  cool  train.  Fifteen  pat* 
sengers  injured. 

Passenger  getting  out  of  a  train  in  motion 
at  Walker  Station  fell  between  platform 
and  carriage,  and  Iiad  both  legs  crushed 
by  the  wheels.  Legs  afterwards  ampu- 
tated. 

Axlo  of  the  engine  tender  in  the  up-mail 
train  broke  when  near  Dalton  Junction. 
'l"he  whole  of  the  train,  consisting  of  eight 
rehicles,  left  the  rails,  but  remained  on 
their  wheels.  One  passenger  and  six  post- 
office  clerks  injured. 

Coal  porter  in  service  of  company  run  over 
and  killed  at  Bow,  from  his  own  want  of 
caution. 

Passenger  had  his  leg  broken  in  alighting 
from  a  train  in  motion  at  Edgeware-road 
Station. 

Passenger  run  over  and  killed  at  Dalston 
Station,  from  bii  own  want  of  caution. 

I'assenger  killed  in  incautiously  alighting 
from  a  train  before  reaching  the  Highbury 
Station  platform. 

Inspector  of  works  in  company's  service 
run  over  and  killed  at  Highbury  Station, 
from  his  own  want  of  caution. 

Trespasser  run  over  and  killed  near  Cale- 
donian^road. 

Cattle  driver  (passenger)  fell,  from  his  own 
want  of  caution,  from  a  cattle  train  in 
motion  whilst  passing  Newington-road 
Station,  and  broke  his  leg. 

Guard  killed  In  incautioudy  alighting  from 
a  train  in  motion. 

Goods  guard  run  over  ami  killed  at  Cliffe 
Vale  Works,  through  his  own  want  of 
caution. 

Slight  collision  at  Stolve-upon-Trent  Station 
between  a  passenger  train  belonging  to 
the  London  and  North  Western  Railway 
Company  and  a  van.    No  person  Injured. 
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Date 
Accident 

NAME 

OF    RAILWAY 

COMPANY. 

PtttHDEel^ 
lyiled  or 
Injured 

from 

Cancel 

bpyoud 

their  own 

Killed  or 
InJLirvtl 
froin  their 
awn  Miji- 
ccnducr  or 
wfiDt  of 
t.'ducioii> 

Sflrvdnts  of 

[7omp«DiM 

Of  of  CoO- 

iractor* 

Kil]«d  or 

Injured 

from 

jDud  their 
own 

CODECOl. 

Servaats  of 
Companies 

orolCon- 
tracton 

Killed  or 
beared 

from  their 

own  Mis- 
..ndnot  or 
want  of 
Caution. 

Persons 
KUledor 

liljnred 
whilst 

erossing 

at  Lerel 
Crossings. 

Tms- 

possexs. 

Mis- 

cellaneotu. 

• 

NATURE    AND    CAUSE 
of 
AC  CI  DENT. 

1 

ui 

t 

3    1 

r^       "5* 

a 

t 

a 

'& 

1 

1 

S 

1 

1869: 

15  MucU- 
2S«r    - 
7  Jane  - 

24  Jaixe    - 

If  Sept  - 
3Mut:h- 

3JuJj    - 

7Aag.    - 

GMarah- 

9S«pt.  - 

25  Not.   - 

3  Dee.   - 

21  April  - 

14  Oct    . 

26  Jan.     - 

-  ditto   -        ^        - 

-  ditto  - 

-  ditto  -        "        - 

-  ditto  - 

-  ditto  - 

-  ditto  - 

Oldham,         Aahtoii- 
nnder-LynOr      *^^ 
Guide  Bridge  Junc- 
tion. 

«Tid  Nortti  Walei. 

PreiUjo    and    hong- 
ridge  Joint   Com- 
mitteo. 

-  ditto  <        -        - 

Preston  and  Wjre   • 

-  ditto  .        .       . 

-  ditto  - 

-  ditto  .        -        - 

Rhjmney 

-  ditto  -        -        - 
South  Butern- 

3 

1 

1 
_ 

3 

1 
1 
1 

1 

1 

1 

1 

1 
1 

1 

1 

1 
1 

— 

_ 

1 

1 

- 

Farmer'A  wife  itmck  1^  aUidn  and  kiUid 
whilst  incaatioiidy  cniesing  the  line  at 

Porter  run  over  and  killed  wfaflit  incau- 
tiouBly  croMing  the  railway. 

Gatekeeper  run  over  and  killed  wbibt  walk- 
ing on  the  line. 

Pointsman  rnn  OTer  and  killed  wlukt  in- 
cautiously crossing  ^m  line. 

Paisenger  kUled,  it  is  supposed,  fron  getting 

An  engine  of  the  company  propelling  wag- 
gons   into  a  private  yard,  adjoimng  the 
coal  yards  at  Preston,  came  into  Tioleat 
eontact  with  the  ardi  of  a  bridge  which 
was  only  constructed  for  waggons  toptts 
under.    The  dome  being  knocked  ^  a 
sudden  outburst  of  steam  scalded  to  destfa 
a  yardsman  in  the  aerrice  of  the  owners 
of  the  yard. 

Hun  OTer  and  kflled  at   Leyland  Station 
level  crosshag. 

Goods  guard  run  over  and  killed  atOldban 
from  his  own  want  of  emtion. 

Run  over  and  killed  at  Uwyntidman  occu 
pation  level  crossing. 

Train  laden  with  stones  running  down  sii 
incline  by  ite  own  gravity  at  too  great 
M>eed  into  the    Deepdale   stone  yard  at 
Preston,  forced  its  way  through  the  yard 
and  broke  down  part  of  a  oottagc    No 
person  injured. 

Engine  driver  incautioosly  attempting  to 
stop  some  waggons  in  motion  at  Deepdale 
Junction^  had  his  foot  crashed  by  vhfds. 
Part  of  foot  afterwards  ampuUted. 

Trespasser  crushed  between  goods  tnm  and 
an  engine  in  a  goods  siding  at  Fleafewood 
Station.    Died  on  the  third  day  after  the 
accident 

Goods  yard  mspector  run  over  and  killed, 
whilst  incautiously  standing  on  the  line. 

Collision  near  Lytham  Junction  between  a 
passenger  train  and  a  coal  train.    Three 
passengers,  the  breaksman  of  the  goods 
train,  fireman,   and  gaard  of  passenger 
tram  injured. 

Platelayer  run  over  and  killed  at  tiio  inno- 
tion  with  the  Lancaster  ai.d  Carliafe  Rail- 
way, from  his  own  want  of  caution. 

Fireman  killed  in  attempting  to  get  upon 
an  engine  in  motion  at  Rhymney. 

Goods  guard  fell  from  his  train  wlulst  m 
motion  near  Boigood,  and  «as  killed. 

Goods  guard  engaged  in   shunting  opera- 
Uons  at  Paddock  Wood  Station  had  his 
foot  crashed  by  wheds  tirrough  liis  own 
want  of  caution.       Died   shortly  aftei^ 
wards. 
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Date 

of 

Aoddent. 


1969: 


I79eb. 
«Afrfl 

7  June 

8  Jane 

6Sq>t. 


,  8<nrth  Saiteni«H)oa/<^. 


ditto 


25  8flpL 


iSSept. 


4Qet    « 

UOet    - 


lIMvff^ 


UJ 


tT\ 


2$N«T. 


NAME 

OP   RAILWAY 

COMPANY. 


Paatengen 

Killed  or 

IqJared 

from 

CaoMfi 

b«70Dd 

their  own 

Control. 


<fittO- 


ditto 


ditto 


ditto 


ditto 


ditto 


ditto  - 


ditto 


ditto 


ditto 


ditto 
*-    (Htto 


dittt* 


•s 


Passengers 
Killed  or 

injured 
firom  tfaoir 
own  Mis- 
conduct or 

want  of 
Caution. 


Servants  of 
Companies 
or  of  Con- 
tractors 
miedor 
I^Joied 
from 
Causes  be- 
yond their 

own 
Control. 


Serrantsof 
Companies 
or  of  Con- 
tractozs 
Killed  or 
Injured 
from  their 
own  Mis- 
conduct or 

want  of 
Caution. 


Persons 
Killed  or 
IqJured 
whilst 
crossing 
at  L«TeI 
Crossings. 


Tres- 


es      « 


I 


Mis- 

oellaoeous. 


NATURE  AND  CAUSE 

of 

ACCIDENT. 


Goods  breakman  iocautioiisly  riding  on 
tlie  step  of  hia  break  came  iu  contact  witli 
a  gauge  post,  and  foiling  under  the  wheels 
was  ran  over  and  killed. 


Trespasser  on  the  Greenwich  line  run  orer 
and  kUled. 

Carpenter  in  senrioe  of  the  company  ran 
OTcr  and  killed  whilst  working  incanti- 
Qualy  on  the  line  near  Waterloo  Junction. 

GUxkIs  porter  at  Margate  Station  crashed 
to  death  between  waggon  and  wall  from 
his  owa  WMit  of  oaotlon. 


Engine  ditivar,  whilst  tonihig  his  engine  on 
a  turntable,  received  snoh  severe  injuries, 
in  consequence  of  another  engine  coming 
in  contact  with  it,  that  death  ensued. 

Passenger  (gunner  in  the  Royal  Artillery) 
kiUad  in  impradcntly  getting  out  of  a 
train  in  motion  at  New  Cross  Station. 

Two  carriages  of  a  paaaengar  train  got  off 
the  rails  when  passing  over  points  at  the 
BoBungh  Market  Junction.  About  eight 
passengers  and  the  guard  injured. 

Fireman  of  goods  train  fell  from  his  en- 
gine near  Seven  Oaks  Station,  and  was 
kilted. 

Carman  in  oompRuy's  service  crushed  to 
death  between  bnffers  whilst  incautiously 
shunting  tracks  at  Reading. 

Passenger  incautiously  alighting  from  a 
traiii  in  motion  at  Woolwich  Arsenal 
Station,  ibU  and  bad  hia  right  ft>ot  so 
severely  injured  by  the  wheels  as  to  re- 
quire amputatign. 

Passenger  alighting  iVom  a  train  in  motion 
at  New  (>oss  Station,  fell  between 
can! age  and  platform,  and  was  severely 
injured. 

*  TrespasKT  Cs^>icide).  A  man  threw 
himseir  fti  fi^t  of  an  approaching  train 
between  Cftdiileld  and  Orpington,  and  was 
ran  over  and  killed. 


Trespasser  run  over  snd  killed  in  Wadhurst 
TnnoeL 

Trespasser  run  over  and  killed  near  Wei- 
liegto^ecOege  Station. 


Platebyer  run  over  and  killed  between  Sj 
Road  Station  and  Corbetto  Lane  ~ 
from  bis  own  want  of  caution. 


Spa 

lUS, 


Engine  of  a  passenger  train  and  one  carriage 
gut  off  tbe  rails  at  a  pair  of  points,  when 
entering  the  Ciiaring  Cross  Scation.  Two 
passengers  slightly  injured. 

Labourer  in  South  Eastera  Company's 
service  ran  over  and  killed  by  an  up 
Croydon  train,  whilst  incautiously  signal- 
li0g4rsinaiMw r  ftfi  Road  Station  during  a 
densfffog. 

Run  over  and  killed  at  the  level  crosaing  at 
New  Beekenham  Station. 


0.27. 
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Date 

of 

Accident 


NAME 

OF   RAILWAY 

COMPANY. 


PaMengers 
Killed  or 
Injtured 

froin 

CauMt 

beyond 

their  own 

Control. 


Passenger! 
KUled  or 
Injured 
from  their 
own  Mis* 
conduct  or 
want  of 
Caution. 


Senrants  of 
CompAnies 
or  of  Con- 
tractors 
Killed  or 
Injured 
from 
j  Causes  be- 
yond their 
own 
Control. 


1869: 
30  Nov.  - 


30  No?.  -    -    ditto 


South  Eflstern— eoii/^. 


24  Dec. 


21  Jan.  - 
13  July  - 

30  Jnn.  - 


26  Jan. 


29  Jan.  - 


6  April- 


23  Oct.  - 
19  Not.  - 

30  Not. 
13  May  • 


15  May - 


29  May  - 


27  Nov. 


31  Dec. 


ditto 


Stafford  and  Dttoxeter 


Stamford  and  Essen- 
dine. 


Taflf  Vale 


ditto 


-    ditto   - 


ditto   - 


ditto 


ditto 


-    ditto   - 


Vale  of  Towy  • 
(Leased  to    Uanelly 
and  London  and 
North  Western  Rail- 
way CoBapaBies.) 

-    ditto   -        •        - 


WhitehaTen,  Cleator^ 
and  Egremont. 


ditto 


ditto 


Total  for  BigUnid.,  ,. 
andWales.        -^1  ^^ 


.a  J 


20 


Senrants  of 
Companies 
or  of  Con- 
tractors 
Killed  or 
Injured 
from  their 
own  Mis- 
conduct or 
want  of 
Caution. 


1 


Persons 
Killed  or 
injured 
whilst 
crossing 
at  Level 
Crossings. 


i  i 


Tres- 
passers. 


Mis- 
cellaneous. 


15 


16 


97 


43 


23 


73 


16 


NATURE    AND    CAUSE 

of 

ACCIDENT. 


Passenger  fell  from  his  oirn  want  of  caatioa 
from  the  platform  at  Hoxton,  and  was 
mn  OTer  by  a  train.  Thigh  broken,  and 
hand  Injured. 

Passenger  fell  from  his  own  want  of  caatioa 
from  the  platform  at  ("harlton  Station,  sad 
was  run  over  by  a  train.  Left  leg  crushed, 
and  afterwards  amputated,  and  right  leg 
much  injured. 

Passenger  run  over  and  killed  from  incau- 
tiously alighting  from  a  train  in  motion  at 
Tonbridge  Station. 

Trespasser  run  over  and  killed  between 
Stowe  and  Weston. 

Trespasser  (a  child  24  years  old)  nm  orer 
and  killed  on  the  Sibson  Extension 
Branch. 

Passenger  at  the  Junction  with  the 
Rhynroey  Railway,  at  the  Wahmt  Tree 
Bridge  Station,  killed  whilst  inoautioody 
crossing  the  line. 


Goods  porter  run  over  and  killed  whilst 
incautiously  shimting  a  goods  track  at 
Cardiff. 

Mioeral  train  guard  mn  over  and  killed 
whilst  imprudently  uncoupling  waggons 
in  motion  near  Adare  Colliery  Siding. 

Carpenter  in  service  of  the  company  run 
over  and  killed  near  Penarth  Dodks,froin 
his  own  want  of  caution. 

Trespasser  ran  over  and  killed  at  Cardiff. 

Breaksman  run  OTer  at  Cardiff,  from  his 
want  of  caution.    Foot  amputated. 

Goods  guard  fell  from  tender  in  a  siding  at 
Penarth,  and  was  run  over  and  killed. 

Serraot  of  company  run  oTer  and  killed, 
from  his  own  want  of  caution,  at  Llanwrda 
Station. 


Porter  at  Llandovery  Station  crushed  to 
death  between  truck  and  wall  of  goods 
shed,  through  his  own  want  of  caution. 


Passenger  train  ran  through  a  siding  and 
off  the  line  at  Branthwaite  Station,  in 
consequence  of  the  points  being  set 
wrong.    Seven  passengers  injured. 


Servant  of  company  fell  from  waggons 
whilst  incautiously  shunting  at  Clealor 
Moor.    Foot  injured. 


Trespasser  run  oTor  near  Moor  Row  Sta* 
tion.  Died  a  few  days  after  the  acddedt 
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SCOTLAND. 


Hate 
of 


1869: 
lOet. 


13Jtii.    - 


14  Jan. 


8  Feb. 


17  Feb; 


18  Feb. 


NAME 

OF    RAILWAY 

COMPANY. 


Aberdeen  Joint  Station 


Passengen 
KUled  or 
Injured 

from 

Causes 

beyond 

their  own 

Control. 


9]far.  * 

13  Mar.    - 


15  April 


4Ma7 


1  Jane 


4  Jane 


S4Jane 


SJalj 


23J«}j 


fiJiOj 


JlJily 


lAi^    . 
0.27, 


Caledonian 


ditto 


ditto 


dUto 


ditto 


*    ditto  - 


ditto 


ditto 


ditto 


ditto 


ditto 


ditto 


ditto 


ditto 


ditto 


ditto 


ditto 


Passengers 
Killed  or 
Injured 

from 

their  own 

Misconduct 

or  want  of 

Caution. 


1 


Servants  of 
Companies 

or  of 

Contractors 

Killed  or 

Injured 

from 

Causes 

beyond 

thoir  own 

Control. 


■8 


Servants  of 
Companies 

or  of 

Contractors 

Killed  or 

Injured 

from  their 

own 

Misconduct 

or  want  of 

Caution. 


Persons 

Killed  o. 

injured 

whilst 

crossing  at 

Level 
Crossing!. 


1 


Tres- 
passers. 


Miscel- 
laneous. 


i 


c  3 


NATURE  AND  CAUSE 

of 

ACCIDENT. 


Porter  incautioaslj  fastening  luggage  on 
roof  of  a  carriage  in  the  Aberdeen  Joint 
Station,  fell,  and  was  killed. 

Pointsman  run  o?er  and  killed,  near 
Wishaw,  from  his  own  want  of  caution. 

Waggon  greaser  crushed  between  waggons 
at  West  Street  Junction,  Glasgow, 
from  his  own  want  of  caution.  Died 
the  day  after. 

Breaksman  run  over  and  killed  at  the 
Carstairs  Station^  from  his  own  want  of 
caution. 

Fireman  run  over  and  killed  near 
Wishaw  Station^  from  his  own  want  of 
caution. 


Platelayer  struck  by  a  train,  and  kil'ed, 
whilst  incautiously  standing  on  the 
Viaduct,  near  Port  Glasgow  Goods 
Depdt. 

Trespasser  run  over  and  killed,  between 
Rosemount  Crossing  and  Blairgowrie. 

Servant  of  Company  run  over  and  killed 
whilst  incautiously  crossing  the  Line  at 
Stepp  Road  Station. 

Servant  of  Coal  Merchant  run  over  and 
killed  in  Paisley  Mineml  Station,  from 
his  own  want  of  caution. 


Platelayer  run  over  and  killed  whiUt 
working  incautiously  on  the  line  near 
Auchterarder. 

Breaksman  run  over  and  killed  whilst 
incautiously  shunting  waggons  in  Dal- 
mamock  Mineral  Depdt. 

Platelayer  run  over  and  killed  whilst 
working  incautiously  on  the  line  between 
Rlvanfoot  and  Abington  Stations. 

Collision  near  Auchterarder  between  a 
goods  train  and  a  following  engine ; 
breaksman  of  goods  train  injured. 

Platelayer  run  over  and  killed  near  Braid- 
wood  Station,  whilst  incautiously  sitting 
on  the  line. 

Coupling  of  waggon  in  a  passenger  train 
broke  when  backing  into  the  Blairgowrie 
Station,  and  part  of  the  train  came  into 
collision  with  an  engine  which  was 
standing  on  the  line.  Five  passengers 
and  guard  received  contusions. 

Collision  between  a  passenger  train  and  an 
engine  at  Holytown  Junction.  Two 
passengers  injured. 

Trespasser  run  over  and  killed  between 
West  Ferry  and  Dundee  East. 

Trespasser  struck  by  a  train  and  killed 
near  Coupar  Angus. 
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B8TURN    RSLATIYJS   TO   RAILWAY   ACCIDSNT8. 


Dule 

of 

Accident. 


NAME 
OF   RAILWAY 
COMPANY. 


PasMDgers 
Killed  or 

Injured 
from 

Caiuee 

beyond 
their  own 

control. 


Pftsiengert 

Killed  or 

Injured 

from 

Iheir  own 

Misconduct 

or  want  of 

Caution. 


1 


•8 


Servants  of 
Companies 

or  of 

Contractors 

Killed  or 

Injured 

from 

Causes 

beyond 

their  own 

ControL 


Servants  of' 
Companies  * 

or  of 

Contractors 

KillMior   , 

Injured 

from  their  crossing  at 

own       I     Level 
Misconduct  Crossings. 
or  want  of  I 
Caution. 


I 


[    Persons 
Killed  or 
Injured 
wiiilst 


Tree- 


's  !  ^• 


I  a 


Misoel. 
laneoust 


a    >    <3 


NATURE   AND   CAUSE 

of 

ACCIDKNT. 


1869: 
27  Aug.    - 


lOSttpl. 

10  8ept. 
6  0et. 


Caledonitn — ctrntinued 


dtttto 


.    (Htto 


aftto 


6  Oct. 


ditto 


7  Oct. 


9  Oct.    • 


ditto 


-    ditto 


II  Oct. 


ditto 


16  Oil. 


IttOet 


mo 


tlOet. 

22  Oct. 

4  Not. 


ditto 
ditto 


SICov. 

leMim 
15  NoY. 
18N«t. 


ditto 


27  Wot. 


6Doc 


dtttto 


Porter  mn  over  and  Icilled  in  attempting  to 
get  upon  a  train  in  motion  at  Longfor- 
gan  Station. 


Breakman  ervthed  to  death  wfailii  in- 
cantionaly  nnoonpling  war goos  in  motion 
on  Holjtown  Banic. 


Trespaaaer  mn  OTerand  kSled  whihit 
ing  tiie  line  at  Cambrae  Iron  Works. 

Bngine  cleaner  ronorer  and  killed  froM  hit 
own  want  of  caation  at  the  Buchanan- 
street  Station. 


Lieft>hand  leading  wheel  of  the  engine  of 
the  down  limited  mail  train  left  tto  nBt 
on  the  Dromlithie  Yiadnct,  in  consegncnce 
of  the  defective  state  of  the  penaanent 
way,  but  after  running  about  balf  a  mile, 
got  on  to  tiie  rail  again. 

Breakanan  of  goods  train  run  over  and  killed 
at  Lonkerbie  Station.  Supposed  to  have 
oocuned  from  his  own  want  of  cautaeB. 

Collision  near  the  GreenhlU  JNmcticm  be- 
tween a  mixed  goods  and  cattle  train, 
carrying  some  passengers,  and  a  goods 
train.  One  cattle  drover  (pasaanger) 
killed,  and  three  others  injumd ;  engine- 
driver,  fireman,  and  guard  in^ired. 

Bngine-driver  of  a  goods  train  lell  and  was 
run  over  whUst  incautiously  oiling  the 
cylinders  near  Carluke  Station .  Leg  cut  off. 

Passenger  train  ran  into  a  sidiog  at  Bbhop- 
ton  Station  from  points  being-wrong.  No 
person  injured. 

Porter  mn  over  aud  killed  in  attMuiitHig  lo 
get  upon  the  engine  of  a  goods  train  in 
motion  at  the  Eassie  Station. 

IHatelayer  run  over  and  killed  whilst  isaan- 
tiously  crossing  theline  at  Dunning  Station. 

Trespasser  run  over  and  killed  near  Cargill 
Statioo. 

Rreosan  run  over  and  killed  whilst  incau- 
tiously uncoupling  waggons  ait  Fortar. 

Collisfon  at  Carmyle  Station  between  a 
passenger  train  and  a  mineral  train.  Nine 
passengers  slightly  injured. 

Trespasser  killed  at  Addiewell  Junction. 

Trespasser  killed  at  Stranraer. 

Tkespasser  killed  at  Bogsbrae. 


GolUsion  at  Garriongill  Junction  between 
the  down  limited  mail  train  and  a  aaincral 
train.    No  person  injured. 

ftsseoger  mn  over  and  killed  whUatinoaa* 
tkHtsly  crossing  the  rails  at  PovtkAkan 
Station. 

GolKsion  near  Lesmahagow  JnnctloQ  be- 
tween a  passenger  train  and  a  goods 
train.    Five  pasaengera  tigurad. 
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^3 


Date 

of 

AoddenL 

NAME 

OF   RAILWAY 
COMPANY. 

Senrants  o 

Pa&sengers  PaasengerB       S?Jf  ^ 

Killed  or      Killed  or   CdntaStop 

Ij?"^        *t^***        KilKdSJ 

from              from          iniured 

Cauues       thetr  own         f^rT 

beyond     Misconduct      (%!" 

their  own     or  want  of      v^wond 

Control.    ^    CauUon.      ^^7^  ^"^ 

Control. 

f  SerranUof 
s  Companies* 

or  of           Personi 
B  Contractors    KlUed  or 

Killed  or       Ii^ored          Tres- 
Ii\]ured         whilst 
from  their   crossing  at      passer*. 

own            Level 
Miscondvct  Crossings, 
or  want  of 
Caudon. 

1 

Misoel- 
laneous. 

NATURE    AND    CAUSE 

of 

ACCIDENT. 

>< 

I'l 

;?i'a 

1 

ui 

1 

3 

i 

1 

1 

I-4 

Killed. 
Injured. 

Killed. 
Injured. 

1869: 
7Defc    . 

9l>ec    - 

HDec    - 

31  Dtt.    - 
31  Dee.    • 

IJan.    - 
l^Fdk.    . 

18  April  - 
8M«T    . 

aoaepL  - 

IdOcC    . 

280it    - 
20  April  - 

«J%    - 
28DM;    - 

-    ditto  - 

.    «tto  .       •        - 

m    ditto  *        *        * 

-  ditto  -        -        - 

Glaigow  and    Sovtk 
Western. 

-  4iCto  -       .       . 

.    dHto  «       .       - 
.    ditto  - 

-ditto  -       -       . 

-  «DUu   -        •        • 
-ditto  -       -        - 

-ditto  -       •       . 
Gmt  North  011900^ 

.    diao  -       «       . 
•    ditto  •       -       - 

1 

- 

8 

2 
18 

I 

- 

i 

i 

1 

1 

1 

1    ~ 

! 

- 

4 

3 

2 

1 

1 

1 

1 

1 

1 
1 

1 

1 

1 

1 

1 

1 

1 

- 

- 

1 

i 
1 

1 

i 
1 

1 
_l 

-j 

i 

i 
I 

i 

! 

Yardflman  in  service  of  the  Company  run 

over  and  killed  whilst  incaatioaslv  nn- 

^«P^|  ^'^gp'"  "»  motion  at  Dundee 
(isaat)  station. 

BoUcr  of  a  pilot  engine  of  a  goods  train 
bnrst  at  StonebaTen.  Driver  and  fireman 
of  the  pilot  engine,  and  driver  of  the  train 
engine  injured. 

CoUiaion  near  Greenock  Station  between  a 
passenger  train  and  an  engine  and  van, 

▼an,  and  the  front  guard  of  the  passencer 
train  injured.                                        ^ 

PUtelayer  run  over  and  kiUed  whilst  incau- 
tiously  crossing  the  Une  at  West  Calder 
Station. 

MotherweU  Station,  between  a  passenger 
train  and  a  mineral  train.    Two  passen- 
gers and  an  intpector  in  service  of  tte 
Company  injured. 

Goods  guard  run  over  and  killed  from  his 
own  want  of  caution,  in  Dumfirles  Goods 
Yard. 

Collision.    A  mineral  train  ran  into  a  paa- 
Sanger  train  which  was  waiting  to  get  into 
the  Paisley  Station.     Thirteen    passen- 
gers (including  Secretary    of  the  Com- 
pany) and  the  driver  of  the  mineral  train 
Injured 

Company's  servant  run   over    and   killed 
whiktincaudously  shunting  at  New  Cum- 
nock SUHon. 

Company's  servant  injured  whilst  inoauti- 
ously  shunting  at  Johnstone  SUtion ;  arm 
amputated. 

CollUion  at  Gretna  Green  Stotion,  between 
a  passenger  train  and  a  goods  train.    One 

injured. 

Labourer  in  Company's  service  run  over  and 
killed  at  Kilmarnock  Station,  from  his  own 
want  of  caution. 

Woman  tr^passing  at  Ajr  raa  oyer  and 
killed. 

own  want  of  caution. 

Mineral    guard  frll  from  his  train    whikt 
in  motion,  at  New  Cumnock,  and  was 
killed. 

Girl  trespassing  oo  tiM  Formartine  section, 
knocked  down  and  severely  injured. 

Goods  guard  crushed  to  death  in  attempting 
to  ooaple  waggons  in  motion   at  Gartly 
Station., 

Two  engines,  with  a  snow  plough  in  ft^^t, 
engaged  in  olearing  snow  at  Oreenhaughy 
got  off  the  rails  and  rolled  down  a  steep 
embankment.    One  driver,  two  firemen, 
and  chief  inspector   of  permanent  way 
killed,  and  one  fireman  slightly  injured. 

0.27. 
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RETURN    RELATIVE   TO    RAILWAY   ACCIDENTS. 


Date 

of 

Accident. 

NAME 

OF    RAILWAY 

COMPANY. 

Passengers 
Killed  or 
Injured 
from 
Causes 
besrond 

their  own 
Control. 

Passengers 
Killed  or 
Injured 

from 
their  own 

Jtfisconduct 
or  want  of 
Caution. 

Serrants  ofi  Serranta  of 
Companies   Companies 

or  of            or  of 

Contractors   Contracion 

Killed  or       Killed  or 

Injured          Injured 

from         from  their 

Causes             own 

beyond      Misconduct 

their  own     or  want  of 

Control.      Caution. 

Persons 
Killed  or 
Injured 
whilst 
crossing  at 

Lerel 
Crossings. 

Tres- 
passer!. 

Miical- 
Uneoiu. 

NATURE    AND    CAUSE 

of 

ACCIDENT. 

1 

1 

2 

i 
t 

8 

1 
18 

20 

4 

1 
2 

3 
04 

1 

1 
1 

1     . 
1 

1 

I 

M 

J 

'g 

1 

I 

»-^ 

1869: 
13  March- 

29  March - 

4  April   - 

30  Dec.    - 

5  Jan.    - 

3  April  - 
19Maj    . 

27  May    - 

31  July    - 
17  Aug.   . 

19  Oct.    - 

1 
23  Not.    • 

1 
1 

23N'>v.    - 
6  Dec.    - 

Highland 

.    ditto   -        -        - 

-  ditto   -        -        - 

1 

-  ditto  -        -        - 
North  British   - 

-  ditto  .        -        - 

-  ditto  -        .        - 

-  ditto  . 

.    ditto  ... 
.    ditto  .        -        - 

-  ditto   •        - 

.    ditto  ... 

-  ditto   - 

-  ditto  .        -        - 
or  Scotland  -    -    • 

1 

1 
I 

• 

1 

1 
1 

4 

" 

1 

f 

- 

1 

1 

1 

- 

Trespasser  injoied  by  a  passiog  train. 

Pointsman  bad  his  foot  crushed  whilst  in- 
cautiously  coupling  cattle-trucks  at  Tain 
Station. 

Trespasser  run  over  and  killed  near  Ard- 
more  SUtion. 

Passenger  attempting  to  leave  a  train  in 
motion  at  the  CaUoden  Station,  fell  be- 
tween the  train  and  the  platform.    Arm 
crushed,  and  afterwards  amputated. 

train  got  off  the  rails  at  Uie  SigfathiU 
Junction  near  Cowlairs.    Eight  passen- 
gers slightly  injured. 

Trespasser  run  over  and  killed  on  Monkland 
Railway. 

A  girl  (passenger),  five  years  old,  killed  near 
Croy,  in  consequence  of  the  door  on  the 
offside,  against  which  she  was  Isanin^, 
giving  way. 

Engine  and  some  waggons  in  a  mixed  pas- 
senger and  goods  train  got  off  the  rails 
whilst  passing    points    (which  were  not 
properly  closed;,  at  a   coal  siding  near 
Angerton    Station.     One  passenger  and 
the  engine-driver  sUghtiy  injured. 

Collision  at  Portobello  Station  between  a 
passenger    train    and     a    goods    train. 
Eighteen  passengers  injored. 

Collision    at  the   Prestoa   Grange  siding 
between  a  passenger  train  belonging  to 
the  North  Eastern  Railway  Company  and 
some  coal  waggons  belonging  to  the  North 
British  Railway   Company.    No  person 
injured. 

Collision  at  Niddrie  Junction  between    a 
special  passenger  train  and  a  coal  train,  in 
consequence  of  points  having  been  held  in 

and  guard  of  passenger  train  injured,  and  a 
guard  in  the  coal  train  killed. 

Collision  at  Morningside  between  a  passen- 
ger   train    and    a   mineral  train.    Four 
passengers  and  four  serfants  of  the  Com- 
pany slightly  injured. 

Collision  in  the  Glasgow  Tunnel  between  a 
passenger  train  and  the  two  last  waggons 
of  a  goods  train,  which  had  become  un- 
coupled,   and  got    off   the    rails.    Two 

A  third-dasa  carriage  got  off  the  rails  at  a 
cross-over  road  at  Kirkintilloch  Station, 
from  points  being  wrong,  and  was  upset 
Three  passengers  injured. 

Total  i 

5  j  19 

" 

4 

- 

- 

11 

2 

I 

- 

■ 
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IRELAND. 


Data 


NAME 

OF    EAILWAV 

COMPANY. 


1&G9:      I 
28  Apnl  -  I 

23  0a    - 
li  April  - 


U  Apnl 


Bd&st    and    Coiintr 
Down* 

-   ditto  - 

B«Uast  and  Koi-theni 
Cotmtic  i. 


ditto 


^t  Jdj    -     Cork,  filackrock,  ^d 


6  May    - 


14  May    - 


lOct 


6  Feb.    - 


22  April 


25  Arril 


S  M»T 


22  May 


Dnlilia    and     Belfast 
J  auction. 

-    dJttq    -        -         - 


ditto 


ditto 
diUo 


DabUn  and  Kf  cath     - 


DcLbKn,  TP'iekloWj  and 
Wexford, 


ditto 


Killed  or 
Injured 

Tfom 
Ciiu£e» 
beyond 

thftir  oyrn. 


ditto 


23  Aug. 
27A4g. 


UOct.    . 
0.127. 


ditto 


ditto 


ditto 


Great  Southern    and 
Western. 


ditto 


21 


Psfsengcr^ 

KilkJ  sjr 

Injurctl 

from 

th#ir  ofrn 

M  Lb  con  duct 

or  want  of 

CBution. 


Servants  of 
ConipaEie^K 

or  of 

Contractor! 

Killed  or 

Injured 

from 

Causoi 

bpjond 

thtirown 

Control. 


Scrvanli  of 
Ckiiiipanles 

QT  of 

Conttuctitn 

Killed  or 

Injurud 

rroQi  thojf 

own 

Or  want  oT 
CauUou. 


PcTSoni 
Killed  OT 

wlukt 

Levei 


;i3        .^ 


Trea- 


1 


Ulif^l* 


1* 


-        1 


D 


NATURE  AND  CAUSE 

of 

ACCIDENT, 


A  cabdrf  ver  fell  from  tb^pUtform  at  the  SaLnt- 
'       field  Station^  tmd  was  run  o^er  and  kiUed. 

TVe^piLGser  run  over  and  killed  near  Bel* 
fust  Station. 

Labourer  in  engiaeers*  df^partment  hod 
thumb  of  left  hand  cri^flhed  whiht  io- 
CKatioasly  plAciag  an  Itan  bar  on  a  tmck 
at  Belfast  Station. 

Carpenter  in  Company's  icrvtoe  crashed  to 
death  bet^reen  waggons  at  Belfast  Sta- 
tion from  bis  owQ  want  of  caution. 

Fatfleoger  train  ran  into  the  C^rk  Station 
at  too  great,  speed,  and  came  into  violent 
OoUUmn  with  the  etop-buffer-  One  pu* 
Beoger  injured* 

TreapaAser  injured  io  the  legs  bf  a  train 
whilst  trespassing  near  PorCadnwu. 

Part  of  the  down  night  mail  train  thrown 
off  the  Une  near  rortadown  from  a  ston« 
baviDg  been  maliclonsljr  placed  on  tha 
raiL  No  paiienger  iojored ;  but  two  of 
tbe  Poit  Office  officials  complained  of 
the  effects  of  the  aliock* 

Platelayer  cm&hed  to  death  botween  en- 
gine and  waggon  at  Scarpa  Station  from 
hi^  own  want  of  caution. 


Porter  at  Scarva  Station  run  over  aad 
kiUcd  from  hia  own  want  of  caution. 

Gatekeeper  at  Whiterath  level  crossJug 
mo  over  and  killed  wbilat  incautiously 
crossiog  tbe  line, 

Fireaoau  from  hia  own  want  of  caution  fell 
from  his  engine^     Hand  amputated. 

Trespasser  stepped  off  tlie  platform  at 
Stillorgan  Station,  and  waa  run  o?er  and 
killed. 

Two  children  treapaaiing  ou  the  line  at 
tbe  Harcourt  Terminus,  Dublin,  knocked 
dowti  b;f  a  good^traLUp  One  wajit  kilteJ, 
and  the  other  badly  injured, 

•Trespasser  committed  autdde  by  plaeing 
himself  in  front  of  a  train  near  SiiltbiU 
Station. 

Assistant  guard  of  a  goods  train  run  over 
and  killed  whiiat  iDoautiously  shunting 
waggons  at  Rathdrum  Station, 

^Trespasser  committed  suicide  by  placing 
himaelf  in  front  of  a  train  at  the  Mer- 
rion  level  crossing. 

Sapposed  trespasser  run  over  and  killed 
near  OTOca. 

Ezcarsion  train  ran  violently  against  fixed 
bnfferf  at  Killarney  Station.  Twenty-one 
passengers,  engine  driver,  fireman,  and 
bead  guard  injured.  This  accident  oc- 
cnrred  from  the  misconduct  of  the  driver. 

Trespasser  run  over  and  killed  near  Mary- 
borough Station. 
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Date 

NAM  B 

of 

OF    RAILWAY 

Accident. 

COMPANY. 

Pastengen 

Killed  or 

Injured 

from 

Causes 

beyond 

'  Ibeii  own 

Control. 


I 


1 


! Servants  of 
Companies 
iwiiiea  or         '*"  "' 


Injured 

from 
their  own 
Misconduct 
or  want  of 

Caution. 


Contractors 

Killed  or 

Injured 

from 


-III 


or  of 


bevond 
their  own 
Control. 


perrants  o  f 
Companies 

or  of 

ICon  tractors 

Killed  or! 

Injured 

from 

their  own 

Misconduct 

or  want  of 

CautioD. 


3     1 


Persona 

KiUed  or 
Ii^und 
whUst 

crossing  at 
LeTsT 

Cioestegi. 


I 


Tres- 
passers. 


Miscel- 
laneous. 


•2 


NATUEE    AND    CAUSE 
of 
ACCIDENT. 


1869  : 
8  Jan.    - 


6  Feb.    - 


12  Mar. 


IrUh  North  Western 


MidUnd  Greai  W«h 
terpy  of  Ireland. 


ditto 


31  Mar. 


ditto 


9  April 


29  April 


30  April 


3  May    - 


2  June 


2  Jane 


ditto 


ditto 


ditto 


5  July 


5  Oct. 


16  Aprd 
4  Dec 


4  Feb.    - 


29  Mar.  • 


21Jnly    - 


ditto 


-    ditto 


-    ditto  - 


ditto 


ditto 


m 


dhto  - 
Waterford  and  Limoriok 


Waterford  and  TM- 
more. 


TMUkft  for  iBBLAlfa 


14 


48 


13 


Fuaenger  train  got  off  the  line  at  a  place 
about  three  miles  from  Loodonderrj; 
fireman  killed,  and  driver  injored.  Six 
passengers  said  to  have  been  slightly  con- 
tused or  shaken. 

Engine  driTer  fell  off  bis  engine,  sad  wss 
killed,  near  Athenry  Station,  from  fait  own 
want  of  caution. 

Cattle  droyer,  from  want  of  caution,  fell  off 
the  cattle  platform  at  Northwall,  in  front 
of  an  approaching  train,  and  was  killed. 

Shunter  had  his  leg  broken  whilst  shonting 
train  at  Galway.  The  Company  state  it 
happened  from  causes  beyond  his  con- 
troL 

Trespasser  fell  firom  a  waggon  which  wis 
being  shuntAd  at  Atbeary  sad  wm 
kUled. 

Company's  servant  had  his  arm  broken 
whilst  shunting  at  Claremorris  Station. 

Company's  servant  had  bis  foot  cmdied  by 
engine  wheels  at  North  Wall  Tennimu, 
through  bis  own  want  o(  caution. 

Passenger  jumped  from  a  train  in  motion 
between  Clonhugh  and  Nallyfrmhsm 
Stations  and  had  hu  legs  injured. 

Portion  of  a  mixed  cattle  and  goods  tnia 
got  off  rails  at  Clonsilla  JunctioD.  A 
herd  (passenger)  accompanying  estde 
injured. 

Slight  collision  near  Maynooth,  between 
two  cattle  trains  in  which  tbevs  wm 
some  passengers.  Five  passengers  in- 
jured. 

Trespasser  run  over  and  kQled,  aetr 
Athenry  Station. 


Trespasser 
ford. 


run  over  and  killed,  st  Ash 


Run  over  and    killed  whilst 
between  Lorgan  and  Portadown. 


Passenger  killed  in  attempting  to  enter  a 
tram  in  motion,  at  Portadown. 

Trespasser  run  over  and  killed  on  the  line, 
about  three  miles  from  Tippersiy. 

Collisiun  between  a  passenger  train  snd  a 
goods  train,  at  Glenconnor,  neu-  Clon- 
mel,  from  meeting  on  the  same  line  of 
sails.  Fourteen  passengers  sad  tmo 
guards  (one  in  each  train)  slightly  in- 
jured. The  driver  of  the  goods  tisis  wss 
also  slightly  iignred. 

•Trespssser  (a  lunatic)  committed  suicide 
by  throwing  himself  in  front  of  ^  ap- 
proaching train,  near  Waterford. 
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GRAND   TOTAL. 


Total- 
England  AND  WALES 

SCOTLAND 

IBELAND. 


GRAND  TOTAL 


Paisengen 
Killed  or 
Injured 
from 
Canset  be- 
yond their 

own 
Control. 


16 


17 


1 

0 


801 
104 

48 


1,043 


Passengers 
KiUed  or 

Injured 
from  their 

own  Mis- 
conduct or 

want  of 

Caution. 


i 


20 

1 
1 


22 


15 
1 
1 


17 


Servants  of 
Companies 
or  of  Con- 
tractors 
Killed  or 
Injured 
from 
Causes  be- 
yond their 

own 
Control. 


3  I  'S 


16  I  68 

I 

6      10 

1        0 


22  '  06 


Servants  of 
Companies 
or  of  Con 
tractors 
KiUedor 
Injured 
from  their 
own  Mis- 
conduct or 
want  of 
Caution. 


•8 


07 

26 

6 


120 


43 
4 
6 


52 


Persons 
KiUedor 
Injured 
whilst 
crossing 
at  Levd 
Crosshigt. 


23 


23 


Tres- 
passers. 


73 
11 
13 


3      07 


I 


16 
2 


20 


MU- 
ceUaneons. 


i 


11 


I 


Total 

KiUedand 

Injured. 


I 


252 
46 
23 


321 


'3 


1,037 

130 

65 


1,282 


The  following  Summary  exhibits  the  Number  of  Persons  Killed  and  Injured  from  all  Causes  on  all  the 
Rwlways  open  for  Traffic  in  England  and  Wales,  Scotland,  and  Ireland  respectively,  as  reported  to 
this  Department,  during  the  Year  ended  Slst  December  1869,  together  with  the  Total  Number  Killed  or 
Injured  in  die  previous  Year. 


DESCRIPTION 

of 

P  E  R  S  ON  & 

EngUnd 
and  Wales. 

Scotland. 

Ireland. 

Total 

on  all  Railways 
during  the 
Year  ended 

Slst  Dec.  1869. 

Total 
in  1868. 

Killed. 

Injured. 

Killed. 

Injared. 

Killed. 

Injured. 

KUIed. 

Injored. 

Killed. 

Injured. 

Ptssengers    Killed  or  Injured  from   causes 
beyond  their  own  control,  viz.  : — 

From  accidents  to  trains    •        -        •        • 
From  other  causes  beyond  their  own  control 

15 

888 
3 

1 
1 

104 

- 

48 

16 

1 

1,040 
8 

30 

1 

516 
3 

Total    -    -    - 

Passengers  Killed  or  Injured  owing  to  their 
own  niisoonduot  or  want  of  caution  • 

15 
20 

801 
15 

2 

1 

104 

1 

1 

48 
1 

17 
22 

1,043 
17 

40 
22 

510 
6 

Total  number  of  passengers  Killed  or  Injured 

60m  all  causes 

^Servants  of  company  or  of  contractors  Killed 
tit  Injured  from  causes  beyond  their  own 
control           .•-... 
^Serrants  of  company  or  of  contractors  Killed 
or  Injured,  owing  to  their  own  misconduct 
er  want  of  caution          •        •        •        • 
Other  persons  crossing  at  level  crossings 

Tnspassers f 

Smcide \ 

Miscellaneous  -•-•-- 

35 

16 

07 

23 

64 

0 

8 

006 

68 

43 

3 

16 

1 

3 

5 

26 
11 

1 

105 

10 

4 
2 

1 
I 

6 

10 
3 
2 

40 

0 

5 
2 

30 

22 

120 
28 
85 
12 
11 

1,060 

06 

52 
3 

20 

1 

62 
10 

64 

14 

41 

8 

4 

525 
47 

18 
3 
4 

3 

Grand  Total    -    -    - 

262 

1,037 

46 

130 

23 

65 

821 

1,232 

212 

600 

D  \  '^^  Return  of  Accidents  to  ^  Servants  oi  Companies  or  of  Contractors  ^  cannot  be  looked  upon  as  complete,  as  many 
Railway  Coinpanies  (not  being  required  by  law)  do  not  report  to  the  Board  of  Trade  every  accident  which  may  have 
oeeurred  to  ibis  class  of  persons. 
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Further  ANALYSIS  of  the  Accidents  during  the  Year  ended  8l8t  Decemher  1860,  which  have  been  reported  to  the  Board  of 
Trade,  showing  the  Number  of  Collisions  and  other  Accidents  to  Trains  in  England  and  Wales,  Scotland^  eaid  Ireland 
respectiyelj,  with  the  Number  of  Persons  Killed  or  Injured  thereby. 

ENGLAND  AND  WALES. 


Number 

of 
Acei- 
dentik 


Collisions  between  PawengOT  Trains-        -•^---•- 
CollisioDS  between  Passenger  Trains  and  other  Trains  or  Engines        -        -        - 
Passenger  Trains  running  into  Stations  at  too  high  speed  .        *        •        •        - 
Passenger  Trains  or  Portions  of  Passenger  Trains  getting  off  the  Rails 
Accidents  to  Passenger  Trains  by  collision  or  otherwise,  from  mnning  into  Sidings 

or  oflF  their  proper  Line  through  Points  being  wrong      -        -        -        -        - 
Axles  or  Wheels   or    Machinery   of  Engines  attached   to    Passenger   Trains 

breaking     .----------         -- 

Axles  or  Wheels  of  Carriages  of  Passenger  Trains  breaking         .        .        -        - 
Couplings  breaking  ------------ 

Bursting  of  the  Boilers  of  Engines  of  Pwsengec  Trains      •        .        .       .        - 

Total  to  Passenger  Trains    -    -    - 


Collisions  between  Goods  or  Mineral  Trains      --•-.-- 
Goods  Trains  running  into  Stations  at  too  high  speed         -        .        -        -        - 
Goods  or  Mineral  Trains  getting  off  the  Rails    ------- 

Goods  or  Mineral  Trains  running  into  Sidings  or  off  their  proper  Line  through 

Points  being  wrong      ----------- 

Axles  orWheeb  orMaehisery  ol  Bngnea  attached  toGoods  or  Mineral  Trains 

breaking       .----.----.-•- 

Axles  or  Wheels  of  Goods  or  Mineral  Trains  breaking        ----- 

Couplings  breaking  •.--«------ 

Boilers  of  Engines  of  Goods  or  Mineral  Trains  bursting    -        -        .        -        - 


9 
50 

5 
14 


89 


Total  to  Goods  and  Mineral  Trains     - 


Total  to  all  Trains 


Numbar 

of 

Passengers. 


Killed.      Injured. 


15 


62 

706 

29 

38 

53 

1 


Number 

of  Servants  of 

Companies. 


Killed.       Injured 


888 


3 

37 

7 

10 

6 


63 


94 


15 


888 


14 
2 
1 


17 


Total  Number 

of 

Passeogenand 

Servants. 


Killed. 


10 


SO 


19 


25 


Injured* 


SCOTLAND. 


1 

67 
12 
20 

5 

1 

1 
1 
- 

Collisions  between  Passenger  Trains  and  other  Trains  or  Engines         ..       .        - 
Passenger  Trains  running  into  Sutions  at  too  high  speed    -        -        -        • 
Passenger  Trains  or  portions  of  Passenger  Trains  getting  off  the  Rails 
Accidents  to  Passenger  Trains  by  collision  or  otherwise,  from  running  into  Sidings 

or  off  their  proper  Line  through  Points  being  wrong     -         -        .        -        - 
Axles   or  Wheels    or    Machinery  of   Engines    attached  to    Passenger  Trains 

breaking     ----------.,-- 

Axles  or  Wheels  of  Carriages  of  Passenger  Trains  breaking        .... 

Couplings  breaking-        -.---..-,-- 
Bursting  of  the  Boilers  of  Engines  of  Passenger  Trains     -        -        «        .        - 

13 

4 
2 

1 

:   1   12 

-  1 
1       I 

-  1    . 

:       T 

79 
18 
21 

6 

Total  to  Passenger  Trains    -    •    - 

20 

1 

104 

1 

15 

8     1     119 

Collisions  between  Goods  or  Mineral  Trains        -.--..- 

Goods  or  Minval  Trains  getting  off  the  Rails     - 

Goods  or  Mineral  Trains  running  into  Sidings  or  off  their  proper  Line  through 

Points  being  wrong       ----------- 

Axles  or  Wheels  or  Machinery  of  Engin<»  attached  to  Goods  or  Mineral  Trains 

breaking      ------------- 

Axles  or  Wheels  of  Goods  or  Mineral  Trains  breaking          -        -        -        -        - 

Couplings  breaking-        --------..- 

Boilers  of  Eng^ies  of  Goods  or  Mineral  Trains  bursting     -        .        •        .        ^ 

1 
1 

1 

^ 

- 

4 

I 

1 

3 

4 

I 
I 

3 

Total  to  Goods  and  Miaend  Trains    «   -    - 

3 

- 

- 

4 

5 

^ 

5 

Total  to  all  Trains     - 

23 

I 

104 

5 

20 

6           124 
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Farther  Analysis  of  the  AocidentB  during  the  Year  ended  Slat  December  1869,  &c. — continued. 


IRELAND. 


Number 

Number 

Number 

Total  Number 

of 

of 

of  Servants  of 

of 
Passengers  and 

Acci- 

Passengers. 

Comp 

anies. 

Servants. 

dents. 

Killed. 

Injured. 

Killed. 

Injured. 

Killed 

Injured. 

OoUisioDS  between  Passenger  Trains  -------.- 

1 

.^ 

5 

Collisions  between  Passenger  Trains  and  Goodi  Trains  or  Engines       -        .        . 

1 

^ 

14 

^ 

3 

_ 

17 

Paaeoger  Trains  running  into  Stations  at  too  bigb  speed    -        •         .        .        • 

2 

__ 

22 

_ 

,  3 

_ 

25 

Ptsiengcr  Trains  or  portions  of  Passenger  Trains  getting  off  the  Rails 

3 

« 

7 

1 

3 

1 

10 

AoddeaU  to  Passenger  Trains   by  collision    or   otherwise,  from   mnning  into 

Sidings  or  off  their  proper  Line  dirough  Points  being  wrong   -        -        .        - 

„ 

_ 

_ 

. 

_ 

_ 

_ 

Axles  or  Wheels  or  Machinery  of  Engines  attached  to  Passenger  Trains  breaking  - 

« 

« 

,^ 

_ 

_ 

_ 

_ 

Axles  or  Wheels  of  Carriages  of  Passenger  Trains  breaking        -        -        -        . 

- 

_ 

^ 

^ 

_ 

_ 

« 

Couplings  breaking  -------.---- 

. 

« 

_ 

_ 

^ 

^ 

_ 

Bunting  of  the  Boilers  of  Engines  of  Passenger  Trains       •        -        .        .        . 

- 

- 

- 

- 

- 

- 

- 

Total  to  Passenger  Trains    -    -    - 

7 

- 

48 

1 

9 

I 

57 

Collisions  between  Goods  or  Mineral  Trains       ....... 

Goods  or  Mineral  Trains  getting  off  the  Rails    -..---- 

^ 

. 

« 

« 

_ 

__ 

_ 

Goods  or  Mineral  Trains  running  into  Sidings  or  off  their  proper  Line  through 

Point!  being  wrong      ....-- 

- 

- 

- 

- 

. 

_ 

- 

ixks  or  Wheels  or  Machinery  of  Engines  attached  to  Goods  or  Mineral  Trains 

breaking      ...                  .-...--.. 

_ 

_ 

«. 

_ 

_ 

_ 

Axles  or  Wheeb  of  Goods  or  Mineral  Trains  breaking         ..... 

_ 

_ 

^^ 

« 

^ 

_ 

_ 

Conplings  breaking  -----------. 

- 

_ 

_ 

• 

_ 

_ 

« 

B<Hkrs  of  Engines  of  Goods  or  Mineral  Trains  bursting     .        -        -        -        . 

- 

- 

- 

- 

- 

- 

- 

Total  to  Goods  and  Mineral  Trains    -    -    - 

- 

- 

- 

- 

- 

- 

Total  to  all  Trains    .    -    - 

7 

- 

48 

1 

9 

1             57 

Grand  Total  of  Collisions  and  other  Accidents  to  Trains  in  the  United  Kingdom,  and  Number  of 
Persons  Killed  and  Injured  thereby,  during  the  Year  ended  Slst  December  1869. 


Number 

of 
Acei. 
dents. 

Number 
of 

Number 
of  Senrants  of 
Companies. 

Total  Numbkr 

of 

Pusengert  and 

Serrante. 

Kilkd. 

Injured. 

Killed. 

Injured. 

Killed. 

Injured. 

CollisionB  between  Paasenger  Trains     -         .         .         ^         .         . 
CoUisioDB  between  Passenger  Trains  and  other  Trains  or  Engines      - 
Passenger  Trains  running  into  Stations  at  too  high  a  speed    - 
Piasenger  Trains  or  portions  of  Passenger  Trains  getting  off  the 

Rails 

Accidents  to  Passenger  Trains  by  collision  or  otherwise,  firom  mn- 
ning into  Sidings  or  off  their  proper  Line  through  Points  being 
wrong  -         -.--.----- 

Axles  or  Wheels  or  Maohinerj  of  Engines  attached  to  Passenger 
Trains  breaking      --------- 

Axles  or  Wheels  of  Carriages  of  Passenger  I'rains  breaking 
Couplings  breaking    --------- 

Bursting  of  the  Boilers  of  Engines  of  Passenger  Trains 

10 
64 

7 

21 

10 

1 
1 
2 

8 
8 

4 

1 

67 

786 

61 

57 

78 

1 
6 

3 
2 

1 

8 

52 

8 

11 

11 
6 
1 

8 
6 

« 

2 

70 

838 

54 

68 

84 
7 
6 

Total  to  Passenger  Trains       .        -         - 

116 

16 

1,040 

6 

87 

22 

1,127 

Collisions  between  Goods  or  Mineral  Trains         .        -        -        • 
Goods  Trains  running  into  Stations  at  too  high  a  speed 
Goods  or  Mineral  Trains  getting  off  the  Rails      .... 
Goods  or  Mineral  Trains  running  into  Sidings  or  off  their  proper 

Lines  through  Points  being  wrong    ------ 

Axles  or  Wheels  or  Machinery  of  Engines  attached  to  Goods   or 

Mineral  Trains  breaking           ---.... 
Axlee  or  Wheels  of  Goods  or  Mineral  Trains  breaking  ... 
Couplings  breaking    --..----- 
fioilers  of  Engines  of  Goods  or  Mineral  Trains  bursting 

8 
1 
2 

1 
1 

- 

- 

1 
7 
2 

15 
8 

1 

8 

1 
7 
2 

15 
3 

1 

8 

Total  to  Goods  and  Mineral  Trains 

8 

- 

- 

10 

22 

10 

22 

Grand  Total  to  all  Trains      ... 

124 

16 

1,040 

16 

109 

32 

1,149 
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CALEDONIAN  RAILWAY. 


Holytown, 
Sir,  2^h  August  1869. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  Slat  July,  I  have  the  honour  to 
report,  for  the  information  of  the  Board  of  Trade,  the 
result  of  my  inquiiy  into  the  circumstances  which 
attended  the  accident  that  occurred  on  the  22nd 
July,  at  the  Holytown  Junction  on  the  Caledonian 
Railway. 

The  Cleland  and  Midcalder  Bitmch  joins  the  main 
line  of  ihQ  Caledonian  Railway  at  the  Holyto\^% 
Junction,  which  is  13  miles  11  chains  from  the 
Buchanan  Street  .station  at  Glasgoy.  The  junction 
is  provided  with  a  raised  signal*stage  and  locking 
apparatus  hy  Messrs.  Stevens,  and  supplied  with  tele- 
graph beUs,  towards  Gla^ow,  Edinburgh,  and  Car- 
stairs.  The  Midcalder  line  from  Edinburgh  falls 
towards  the  junction  on  a  gradient  of  1  in  80,  while 
the  main  line  from  Carstairs  is  nearly  level.  There 
is  a  curve  (of  15  chains  radius)  on  the  Midcalder 
branch,  which  somewhat  obstructs  the  view  from  the 
main  line  of  a  train  approaching  the  junction  on  that 
branch. 

On  the  day  in  question,  the  4.20  p.m.  express 
train  from  Edinburgh  to  Glasgow  started  punctually, 
and  approached  the  Holytown  Junction  at  5.16,  at 
moderate  speed.  The  engincMiriver  was  preparing 
to  stop  at  the  platform  of  the  new  Holytown  station, 
immediately  to  the  north-west  of  the  junction.  The 
train  consisted  of  an  engine  and  tender,  a  second- 
class  carriage,  two  composite  carriages,  another 
second-class  carriage^  a  break-van,  two  composite  car- 
riages, and  a  second  break-van.  The  eignals  were  duly 
lowered  to  aHlow  the  passenger  train  to  pass  through 
ihe  junction  and  up  to  the  station  platform;  but  the 
engine-driver,  in  rounding  the  curve  on  the  approach 
to  the  junction,  saw  a  mineral  engine  and  two  wag- 
gon3  backing  down  the  main  line  towards  the  junction, 
and  he  was  unable  to  reduce  his  speed  to  less  than 
about  four  miles  an  hour  before  his  engine  struck  the 
mineral  engine  on  the  crossing  between  the  main  line 
and  the  Midcalder  branch. 

The  buffer-beams  of  both  engines  were  broken,  and 
Aey  were  both  thrown  off  the  line,  but  the  passenger 
carriagee,  which  remained  on  the  rails,  were  not 
damaged.  None  of  the  servants  of  the  company  were 
injured,  the  engine-driver  and  fireman  having  jumped 
oi[  their  engines  in  time  to  avoid  the  shock  of  the 
collision.  Two  of  the  passengers  have  complained  of 
injury,  one  of  whom  was  stunned  in  the  first  instance 
by  his  head  striking  the  side  of  the  carriage  in  which 
he  rode,  and  the  other  having  been  "  shaken." 

The  mineral  engine  which  thus  obstructed  the 
junction  on  the  approach  of  the  passenger  train  was 
in  charge  of  a  driver  named  Archibald  Prentice,  an 
experienced  servant  of  the  company,  who  bears  an 
excellent  character.    Prentice  was  pushing  two  wag- 


gons before  his  engine  from  a  siding  off  the  main  line 
east  of  the  junction,  to  a  siding  west  of  the  junction 
and  station.  He  not  only  forgot  that  the  passenger 
train  from  Edinburgh  was  due  at  Holytown,  but 
he  also  omitted  to  see  whether  the  signals  were  right 
for  him  to  pass  through  the  junction.  He  fouled,  the 
crossing  above  referred  to  in  direct  disobedience  to 
the  junction  signal.  The  signalman,  Robert  Devine, 
saw  him  approaching,  gave  him  a  signal  with  his 
hand  to  stop,  and  thought  he  had  come  to  a  stand  in 
obedience  to  that  signal,  but  he  afterwards  found  that 
he  had  started  again,  when  the  passenger  train  was 
within  100  yards  of  the  junction.  The  signalman 
then  altered  the  junction  points,  in  the  hope  that 
Prentice  would  run  through  in  front  of  the  passenger 
train.  But  Prentice,  not  knowing  how  the  points 
were  set,  reversed  his  engine,  then  moved  on  again, 
and  was  caught  while  moving  westward  by  the  pas- 
senger engine,  as  above  described,  on  the  junction 
crossing. 

The  station-master  was  standing  on  the  new  plat- 
form near  the  signal-cabin  when  the  collision 
occurred  ;  and  he  had  been  on  the  old  platform  east 
of  the  junction  ^xe  minutes  previously,  talking  to 
Prentice,  who  was  quite  sober,  and  appeared  to  be 
waiting  for  the  express  train  to  pass.  He  told 
Prentice  that  there  was  a  waggon  for  him  to  take  . 
from  a  siding  Of  the  Monkland  Iron  and  Steel  Com- 
pany, and  to  place  in  the  Motherwell  siding,  both 
west  of  the  junction  ;  and  he  left  him  standing  on 
the  main  line  with  two  waggons  attached  to  his  engine 
about  30  yards  clear  of  the  junction.  When  he  next 
saw  him,  he  was  in  motion  near  the  junction,  and  he 
shouted  to  him  to  get  out  of  the  way,  but  too  late  to 
be  of  any  use. 

Prentice  states  that  he  was  in  conversation  with 
the  mineral  inspector,  who  stood  about  30  yai'ds  from 
the  junction,  at  the  time  that  he  moved  forward  ; 
and  it  was  in  giving  this  inspector  some  information 
which  he  required  in  regard  to  some  empty  waggons, 
that  he  incautiously,  and  without  thinking,  moved 
forward  and  fouled  the  junction  before  he  was  aware 
of  it ;  and  it  was  only  after  he  had  so  fouled  the  crossing 
that  he  saw,  too  late  to  get  out  of  its  way,  the  pas- 
senger train  from  Edinburgh  approaching. 

This  accident  was  entirely  due  to  the  want  of 
caution  of  Prentice,  the  engine  driver,  who  had  been 
employed  for  eight  months  with  the  pilot  engine 
attached  to  the  Holytown  station,  who  had  previously 
worked  with  great  care,  and  who  is  highly  spoken  of 
by  all  connected  with  the  station,  and  by  others,  as 
having  been  otherwise  a  most  trustworthy  servant  of 
the  company. 

I  have,  &c. 

H.  W.  Tyler. 
R.  G.  W.  Herbert,  Esq,, 
Board  of  Trade. 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  10th  September  1869. 


CALEDONIAN  RAILWAY. 


Sir,  Perth,  2Srd  Oct.  1869. 

In  compliance  with  the  instructions  contained 
in  y6ur  minute  of  the  15th  instant,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  my  inquiry  into  the  circumstances 
which  attended  the  accid^t  that  occurred  on  the 
6th  instant  near  BrumHthie  on  the  Caledonian 
Bailway.  .      , 

The  down  limited  mail  train,  4.36  a.m.,  from  Car- 
Mslc,and  9.40  a.m.  from'  Perth,  left  Perth  at  9.36, 
ttid  Fordonn  at  11.46,  21  minutes  late,  on  the  day 


in  question,  consisting  of  an  engine  (No.  472)  and 
tender,  a  break-van,  a  mail  carriage,  a  Glasgow  com- 
posite carriage,  a  saloon  carriage,  a  west-coast  com- 
posite carriage  from  London,  a  break-van  from 
London,  with  a  second-class  and  a  first-class  carriage, 
and  a  break- van,  all  three  from  Edinburgh.  His 
Royal  Highness  the  Prince  of  Wales  rode  in  the 
saloon  carriage. 

Five  miles  north  of  Fordoun,  and  half  a  mile  north 
of  Drnmlithie^  "as  tfiis  train  was  travelling;  "at  its 
usual  speed,  not  much  less  probably  than^40  miles  an 
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hour,  the  engine-driver  heard  his  near  trailing  wheel 
grinding  against  the  splasher  by  which  it  was  covered, 
and  shut  off  his  steam.  On  looking  round  the  engine 
to  see  what  was  the  matter,  he  observed  that  dust 
was  flying  in  the  front,  and  that  his  left  leading 
wheel  had  dropped  off  the  inside  of  the  near  rail.  He 
whistled  for  the  guards'  breaks,  told  the  fireman  to 
apply  the  tender-break,  reversed  his  engine,  and 
brought  the  train  to  a  stand  as  soon  as  he  could,  but 
before  he  had  quite  stopped  the  engine-wheel  re- 
mounted the  rail  He  then  thoroughly  examined  the 
engine,  and  finding  that  nothing  was  the  matter  with 
it,  except  that  the  left  leading  wheel  was  somewhat 
marked  by  rubbing  against  the  near  rail  and  striking 
the  chairs,  he  started  forward  at  reduced  speed; 
sending  back,  however,  an  inspector  of  police,  who 
happened  to  be  with  the  train,  to  warn  all  following 
trains,  of  something  being  wrong  with  the  line. 

The  guard  who  rode  in  the  hind  van  was  not  aware 
of  any  wheel  of  the  engine  having  been  off  the  rail,  or 
of  anything  having  been  the  matter  with  the  per- 
manent way,  or  why  the  engine-driver  was  stopping 
the  train.  He  heard  the  engine  whistle,  and  applied 
his  break,  and  he  went  to  the  engine-driver  when  the 
train  stopped,  to  ask  what  had  happened.  Hearing 
that  the  leading  wheel  of  the  engine  had  been  off  the 
line,  and  that  the  engine  had  not  suffered,  he  pro- 
ceeded forward  with  his  train,  leaving  the  inspector 
above  referred  to  to  proceed  back  towards  DrunUithie. 

The  engine.  No.  472,  was  a  six-wheeled  engine, 
with  four  wheels  coupled.  The  diameter  of  the  lead- 
ing wheels  was  3  feet  9  inches,  and  of  the  driving 
and  trailing  wheels  seven  feet.  The  cylinders  mea- 
sured 17  inches  in  diameter,  by  a  stroke  of  22  inches. 
The  engine  weighed  aU^gether  34  tons  4  cwt.  in 
working  order,  and  as  taken  the  day  after  the  accident 
the  weights  on  the  wheels  were  respectively  as 
follows  : — 

Left.  Right 

Leading  wheels  -    5*19        5  •  19 

Driving  wheels  -     5-18         5*16 

Trailing  wheels  -     5*4  5*8 


16- 1 


18-3 


34-4 


The  wheel  base,  from  leading  to  trailing  axles, 
measured  16  feet  6  inches,  made  up  of,  from  leading  to 
driving  axles  7  feet  6  inches,  and  from  driving  to 
trailing  axles  8  feet.  No  defect  was  found  in  the 
engine  after  the  accident ;  no  alteration  has  been 
made  in  it ;  it  has  been  running  trains  regularly  ever 
since  ;  and  I  had  the  opportunity  of  running  with 
it  from  Perth  to  Drumlithie  and  back. 

Thft  engine  was  constructed  by  the  Caledonian 
Railway  Company  at  Perth  during  1868-9,  and 
commenced  running  about  the  middle  of  June  last. 
Since  that  time  it  has  worked  partly  between  Perth 
and  Glasgow,  and  partly  between  Perth  and  Aberdeen, 
and  has  probably  run  about  1 3,000  miles  altogether. 
It  is  now  in  first-rate  running  order,  and  the  accident 
cannot  in  anyway  be  attributed  to  its  condition. 

An  examination  of  the  permanent  way  after  the 
accident  showed  that  the  left  leading  wheel  of  the 
engine  had  dropped  inside  the  near  rail,  80  feet  short 
of  the  north  end  of  the  Drumlithie  viaduct.  The 
insides  of  the  chairs  were  slightly  marked,  as  well  as 
some  of  the  fish-bolts,  from  that  point  for  1,100  yards 
to  the  northward.  The  off  rails,  and  the  chairs  in 
which  they  rested,  stood  firm  and  were  unmoved  for 
the  whole  of  that  distance ;  but  the  near  rails  were 
bulged  outwards,  the  inside  spikes  of  the  chairs  under 
them  having  been  partly  drawn  out  of  the  sleepers^ 
and  the  outside  spikes  having  been  bent,  as  the  inner 
ends  of  the  chairs  rose  from  the  sleepers,  in  conse- 
quence of  the  left  leading  wheel  of  the  engine  having 
pushed  the  rails  outwards.  Only  one  chair,  which 
was  on  the  near  side,  64  yards  north  of  the  viaduct, 
was  broken,  and  it  does  not  appear  that  any  of  the 
keys  were  out  of  the  chairs.  The  mark  was  plainly 
viBible  on  a  near  rail,  whefe  the  left  leading  wheel 


of  the  engine  first  dropped  inside  of  it,  and  on 
another  fiear  rail  1,100  yards  in  advance,  where  the 
same  wheel  had  again  mounted,  as  the  engine  was 
coming  to  a  stand.  The  only  rail  which  has  been 
removed  from  the  line  since  the  accident  occurred, 
was  this  last  rail,  which  was  found  to  be  bent  to  the 
extent  of  2J  inches. 

The  Driunlithie  viaduct  is  282  yards  long,  and 
about  50  feet  above  the  valley  at  its  highest  part.  It 
is  constructed  with  timber-framed  arched  ribs,  on 
masonry  piers  and  abutments,  in  1 1  spans  of  60  feet 
each.  It  has  been  completed  for  -20  years,  and  the 
peimanent  way  upon  it  was  renewed  in  1863.  It  is 
on  a  gradient  rising  1  in  141  northward,  and  on  a 
curve  of  half  a  mile  radius. 
•The  permanent  way  on  the  viaduct  is  Iwd  with 
with  double-headed  rails,  weighing  75  lbs.  to  the  lineal 
yard,  fished  at  the  joints,  and  resting  in  cast-iron 
chairs,  weighing  27  lbs.  each.  The  timbers  which 
carry  the  chairs  are  laid  longitudinally,  and  are  of 
unequal  thickness,  depending  upon  the  varying  levels 
of  the  timber  ribs  under  the  platform  of  the  bridge. 
The  chairs  are  spiked  through  the  longitudinal  timbers 
and  the  planking  ;  in  many  cases  to  the  beams  below 
and  it  is  stated  that,  previous  to  the  accident,  spikes 
7  inches  long  alternated  in  the  chairs  with  spikes  from 
10  inches  to  12  Inches  long.  The  longitudinal  timbers, 
which  were  narrow  when  laid  down,  have  not  worn 
well,  and  they  are  now,  from  cracks  and  decay,  in 
condition  to  require  immediate  renewal 

The  permanent  way  on  the  north  of  the  viaduct  was 
renewed  last  year,  with  new  rails,  weighing  75  lbs. 
to  the  yard  ;  new  chairs,  weighing  28  lbs.  each ;  and 
new  Memel  sleepers,  measuring  9  feet  long  by 
10  inches  by  5  inches.  The  chairs  on  this  portion  of 
the  line  remain  also  on  the  off  side  in  the  same  posi- 
tion as  they  were  in  previously  to  the  accident.  The 
chairs  under  the  neai\  rails  have  been  reset  on  the 
sleepers,  fresh  holes  having  been  bored  for  the  spikes. 
The  gauge  of  this  part  of  the  line  has  now  been  made, 
by  some  unaccountable  mistake,  from  one  half  to  three 
quarters  of  an  inch  tight ;  but^  looking  to  the  altered 
positions  of  the  chairs,  and  to  the  marks  on  the  sleepers, 
showing  where  the  chairs  had  rested  previous  to  the 
accident,  I  infer  that  the  gauge  was,  north  of  the 
viaduct,  generally  correct  before  the  accident  occurred. 

On  the  viaduct,  however,  where  the  left  leading 
wheel  of  the  engine  first  slipped  down  inside  of  the 
near  rail,  the  gau^e  must  necessarily  have  been  wide, 
or  must  have  widened  out,  to  admit  of  such  a  result. 
In  order  that  the  tyre  of  the. wheel,  which  is  five  inches 
broad,  should  so  slip  down,  the  gauge  of  the  rails  must 
have  been,  as  measured  on  the  wheels  themselves,  from 
2|  to  2  J  inches  wide.  The  longitudinal  timbers  under 
the  chairs  on  the  viaduct  were,  as  I  have  already  stated, 
in  bad  condition,  and  the  accident  evidently  occurred 
by  the  chairs  on  those  timbers  having  been  so  far 
pushed  outwards  as  to  allow  of  the  wheel  slipping 
down  inside  the  rail.  The  beam  which  was  under  the 
chairs  which  first  gave  way  had  been  torn  away  in 
pieces  after  the  accident,  and  removed  from  the  spot. 
It  is  not  probable  that  the  whole  of  the  miBchief  waa 
done  by  this  pai'ticular  engine,  but  it  is  more  likely 
that  preceding  trains  having  to  some  extent  caused 
movement  in  these  chairs,  this  engine  increased  that 
movement,  and  finally  caused  the  itiils  to  bulge  to 
such  an  extent  as  to  admit  of  the  leading  wheel 
falling  inside  the  rail.  When  once  that  wheel 
slipped  in,  the  off  wheel  remaining  on  the  off  rail,  the 
near  rail  would  be  pushed  outwards,  as  far  as  the 
engine  ran  in  that  condition,  in  the  manner  above 
described.  But  it  was  as  fortunate  as  it  was  extra- 
ordinary that  the  near  driving  wheel  of  the  engine, 
and  all  the  other  near  wheels  of  the  train,  remained 
on  the  rails  ;  and  it  was  no  doubt  owing  to  the  sub- 
stantial condition  of  the  permanent  way  north  of  the 
viaduct  that  the  engine  travelled  thus  for  1,100  yards, 
and  that  the  left  leading  engine  wheel  finally  returned 
to  the  near  rail  without  further  mischief. 

This  accident  was,  then,  caused  by  the  defective 
condition  of  a  portion  of  the  longitudinal  timbera 
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carrying  the  chairs  and  rails  on  the  Drumlithie  via<luct, 
and  His  Royal  Highness,  and  the  other  passengers  by 
the  train,  had  an  almost  mii*aculous  escape  from  the 
most  serious  consequences.  I  recommend  that  the 
permanent  way  on  this  viaduct  be  immediately 
renewed,  and   that,  pending  the  completion   of   this 


work,  the  speed  of  the  trains  passing  over  it  be  reduced 
to  10  miles  an  hour. 

I  have,  &c., 
R.  G.  W,  Herbert,  Esq.,  H.  W.  Tyler. 

Board  of  Trade. 
Whitehall, 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  28th  October  1869. 


CALEDONIAN  RAILWAY. 


Sir,  Perth,  22nd  October  1869. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  20tii  instant,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  my  inquiry  into  the  circumstances  which 
attended  the  collision  that  occurred  on  the  9th  instant, 
near  the  Greenhill  Junction  of  the  Caledonian  with 
the  Edinburgh  and  Glasgow  Railway. 

There  were  three  goods  trains  involved  in  this 
collision  : — (1)  The  6.30  p.m.  goods  train  fi*om  Perth 
which  lost  a  fireman  after  passing  Greenhill ;  (2)  the 
9.40  p.m.  train  from  Glasgow,  which  was  stopped 
while  travelling  on  the  other  line  and  in  the  opposite 
direction  towards  Gi^eenhill,  to  avotd  the  risk  of  run- 
ning over  the  missing  fireman ;  and  (3)  the  9.45  p.m. 
train  from  Gartsherrie  which  come  into  collision  with 
the  9.40  train  from  Glasgow  after  it  had  been  for  this 
reason  brought  to  a  stand. 

The  9.45  p.m.  goods  train  from  Gartsherrie 
for  Greenhill  started  from  the  former  station  at 
10.40  p.m.,  nearly  an  hour  late,  on  the  evening  in 
question.  It  waited,  as  usual,  for  the  8.30  p.m.  pas- 
senger train  from  Edinburgh,  which  is  only  timed  to 
reach  Gartsherrie  at  iO.4,  and  which  commonly  brings 
one  or  two  waggons  of  perishable  goods  to  be  taken 
forward  to  Greenhill.  The  9.45  Gartsherrie  train 
consisted  of  an  engine  and  tender,  20  waggons  loaded 
with  coal  and  goods,  13  empty  waggons,  and  a  break - 
van,  and  travelled  about  20  miles  an  hour,  without 
any  intermediate  stoppage,  till  it  arrived  within  a  mile 
and  a  quarter  of  the  Greenhill  Junction. 

In  passing  a  platelayer's  hut  at  that  distance  from 
the  junction  the  engine-driver  and  fireman  heard  a 
fog-signal  explode,  and  they  instantly  reversed  the 
engine,  applied  the  steam,  whistled  for  the  guard's 
break,  and  turned  on  the  tender  break.  The  steam 
of  the  engine  had  been  shut  off  for  three  miles  pre- 
Tiously,  in  descending  a  somewhat  steep  gradient,  and 
the  speed  when  the  fog-signal  exploded  was  about 
25  miles  an  hour.  In  travelling  through  a  thick  fog, 
for  a  quarter  of  a  mile  after  the  explosion  of  the  fog 
signal,  the  engine-driver  reduced  his  speed  to  perhaps 
20  miles  an  hour,  and  at  the  end  of  that  distance  he 
saw  three  re<l  lights  attached  to  a  van  on  the  line 
forty  or  fifty  yards  in  front  of  him.  The  driver  and 
fireman  jumped  from  their  engine,  but  the  guard 
remained  in  his  van,  and  the  engine  came  into  collision 
with  the  van  of  a  goods  and  cattle  train  in  front  of  it 
with  great  violence. 

The  engine  had  its  buffers  broken  and  was  otherwise 
damaged,  but  not  so  much  as  might  have  been  expected, 
and  it  was  able  to  go  to  work  again  in  36  hours.  No 
damage  was  done  to  the  waggons  of  the  Gartsherrie 
train,  and  none  of  the  vehicles  of  that  train  left  the 
rails.  The  engine-driver  was  much  injured  in  the 
head,  and  the  fireman  hurt  his  arm  in  jumping  off 
the  engine.  The  guard  received  a  slight  contusion  on 
the  head. 

The  train  which  was  thus  run  into  by  the  9.45 
train  from  Gartsherrie  left  the  Buchanan  Street 
station,  Glasgow,  punctually,  at  9.40  p.m.,  and  con- 
sisted of  an  engine  and  tender,  11  waggons  loaded 
with  goods,  and  a  break- van.  Seventeen  waggons 
were  »dded  to  it  at  the  St.  RoUox  station,  nine  con- 
taining cattle,  five  with  goods,  and  three  empty  ; 
making,  altogether,  28  waggons  and  a  van.  This  com- 
plete tndn  teft  St.  Bollox  at  10.5.,  and  did  not  stop 


again  until,  at  two  miles  from  Greenhill  Junction,  the 
engine-driver  saw  three  red  lights  exhibited,  which 
obliged  him  to  bring  his  train  to  a  stand.  He  then 
found  a  goods  train  (6.30  p.m.  from  Perth  to  Carlisle) 
standing  on  the  opposite  line  of  rails,  and  was  informed 
by  the  drivei*s  of  two  engines  which  were  attached  to 
it,  that  they  had  lost  a  fireman.  Very  little  was  said 
on  either  side,  but  these  two  drivers  ran  forward,  one  a 
dozen  yards  in  front,  the  other  by  the  side  of  the  engine, 
towards  Greenhill,  to  look  for  their  missing  fireman, 
while  the  driver  from  Glasgow  followed  or  accom- 
panied them  with  his  train. 

The  breaksman  of  this  train  first  ran  to  the  engine 
as  the  train  was  being  stopped,  and  then  rejoined 
his  van  as  it  proceeded  towards  Greenhill.  After 
the  train  had  gone  about  1,100  yards,  the  breaks- 
man,  thinking  the  speed  had  somewhat  slackened, 
dropped  off  his  van,  placed  a  fog-signal  on  the  rail 
opposite  a  platelayer's  house,  and  rejoinetl  his  van. 

When  the  train  had  gone  a  quarter  of  a  mile  beyond 
this  house,  the  engine  driver  who  was  running  ahead 
held  up  his  red  lamp,  as  a  signal  that  he  had  found 
the  missing  fireman,  and  the  driver  of  the  train  brought 
his  train  to  a  stand,  while  the  fireman,  who  was  lying 
quite  insensible  in  the  6-foot  space,  was  moved.  After 
helping  to  move  him  a  little  out  of  the  way  he  started 
again  with  his  train,  and  had  got  his  speed  up  to, 
perhaps,  six  miles  an  hour,  when  it  was  caught  up,  as 
above  described,  by  the  9.45  train  from  Gartsherrie. 

The  break-van  and  eight  waggons  of  this  Glasgow 
train  were  thrown  off  the  rails,  and  much  damaged. 
Four  of  the  waggons  were  thrown  to  the  south,  and 
the  four  others  with  the  break-van  to  the  north  of  the 
line.  The  breaksman  left  the  van  when  the  train 
stopped,  and  went  forward,  as  he  says,  to  tell  the 
driver  to  proceed  without  delay,  but  the  driver  did 
not  see  anything  of  him.  He  was,  at  all  events,  out 
of  the  van  when  it  was  struck.  Of  ^ye  drovers, 
who  had  been  riding  with  the  breaksman  in  the 
van,  one  left  it  when  the  train  came  to  a  stand, 
and  the  other  four  were  in  it  when  the  collision  oc- 
curred. They  were  all  more  or  less  injured,  and  one 
of  them  died  on  the  way  back  to  Gartsheirie  from  a 
concussion  on  the  brain. 

The  6.30  p.m.  train  from  Perth  left  that  station  at 
7.50,  an  hour  and  20  minutes  late,  after  having  been 
kept  waiting  for  trains  from  the  north.  It  stopped 
at  Blackford  for  water,  and  at  Stirling  and  Greenhill, 
and  left  Greenhill  at  10.35,  an  hour  and  10  minutes 
late,  for  Carlisle,  consisting  of  a  pilot  engine  and  tender 
in  front,  the  train  engine  and  tender,  49  loaded  wag- 
gons, and  a  break -van.  When  it  had  travelled  a  mile 
and  a  half  the  driver  of  the  pilot  engine  suddenly 
observed  that  his  fireman  was  missing.  He  listened 
for  a  few  seconds,  thinking  he  might  be  in  front  of 
the  engine  shutting  the  cylinder  cocks.  He  took  his 
gauge-lamp  and  went  round  the  engine  to  look  for 
him.  Not  finding  him,  he  came  to  the  conclusion 
that  he  must  have  fallen  off,  and  he  sounded  the 
break-whistle,  stopped  the  train,  and  told  the  driver 
of  the  train  engine  what  had  occurred.  They  agreed 
to  proceed  back  on  foot  to  search  for  him,  but  had  not 
gone  many  yards  behind  their  train  when  they  heard 
the  9.40  train  from  Glasgow  approaching.  They 
stopped  it  with  their  lamps,  fearing  that  their  fireman 
might  be  lying  in  the  way  of  it  on  the  down  line, 
and  they  told  the  breaksman,  who  was  standing  on 


Digitized  by 


Google 


68 


his  van,  what  had  happened.  They  also  communi- 
cated with  the  driver,  and  proposed  to  proceed  on 
foot  till  they  found  the  fireman,  while  the  train  fol- 
lowed at  slow  speed.  The  fireman  was  then  found  as 
already  described,  and  was  moved  from  the  6-foot 
space  to  the  bank  after  the  collision  occurred.  He 
was  seriously  hurt  in  the  head,  and  is  still  insensible 
in  his  father's  house  at  Grartsherrie,  to  which  he  was 
taken  early  on  the  following  morning.  The  father  b 
an  engine-driver  in  the  Caledonian  Company's  service, 
and  it  has  not  yet  been  possible  to  ascertain  how  the 
son  slipped  off  the  engine. 

The  printed  regulations  of  the  company  provide, 
at  p.  128,  Rule  238,  that— 

**  When  from  any  cause  a  train  is  unable  to  proceed  at  a 
greater  speed  than  4  miles  an  hour,  the  guard  or  breaksman, 
if  there  be  only  one,  or  the  under  guara  or  breaksman,  if 
there  be  two  or  more,  must  inform  the  nearest  pointsman, 
signalman,  gateman,  or  platelayer,  if  within  distance  for 
prompt  communication,  out  if  too  far  he  must  get  down 
and  wait,  showing  the  danger  signal  until  his  train  has 
proceeded  1,000  yards,  when  he  must  follow  it,  continuing 
to  show  the  proper  signal  to  stop  any  approaching  train 
until  he  reflones  the  next  station.  And  when  a  train  is 
stopped  on  its  journey  by  an  accident,  or  from  any  cause 
other  than  the  regular  stoppages  at  the  stations,  the  guard 
or  breaksman,  if  there  be  only  one,  or  the  under  guard  or 
breaksman,  if  there  be  two  or  more,  shall  inunediately  go 
back  1 ,000  yards  with  danger  signals  to  stop  any  coming 
engine  or  train,  and  shall  m  addition  to  his  hand  signals 
take  his  detonators.  At  every  interval  of  300  yiffds  he 
must  place  upon  one  of  the  rails  of  the  line  on  which  the 
stoppage  has  happened  one  of  the  detonators,  and  on 
arriving  at  a  distance  of  1,000  yards  he  must  place  one 
detonator  upon  each  rail,  and  opposite  each  other,  to  stop 
any  approacning  engine  or  train,  when  he  will  return  (pick- 
ing up  the  intermediate  detonators),  and  conspicuously 
show  his  hand  danger  signals,  to  within  a  distance  of  600 
yards  of  the  stoppage,  where  he  will  continue  to  show  his 
danger  signal  until  the  obstruction  is  removed  and  safety 
insured,  when  he  will  return  to  his  train,  and  remove  the 
remaining  detonators,  except  the  two  which  he  placed  at 
the  1,000  yards." 

In  excusing  himself,  as  regards  the  action  of  this 
rule,  the  breaisman  of  the  train  from  Glasgow  asserts 
that  his  train  was  proceeding  at  more  than  four  miles 
an  hour,  after  its  stoppage,  until  the  platelayer's  hut 
Avas  reached  at  which  he  was  able  to  jump  off  and 
put  down  a  fog-signaL  He  also  says  that  he  did  not 
go  back  **  1,0(X)  yards  "  when  the  train  was  stopped 
because  the  driver  decided  on  proceeding  immedi- 
ately towards  Greenhill.  There  is  some  excuse  for 
this  man  in  the  imcertainty  which  at  first  existed  as 
to  whether  the  train  from  Glasgow  would  be  able  or 
not  to  proceed  at  once  towards  Greenhill ;    but  he 


would  have  exercised  a  wiser  discretion  if  he  had  at 
once,  on  the  Glasgow  train  being  stopped,  placed  fog 
signals  on  the  rails,  on  the  Greenhill  side  of  the  Perth 
train,  which  was  standing  on  the  other  line  of  rails. 

The  fireman  who  was  left  in  charge  of  the  two  en- 
gines of  the  trains  from  Perth  whilst  the  drivers 
went  back  to  look  for  the  missing  fireman,  saw  the 
train  from  Glasgow  pass  him,  but  was  not  aware 
that  it  had  stopped  on  the  Greenhill  side  of  him. 
He  states  that  he  "  called  out,"  as  the  train  from 
Gartsherrie  passed  him,  that  '^  that  there  was  a  train 
not  long  before  them ;"  and  the  fireman  of  that  train 
states  that  he  thought  he  heard  a  voice  as  he  passed, 
but  he  could  not  tell  what  it  meant,  as  ''  he  got  no 
signal." 

This  collision  has  thus  been  caused  by  the  acci- 
dental but  necessary  stoppage  of  the  train  from' 
Glasgow,  in  consequence  of  the  train  travelling  in  the 
opposite  direction  from  Perth  having  lost  a  fireman 
from  the  pilot  engine  which  was  attached  to  it.  The 
two  drivers  of  the  Perth  train  acted  properly  in 
stopping  the  Glasgow  train,  and  did  their  utmost  in 
running  with  it  or  before  it  for  about  1,100  yards, 
with  the  idea  of  saving  their  fireman  from  the  risk  of 
being  run  over.  If  ^e  breaksman  of  the  Gla^ow 
train  had  been  as  active  and  zealous  as  those  engine 
drivers,  he  might,  by  applying  fog-signals  to  the  rails 
at  an  earlier  period,  have  prevented  the  collision  from 
occurring.  But  he  was  no  doubt  placed  in  a  position 
of  great  uncertainty,  not  knowing  where  the  missing 
fireman  might  be,  or  how  far  or  how  fast  his  tnun 
would  proceed,  and  not  daring  to  remain  behind  it 
for  fear  he  might  be  left  behind  altogether  ;  and  the 
true  and  only  remedy  for  accidents  of  this  description 
is  the  adoption  of  a  good  telegraph  system,  by  which 
a  certain  interval  of  space  may  always  be  preserved 
between  trains  following  one  another  on  the  same 
line  of  rails  in  place  of  an  unsafe  and  uncertain 
interval  of  time.  In  proof  of  the  necessity  for  it,  I 
may  add  that  there  are  about  30  regular  trains  in 
each  direction  daily  running  on  this  line,  besides 
special  trains  and  engines ;  while  the  gradients  are 
severe  and  the  view  is  obstructed  at  many  points. 

It  is  evident  that  the  Company's  service  time-table 
requires  some  alteration  as  regards  the  9.45  p.m.  train 
from  Grartsherrie,  which,  being  obliged  to  wait  for  the 
train  due  to  arrive  at  10.4,  can  never  leave  Gartdierrie 
within  more  than  20  minutes  of  its  appointed  time. 

I  have,  Scc^ 
The  Secretary,  H.  W.  Tyler. 

Railway  Department, 
Board  of  Trade, 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  8th  November  1869. 


CALEDONIAN  RAILWAY. 


1,  WhiiekaU, 
Sir,  4M  December  1869. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  8th  ult.,  I  have  the  honour  to 
i-eport,  for  the  information  of  the  Board  of  Trade,  the 
result  of  my  inquiry  into  the  circumstances  connected 
with  a  collision  that  occurred  at  Carmyle  station,  on 
the  Caledonian  Railway,  on  the  5th  ult.,  between  a 
passenger  train  and  a  mineral  train. 

Nine  passengers  are  returned  as  having  received 
slight  cuts  and  contusions  from  the  efiects  of  the 
cdlisicm. 

Carmyle  is  an  (Nrdinary  roadside  station  between 
Glasgow  south  side  station  and  Holy  town.  The  Ken- 
mure  Colliery  siding  joins  the  down  line  to  Glasgow 
by  means  of  falling  points  260  yards  on  the  Holjrtown 
or  up  side  of  the  station  signals;  a  siding  signal, 
worked  by  a  handle  dose  to  Uie  distant  and  station 
signal  handles,  is  placed  on  the  coUiery  siding,  80 


yards  from  its  connexion  with  the  main  line.  The 
siding  is  level  for  the  first  180  yards^  and  then  falls 
towards  the  colliery  at  1  in  75.  It  is  on  a  sharp  curve, 
and  is  provided  with  a  loop  (terminating  at  the  siding 
signal)  which  will  hold  about  12  waggons.  The  down 
distant  signal  (towards  Holytown)  is  710  yards,  and 
the  up  distant  signal  490  3rards  from  the  signal  haudlea, 
the  line  falling  1  in  125  towards  Glasgow.  The  siding 
signal  and  down  main  signals  are  not  interlocked,  nw 
is  there  any  catch  siding  for  the  protection  of  th« 
main  down  line  against  the  colliery  siding.  I  am 
informed  that  this  siding  has  been  put  in  aince  the 
line  was  inspected  and  opened  f(»*  passenger  traffic 
two  or  three  years  ago. 

At  about  half-past  4  on  the  5th  ult.  according  to 
the  station  master,  or  4  according  to  the  driver  and  fire- 
man, a  tndn  of  empty  ooal  tnu^s  varrived  at  Carmyle 
from  the  Glasgow  direction,  trucks  in  front  pushed 
by  the  engine,  and  van  behind  it»  and  wap,  )>y  j[>ermia- 
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sion  of  the  station  master^  allowed  to  cross  from  the 
up  to  the  down  line,  and  proceed  into  the  colliery.  The 
station  master  states  that  he  took  off  the  siding  signal 
when  he  allowed  the  train  to  enter,  and  put  it  on  again 
to  "  danger"  when  the  train  had  passed  in.  After  the 
empty  waggons  had  been  deposited  in  the  colliery, 
the  van  and  engine  with  nine  full  waggons  returned 
towards  the  main  line,  and  the  nine  waggons  having 
been  left  in  one  side  of  the  loop,  the  van  and  engine 
passed  through  the  points  at  its  upper  end,  then 
backed  along  the  other  side  of  the  loop,  and  through 
the  points  at  its  lower  end  ;  after  which  the  engine 
pushed  the  van  up  to  the  tail  of  the  nine  waggons 
standing  in  the  loop,  thus  completing  the  tail  of  the 
train.  It  not  having  been  necessaiy  to  foul  the  main 
line  during  this  operation,  the  siding  signal  had  not  been 
whistled  for,  though  it  had  been  passed  at  "  danger." 
The  engine  then  i-eturned  into  the  colliery,  and  brought 
up  ten  more  full  waggons  to  back  against  those  now 
standing  in  the  loop.  As  the  main  line  had  to  be 
fouled  in  order  to  back  these  through  the  loop  points, 
the  siding  signal  was  whistled  for,  and  immediately 
turned  off  in  answer.  These  ten  waggons  having  been 
deposited  in  the  loop,  the  engine  returned  for  the 
third  and  last  time  into  the  colliery,  to  fetch  out  ten 
more  full  waggons  to  complete  the  train  previous  to 
starting  for  Glasgow.  The  siding  signal  was  whistled 
for  as  the  engine  was  coming  round  the  colliery  curve, 
and  was  found  to  be  turned  off  when  able  to  be  seen. 
Upon  seeing  it  clear  the  driver  asked  the  fireman  what 
time  it  was,  the  down  train  from  Edinburgh  being  due  to 
pass  (not  to  stop)  at  5h.  Im.  The  fireman  replied  that 
it  was  5h.  10m.  The  under  breaksman,  who  was  on 
the  engine,  remarked  that  he  was  afraid  the  down 
distant  signal  was  off  as  well  as  the  siding  signal. 
The  driver,  pointing  to  the  siding  signal,  said  that 
that  was  his  signal,  and  that  as  the  passenger  train 
was  some  time  (»verdue,  and  must,  he  thought,  have 
passed,  as  the  siding  signal  was  down,  he  should  go 
out.  He  accordingly  came  out  with  the  ten  waggons, 
and  put  them  back  against  the  remainder  standing  in 
the  siding,  the  engine  being  now  foul  of  the  main  line. 
The  driver  and  fireman  both  state  that  several  efforts 
were  then  made  to  start  the  train,  but  unsuccessfully, 
owing  to  the  greasy  state  of  the  rails,  and  to  part  of 
it  standing  on  a  descending  gradient  of  1  in  75,  and 
that  during  the  last  of  these  attempts  the  lights  of  an 
approaching  train  were  caught  sight  of,  upon  which 
an  effort  was  made  to  back  clear  of  the  main  line. 
This,  however,  was  not  entirely  successful,  for  the 
mineral  engine  was  struck  by  the  engine  of  the  pas- 
senger train,  and  knocked  partly  off  the  metals.  Its 
cylinder  was  broken,  framing  damaged,  and  buffer 
beam  carried  away.  The  tender  and  waggons  sus- 
tained no  damage.  The  driver  and  fireman  stepped 
off  just  before  the  collision,  and  escaped  without 
injury. 

The  passenger  train  was  one  which  left  Edin- 
burgh for  Greenock  at  3.45  p.m.,  correct  time.  It, 
however,  lost  time  on  the  road,  and  left  Holytown 
junction  20  minutes  late,  consisting  of  engine  and 
tender,  one  composite  carriage,  one  third-class,  one 
first-class,  one  second-class,  and  break  van  with 
guard  ;  five  vehicles  in  all.  Carmyle  station  was  ap- 
proached at  a  speed  of  about  35  miles  an  hour,  the 
distant  and  station  signals  both  being  off,  when 
the  driver  (it  raining  and  being  nearly  dark)  sud- 
denly heard  the  whistle,  and  caught  sight,  of  the 
mineral  engine  about  100  yards  from  him,  apparently 
not  clear  of  the  line  on  which  he  was  running.  He 
had  jost  time  to  shut  off  steam,  reverse  his  engine, 
and  have  his  breaks  applied,  before  the  collision  oc- 
curred, at  about  5.20.  The  left  side  of  the  passenger 
engine  ran  into  the  right  side  of  the  mineral  engine, 
knocking  it  out  of  its  way  ;  the  former,  together  with 


its  tender,  kept  the  road,  and  received  no  serious  in- 
jury. The  driver  and  fireman,  who  did  not  jump  off, 
were  neither  of  them  hurt.  The  couplings  between 
the  tender  and  first  can'iage  gave  way  ;  this  carriage 
passed  the  mineral  engine  about  20  yards,  and  then 
turned  over  on  its  left  side  ;  the  second  also  turned 
over  ;  the  third  was  canted  and  slewed;  the  fourth  and 
van  kept  the  road ;  none  of  the  other  couplings  gave 
way.  The  injured  passengers  were  almost  entirely  in 
the  third  carriage  from  the  front.  The  first  three 
carriages  were  badly  damaged,  the  fourth  and  van 
slightly  so. 

The  blame  of  this  accident  lies,  in  my  opinion, 
pretty  equally  between  the  station  master  and  driver 
of  the  mineral  engine.  The  former  admits  having 
taken  off  the  siding  signal  a  second  time,  when  the 
driver  came  out  with  the  last  ten  waggons ;  but  being 
under  the  impression'  that  he  had  to  make  another 
trip  into  the  colliery,  (not  being  aware  that  he  had 
deposited  the  nine  first  waggons,  ad  he  had  not 
whistled  for  the  siding  signal,)  appears  to  have  taken 
for  granted  that  he  had  gone  back,  and  to  have  lowered 
his  signals  for  the  passenger  train  while  the  mineral 
engine  was  upon  the  main  line  trying  to  stait  its  train. 
It  being  nearly  dark,  a  very  imperfect  view  would 
be  obtained  of  objects  250  yards  off.  There  is  much 
contradictory  evidence  as  to  whether  or  not  the  siding 
signal  was  restored  to  *^  danger"  after  it  had  been  taken 
off  the  second  time.  It  is  very  possible  that  it  may 
have  been,  but  as  the  mineral  driver  was  nearly  100 
yards  outside  it,  he  would  naturally  not  pay  much 
attention  to  it.  I  blame  the  station  master,  therefore, 
for  not  having  assured  himself  that  the  main  line  was 
clear  before  lowering  his  signals  for  the  passenger 
tmin,  and  I  blame  him  further  for  having  allowed  the 
mineral  engine  to  come  on  to  the  main  down  line,  (at 
2  minutes  to  5  by  his  own  account,  but  later  accord- 
ing to  other  evidence,)  almost  at  the  time  (5h.  Im.) 
that  the  passenger  train  was  due  to  pass  his  station. 
He  presumed,  no  doubt,  upon  its  being  usually  late, 
but  this  he  had  no  right  to  do,  in  the  absence  of  any 
telegraphic  information. 

The  driver  of  the  mineral  train  was  wrong  in  having 
passed  the  siding  signal  in  the  first  instance  when  at 
"  danger,"  though  he  might  not  have  required  to  foul  the 
main  line,  and  secondly,  in  not  having  assured  himself 
that  the  passenger  train  had  passed  before  proceeding 
to  occupy  the  main  line  in  the  way  he  did,  especially 
when  his  attention  had  been  drawn  to  the  probability 
of  its  not  having  passed  by  one  of  the  guards,  and 
when  he  might,  by  observing  the  back  light  of  the 
down  distant  signal,  have  seen  whether  it  was  off  or 
on.  With  regard  to  the  down  main  signal,  which  the 
driver  says  he  thought  was  lowered  for  him,  but 
which  had  really  been  lowered  for  the  passenger  train, 
there  appears  to  have  been  an  improper  practice  of 
lowering  it  for  the  departure  of  mineral  trains  coming 
from  the  colliery.  This  should  be  at  once  put  a  stop  to, 
as  one  signal  cannot  without  danger  be  made  to  sei've 
for  two  roads. 

This  accident  points  out  the  imperfection  of  the 
Kenmure  Colliery  arrangements  ;  in  the  first  place, 
the  siding  signal  and  down  signal  should  be  inter- 
locked, the  former  being  connected  with  a  catch  siding, 
so  that  nothing  should  come  on  the  main  line  without 
the  station  master  releasing  the  points.  The  siding 
signal  should 'also  be  placed  at  the  actual  fouling  point, 
and  not  as  at  present  more  than  20  yards  short  of  it. 
More  siding  accommodation  is  also  very  desirable, 
so  that  a  train  may  be  made  up  without  the  neces- 
sity of  coming  at  all  on  the  main  line. 

I  have,  &c. 
The  Secretary  C.  S.  Hutchinson, 

{Railway  Department),  Lieut-Col,  R.E. 

Board  of  Trade. 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  5th  January  1870. 
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CALEDONIAIJ  RAILWAY. 


SlK, 


McLean's  Hotel,  Glasgow, 
2Sd  December  1869. 
In  compliance  with  the  instructions  contained 
in  vour  minute  of  the  14th  inst.,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  my  inquiry  into  the  circumstances  which 
attended  the  collision  that  occurred  on  the  23d 
November  1869  at  Law's  sidings  on  the  Caledonian 
Railway.  These  sidings  are  situated  at  the  south  side 
of  GraiTiongill  Junction,  between  Carluke  and  Over- 
town  stations. 

Ko  person  appears  to  have  been  hurt. 

On  the  day  m  question,  a  train,  which  consisted  of 
an  engine  and  tender,  27  empty  coal  waggons,  and  a 
van  with  a  breaksman  at  the  tail  of  the  train,  arrived 
about  7.6  ajn.  at  Law's  sidings,  from  the  north. 
Law's  sidings  are  provided  with  distant  signals,  in 
each  direction,  on  the  main  line.  The  up  distant 
signal  at  the  north  side  is  on  the  same  post  as  the 
Grarriongill  Junction  down  distant  signal,  and  the 
down  distant  signal  to  the  south  of  Law's  sidings  is 
about  760  yards  from  the  [)oints  leading  from  the 
main  down  line  into  the  sidings.  It  is  a  fine  high 
signal,  and  can  be  seen  for  a  long  distance  before  it 
is  reached  by  a  train  approaching  it  from  the  south. 

The  driver  of  the  train  of  empty  coal  waggons 
found  the  up  distant  signal  belonging  to  Law's  sidings 
at  "  all  right "  when  he  arrived.  He  ran  on  to  the 
signalman's  hut,  and  obtained  permission  from  the 
signalman  to  shunt  his  train  into  the  sidings.  To  do 
this,  he  backed  his  train  across  from  the  up  on  to  the 
down  line,  and  then  pulled  it  from  the  down  line  into 
the  sidings.  As  the  engine  of  the  empty  coal  train 
was  moving  at  the  rate  of  about  two  miles  an  hour, 
from  the  down  line  into  the  sidings,  the  down  limited 
mail  came  in  sight.  The  driver  of  the  limited  mail 
could  not  stop  his  train,  and  the  engine  of  the  mail 
train  struck  the  second  waggon  of  the  coal  train,  but 
did  not  knock  it  off  the  rails.  Six  waggons  behmd 
this  waggon  were  knocked  off  the  rails  and  broken 
up.  The  rest  of  the  coal  train  was  only  driven  back 
a  few  yards,  and  remained  on  the  rails.  The  limited 
mail  consisted  of  an  engine  and  tender,  a  guard's  van, 
a  composite,  two  post  office  vans,  two  more  composite 
caniages,  and  a  guard's  van  with  a  guard.  The 
vehicles  were  coupled  in  the  order  given.  This  train 
left  Carstairs  at  6.50  a.m.  It  was  20  minutes  late  in 
leaving  Carstairs,  which  time  had  been  lost  in  ascend- 
ing the  Beattock  incline  at  the  south  side  of  Carstairs. 
The  gradient  from  Carstairs  to  Cleghorn  rises,  and 
thence  to  Law's  sidings  it  falls,  1  in  140  and  1   in 


100.  The  driver  of  the  limited  mail  stated  that  the 
morning  of  the  23d  ult.  wad  foggy,  and  that  the  rails 
were  so  greasy  that  he  had  used  all  the  sand  on  his 
engine  in  ascending  the  Beattock  incline.  He  had 
some  sand  on  his  tender,  which  he  could  only  apply 
to  the  wheels  at  one  side  of  the  tender.  He  might 
have  taken  sand  at  Carstairs,  but  he  did  not  do  so. 
He  stated  that  he  ran  close  up  to  the  down  distant 
signal  belonging  to  Law's  sidings  at  a  speed  of  about 
33  miles  per  hour,  but  he  no  doubt  under  estimated 
the  speed  of  his  train,  as  he  is  timed  to  run  at  the 
rate  of  40  miles  an  hour  over  this  part  of  the  line. 
The  down  distant  signal  at  Law's  siding  was  at 
danger  ;  but  the  driver  of  the  mail  train  stated  that 
he  could  nbt  see  the  signal  until  he  got  close  to  it, 
owing  to  the  fog.  He  said  that  he  reversed  his 
engine,  whistled  for  the  guard's  breaks,  and  told  his 
fireman  to  hold  on,  as  soon  as  he  noticed  that  the 
signal  was  at  danger,  but  that  he  could  not  stop  his 
train,  and  that  he  ran  into  the  coal  train  at  Law's 
siding  at  a  speed  of  about  4  miles  an  hour. 

The  buffers  and  buffer-plank  and  the  outside  shell 
of  the  near  side  cylinder  of  the  engine  of  the  mail 
train  were  broken  ;  the  near  side  step  of  the  tender, 
and  the  near  side  steps  and  handles  of  the  three  first 
vehicles  of  the  mail  train,  were  injured  by  the  collision, 
but  none  of  the  vehicles  of  the  train  left  the  rails. 

The  guard  of  the  mail  train  stated  that  he  heard 
the  driver  whistle  for  the  signals  when  he  passed  the 
down  distant  signal  belonging  to  Law's  sidings,  but 
that  he  only  heard  the  whistle  for  the  guard's  break 
after  the  train  passed  the  overbridge,  about  350  yards 
to  the  south  of  the  sidings,  and  that  he  does  not 
recollect  this  signal  having  been  at  danger  when  the 
limited  mail  arrived  at  any  former  time.  The  driver 
of  the  mail  train  said  that  he  observed  the  coal  train 
immediately  after  he  had  got  through  this  same  over- 
bridge. 

If  he  could  see  the  coal  train  from  the  bridge,  he 
might  have  seen  the  down  distant  signal  in  ample 
time  to  stop  his  train  ;  but  I  have  little  doubt  that  he 
thought  he  would  whistle  down  this  signal,  and  did 
not  attempt  to  stop  his  train  until  he  came  in  sight 
of  the  coal  train.  The  accident  was  caused  by  the 
disregard  by  the  driver  of  the  limited  mail  of  the 
down  distant  signal  belonging  to  Law's  sidings, 
I  have,  &c. 

F.  H.  Rich, 
The  Secretary^  Lieut.-CoL  B.E, 

Railway  Departmenl^ 
Board  of  Trade. 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  18th  January  1870. 


CALEDONIAN  RAILWAY. 


McLean^s  Hotel,  Glasgow, 
Sir,  22nd  December  1869. 

In  compliance  with  your  minute  of  the  8th 
inst.,  I  have  the  honour  to  report,  for  the  information 
of  the  Board  of  Trade,  the  result  of  my  inquiry  into 
the  circumstances  connected  with  the  collision  that 
occurred  on  the  6th  December  1869,  close  to  Lesma- 
hagow  Junction  on  the  Caledonian  Railway.  Five 
passengers  are  reported  to  have  been  slightly  hurt. 

On  the  day  in  question,  a  passenger  train,  which 
consisted  of  an  engine  and  tender,  a  third  class,  a 
break  van,  a  first  class,  two  thirds,  one  first,  a  break 
van  with  a  guard,  and  a  composite  carriage,  coupled 
in  the  order  given,  left  Motherwell  station  for  Holy- 
town  at  4.49  p.m.  The  train  was  14  minutes  late  on 
leaving  Motherwell.  It  was  stopped  before  it  reached 
Lesmahagow  Junction,  which  is  about  three  quarters 
of  a  mile  to  tlic  west  of  Motherwell.     The  lesmahagow 


down  distant  signal  was  at  "  danger."  There  was  a 
thick  fog,  and  the  lamp  in  this  signal  had  gone  out ; 
but  the  driver,  who  was  proceeding  cautiously,  noticed 
that  the  semaphore  arm  was  a*  "danger,"  and  he 
brought  his  train  to  a  stand,  with  the  last  carriage 
about  150  yards  inside  the  down  distant  signal.  His 
engine  was  then  within  10  or  12  yards  of  the  break 
van  of  a  mineral  train, 'that  was  ^so  stopped  by  the 
junction  signals,  in  consequence  of  another  train  being 
in  the  way. 

A  goods  train,  which  consisteil  of  an  engine  and 
tender,  nine  loaded  and  eleven  empty  waggons,  was 
waiting  in  a  siding  at  Motherwell  to  proceed  to  Glas* 
gow  when  the  passenger  train  left  Motherwell  at 
4.49  p.m.  The  goods  train  left  Motherwell  station 
six  minutes  after  the  passenger  train.  The  line  falls 
ft^m  Motherwell  to  Lesmahagow  Junction  on  a 
^^raflient  of  1  u\  143.     The  driver  of  the  goods  tniiii 
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stated  tliaft  he  wenifc  slowly  down  to  tbe  Xiosm^luigow 
Junction  down  distant  signal,  that  as  he  passed  it 
he  saw  a  white  light,  but  that  he  could  not  see  the 
semaphore  arm,  owing  to  the  fog,  and  believing  £rom 
seeing  the  white  light  that  the  road  was  clear,  he 
drove  on  at  a  speed  of  about  15  miles  an  hour.  When 
he  got  about  100  yards  within  the  down  distant 
signal,  he  heard  a  man  calling  to  him  to  hold  on.  He 
shut  off  steam,  reversed,  whistled  for  the  guard's 
break,  and  his  fireman  put  on  the  tender  break,  but 
he  could  not  stop  his  train,  which  ran  into  the 
passenger  train,  and  pushed  it  forward  against  the 
mineral  train,  which  was  about  10  yards  in  front  of 
the  passenger  train.  The  two  front  carriages  of  the 
passenger  train  had  their  leading  wheels  knocked  off 
the  rails.  The  engine  of  the  passenger  train,  and  the 
engine  of  the  goods  train  that  ran  into  it,  were  slightly 
damaged.  The  carriage  and  a  break  van  were  also 
slightly  damaged. 

It  is  given  in  evidence  that  the  passenger  train  had 
been  brought  to  a  stand  about  three  minutes  before 
the  goods  train  ran  into  it.  It  is  probable  that  it 
had  been  standing  a  longer  time,  as  it  had  left 
Motherwell,  which  was  only  half  a  mile  distant,  six 
minutes  before  the  goods  train.  There  was  ample 
time  for  the  guard  of  the  passenger  train  to  have 
gone  back  to  a  sufficient  distance  to  stop  the  goods 
train  if  he  had  been  tolerably  active  in  the  execution 
of  his  duty,  but  he  had  only  gone  back  50  to  100 
yards  when  he  called  to  the  driver  of  the  goods  train 
to  stop.  The  driver  of  the  goods  train  stated  that  he 
went  baek  to  the  Lesmahagow  Junction  down  distant 


signal  after  the  collision,  (The  up  distant  signal  of 
Motherwell  station  is  on  the  same  post.)  He  stated 
that  he  found  that  the  lamp  of  the  down  signal  was 
out,  and  that  it  was  the  back  light  of  the  Motherwell 
up  distant  signal  that  he  had  mistaken  for  the  down 
distant  signal.  The  down  distant  signal  had  been 
extinguished  by  the  brass  cap  which  keeps  the  candle 
in  its  tube  having  been  pushed  off,  and  the  candle 
having  sprung  out.  This  cap  cannot  have  been 
properly  twisted  into  its  place  by  the  man  who  lit 
the  candle  of  the  lamp. 

The  driver  of  the  goods  train  ought  to  have  seen  the 
semaphore  arm  at  danger  as  well  as  the  driver  of  the 
passenger  train  who  had  observed  it ;  but  supposing 
the  fog  to  have  been  more  dense  when  the  goods  train 
passed  the  down  distant  signal,  and  the  semaphore 
arm  not  to  have  been  visible,  the  driver  showed  a 
great  want  of  caution  in  approaching  this  signal,  and 
a  junction  so  crowded  as  Lesmahagow  Junction  is,  at 
a  speed  of  15  miles  an  hour,  when  he  had  seen  the 
mineral  train  leave  Motherwell  about  16  minutes 
before,  and  the  passenger  train  about  six  minutes 
before  he  left  the  station. 

It  would  be  desirable  that  a  line  which  is  so 
crowded  with  traffic  as  the  railway  between  Motherwell 
and  Glasgow  should  be  worked  on  the  block  telegraph 
system. 

I  have,  &c. 

F.  H.  Rich, 
The  Secretary y  Lieut,- CoL  Roycd  Engineers, 

Railway  Department, 
Board  of  Trade, 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  18th  January  1870. 


CALEDONIAN  RAILWAY. 


1,  Whitehall, 
Sm,  4th  January  1870. 

In  compliance  with  the  instnictions  contained 
in  your  minute  of  the  18th  ult.,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  my  inquiry  into  a  double  collision  between 
a  passenger  train,  a  van  and  engine,  and  a  coal  train, 
which  took  place  on  the  14th  ultimo  at  Church  Hill 
sidings,  near  Greenock,  on  the  Glasgow  and  Greenock 
section  of  the  Caledonian  Railway. 

Injuries  in  the  shape  of  cuts,  contusions,  and  shakes, 
are  returned  as  having  been  sustained  by  eight  pas- 
sengers ;  the  driver  of  the  engine  with  only  the  van 
attached  to  it,  and  the  front  guard  of  the  passenger 
train,  were  also  slightly  injured. 

Church  Hill  sidings  are  situated  about  a  mile  from 
Greenock,  and  are  used  for  depositing  waggons  for 
which  there  is  no  room  at  Greenock  or  adjacent 
dep6te.  There  are  two  parallel  lengths  of  siding  on 
the  north  of  the  main  line,  joining  the  up  line  from 
Greenock  to  Glasgow  with  falling  points  about  500 
yards  east  of  the  signalman's  cabin,  and  one  siding  on 
the  south  of  it,  joining  the  down  line  from  Glasgow  to 
Greenock  with  falling  points  about  300  yards  from 
the  same  cabin.  There  is  a  cross-over  road  connecting 
the  up  and  down  lines  nearly  opposite  to  the  cabin. 
The  signalman  has  a  distant  signal  in  both  directions, 
that  for  the  up  line  being  450  yards  off,  and  visible 
for  only  about  200  yards  ;  while  that  for  the  down  line 
is  800  yards  off,  and  well  visible.  There  are  no  home 
signals.  The  distant  signal  handles  and  the  point 
levers  for  the  cross-over  road  are  brought  together 
close  to  the  signalman's  cabin,  but  they  are  not  inter- 
locked. The  adjacent  cabins  are  Hill  End,  about  a 
quarter  of  a  mile  westward,  and  Ladybum,  about  half 
a  mile  eastward.  These  cabins  conmiunicate  bet  ;ve(<n 
themselves  and  with  other  cabins  by  telegraphic  bells 
used  for  signalling  forward  approaching  n*ains,  but  thek*e 
is  no  system  of  block  telegraph  in  force  on  this  part  of 
the  line,,  ihongh  it  exists  on  ihat  between  Glasgoiv 


and  Paisley.     The  gradient  near  Church  HQl  sidings 
is  very  slight,  rising,  if  anything,  towards  Glasgow. 

On  the  afternoon  of  the  14th,  at  about  4  o'clock,  an 
engine,  tender,  and  22  loaded  coal  waggons,  left  the 
south  siding  at  Church  Hill  for  Greenock,  the  signal 
man  having  ridden  down  on  the  engine  to  near  the  up 
distant  signal,  the  candle  of  which  ho  lit,  and  then 
returned  to  his  cabin.  On  reaching  Greenock  yard 
the  driver  found  there  was  no  room  for  his  train,  and 
so  returned  as  quickly  as  possible  to  Church  Hill, 
pushing  his  waggons  in  front  of  him,  and  passing  Hill 
End  box  at  4.36  by  the  train  register  kept  there.  As 
he  passed  the  up  distant  signal  it  was  showing  no  light, 
but  the  post  was  visible  30  or  40  yards  off,  the  arm 
being  down.  On  reaching  the  cross-over  road  at 
Church  Hill  the  train  was  detained  on  the  up  road, 
with  the  engine  sufficiently  eastward  of  the  points  to 
allow  another  engine  and  van  (which  had  amved  on 
the  down  line  from  Ladyburn,  and  wanted  to  cross  to 
the  up  line  to  take  a  train  out  of  the  north  siding,)  to 
cross  out  of  the  way  of  a  down  passenger  train  from 
Glasgow  to  Greenock,  which  was  due  to  pass  at  4.40 
p.m.  As  soon  as  this  train  had  passed,  at  about  4.46^ 
the  coal  train  got  into  motion  and  commenced  crossing 
to  the  down  line,  the  other  engine  and  van  remaining 
on  the  up  line  on  the  Greenock  side  of  the  crossing. 
There  is  every  reason  to  believe  that  the  up  distant 
signal  had  been  put  to  "  danger  "  by  the  signalman  on 
the  first  arrival  of  the  coal  train,  and  had  not  been  again 
taken  off.  All  but  the  four  last  waggons  of  the  coal 
train  had  cleared  the  up  line,  when,  at  about  4.48,  the 
van  attached  to  the  other  engine  was  run  into  by  the 
engine  of  the  4.40  p.m.  up  passenger  train  from 
Greenock  to  Glasgow.  The  van  and  engine  were  sent 
forward  into  the  waggons,  one  of  which  was  knocked 
to  pieces  ;  the  van  had  its  wheels  knocked  from  under 
it,  and  its  end  forced  in.  The  break sman  was  for- 
tunately not  iu  the  van.  The  engine  attached  to  the 
van  was  slightly  iiijured.and  had  its  trailing  wheels 
JcAlooked  off  jth0  voad  ;  the  driver,  who  was  grossing 
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the  foot  plate  to  jump  off  just  as  the  collision  occurred, 
was  thrown  down  and  injured  in  the  head.  The  fire- 
man had  jumped  off  in  time,  and  was  not  hurt 

The  passenger  train  which  caused  this  collision  had 
left  Greenock  for  Glasgow  at  4.43  p.m.,  three  minutes 
late,  timed  to  stop  only  at  Port  Glasgow  and  Paisley, 
being  the  mail  train  ranning  in  connexion  with  the 
limited  mail  from  Glasgow  to  the  south.  The  driver  is 
accustomed  to  have  a  clear  road,  and  does  not  expect 
to  find  signals  against  him.  The  train  consisted  of 
engine  and  tender,  a  composite  second-class  break 
carriage,  with  guard,  one  second-class,  three  first-class, 
one  second-class  and  guard's  van,  coupled  in  the  order 
stated.  The  driver,  an  experienced  man  17  years 
with  the  Caledonian  Company,  states  that  on  approach- 
ing Hill  End  the  Church  Hill  sidings  up  distant  signal 
was  showing  no  light ;  that  he  slacked  speed  on  ap- 
proaching it,  and  shut  off  steam  on  passing  it,  at 
which  moment  he  caught  sight  of  the  lights  of  the 
engine  of  the  coal  train  ;  that  he  immediately  after- 
wards got  a  hand-lamp  signal  from  this  engine,  upon 
which  he  reversed,  put  on  contrary  steam,  opened  his 
sand  pipe,  and  had  his  breaks  applied  ;  that  his  speed 
was  til  us  reduced  from  17  or  18  miles  an  hour,  which 
it  had  been  on  passing  the  signal,  to  7  or  8  on  pitch- 
ing into  the  van  attached  to  the  engine,  the  lights  of 
wMch  had  been  obscured,  until  he  was  close  upon  it, 
by  the  steam  of  the  engine  of  the  mineral  train.  Both 
driver  and  fireman  of  the  engine  of  the  passenger 
•ifoin  remained  on  it,  and  were  neither  of  them  hurt. 
The  buffers  and  buffer  beam  were  broken,  and  framing 
slightly  injured.  Nothing  left  the  rails  in  this  train, 
and  there  was  but  slight  damage  to  any  of  the  vehi- 
cles. The  head  guard  estimates  the  speed  on  collision 
at  18  miles  an  hour,  and  the  breaksman  of  the  mineral 
train  at  30  miles  an  hour  when  about  100  yards  from 
the  point  of  collision. 

This  collision  was  caused  by  the  driver  of  the  pas- 
senger train  neglecting  to  pay  proper  attention  to  a  sig- 
nal showing  no  light,  and  not  pulling  up  as  quickly  as 
he  might  when  he  found  it  at "  danger."  A  signal** out," 
accor&ng  to  the  rules  of  the  Caledonian  Company  for 
working  oxer  foreign  lines,  is  to  be  treated  as  a  danger 
signal,  and  the  drivers  acknowledge  that  they  consider 
themselves  bound  by  this  rule  when  working  on  their 
own  lines.  The  point  of  obstruction  in  this  case  was 
about  400  yards  inside  the  distant  signal,  the  latter 
being  visible  200  yards  off.  Allowing  for  some  slight 
hesitation  (though  there  should  have  been  none)  on 
the  part  of  the  driver  as  to  how  he  should  act  on  find- 


ing the  lamp  showing  no  light,  it  was  perfectly  pee- 
sible  for  him  to  have  seen  the  position  of  the  arm  for 
some  yards  before  reaching  it,  and,  on  finding  it  at 
"  danger,"  to  have  pulled  up  his  comparatively  light 
train  in  400  yards,  had  he  used  all  the  means  at  his 
disposal  for  so  doing  ;  as  it  was,  he  no  doubt  went  on 
with  merely  his  steam  shut  off,  till  he  actually  saw 
the  obsti*uction,  and  then,  when  too  late,  used  the 
means  at  his  disposal  for  stopping.  The  evidence  of 
the  head  guard  confirms  me  in  this  opinion  of  the 
driver's  conduct,  for  he  knew  nothing  of  the  dang^ 
till  immediately  before  the  collision,  showing  that  there 
could  have  been  no  check  of  any  moment  to  the  speed 
until  the  van  had  been  almost  reached. 

With  regard  to  the  signal  showing  no  light,  there 
appears  no  doubt  but  that  it  was  lit  and  burning  about 
4  o'clock,  was  also  burning  dimly  at  about  5  o'clock 
(when  it  was  seen  by  an  independent  witness),  and 
was  certainly  not  reht  in  the  interval.  It  is,  there- 
fore, possible,  that  from  some  imperfection  in  the 
candle,  the  light  might  have  been  so  dim  as  to  have 
appeared  out  at  the  time  the  drivers  of  the  coal  and 
passenger  trains  approached  it. 

There  appears  to  have  been  a  breach  of  the  com- 
pany's regulations  in  the  engine  and  van  having  been 
allowed  to  leave  Ladyburn  sidings  and  cross  at 
Church  Hill  sidings  seven  minutes,  at  the  most,  before 
a  down  passenger  train  from  Glasgow  was  due. 

It  also  betrays  great  lack  of  proper  arrangement  for 
the  coal  train  to  have  gone  to  Greenock,  and  have  had 
to  return  to  Church  Hill  for  want  of  room  at  the 
former  yard.  This  causeless  journey  of  the  coal  train 
was  really  the  secondary  cause  of  the  accident 

The  position  of  the  up-distant  signal  at  Church  Hill 
sidings  might  be  greatly  improved  by  moving  it  about 
100  yards  nearer  Greenock,  and  providing  it  with  a 
repeater.  Home  signals  should  also  be  provided,  and 
both  home  and  distant  signals  interlocked  with  the 
cross-over  road. 

I  would  suggest  to  the  directors  the  expediency  of 
introducing  a  rule  as  to  signals  "  out "  into  their  own 
regulations,  and  not  letting  it  appear  only  in  those  for 
working  over  foreign  lines. 

This  accident  is  one  of  those  which  would  hardly 
have  occuiTcd  under  a  proper  system  of  block-tele- 
graph working. 

I  have,  &c. 
The  Secretary  C.  S.  Hutchinson, 

Railway  Department^  Lieut-Col.  R.E. 

Board  of  Trade^ 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  20th  January  1870. 


CALEDONIAN  RAILWAY. 


1,  Whitehall,  S,W. 
Sir,  2%th  January  1870. 

I  HAVE  the  honour  to  report,  for  the  informa- 
tion of  the  Board  of  Trade,  that  in  compliance  with 
the  instructions  contained  in  your  minute  of  the  6th 
instant,  I  have  inquired  into  the  circumstances  attending 
a  collision  which  occun*ed  at  Lesmahagow  junction 
near  Motherwell  station  on  the  Caledonian  Railway 
on  the  31st  ult. 

Two  passengers  are  returned  as  having  received 
slight  contusions,  and  an  inspector  of  poUce  in  the 
service  of  the  company  had  his  eye  bruised. 

At  Lesmahagow  junction  the  lines  from  Coatbridge, 
&c.  and  South  Side,  Glasgow,  unite,  and  then  separate 
into  those  leading  to  Carstairs,  &c.,  and  Lesmahagow. 
The  junction  is  provided  with  proper  locking  appa- 
ratus, the  up  signals  for  trains  to  Carstairs  being  on  a 
post  on  the  east  side  of  the  line,  and  those  for  Lesma- 
hagow on  the  west  side  of  it. 

At  about  6.30  p.m.  on  the  31st  ult.,  a  mineral  train, 
consisting  of  a  tender,  engine,  and  30  empty  waggons, 
arrived  at  Lesmahagow  junction  from  South  Side  to  pro- 


ceed to  a  siding  on  the  Lesmahagow  line.  It  stopped 
at  some  distance  from  the  points,  as  an  engine  and  van 
were  standing  on  the  road  in  front  of  it  As  the  driver 
of  the  minerd  train  pulled  up,  he  gave  two  whistles,  to 
intimate  to  the  signalman  where  he  wanted  to  go. 
After  remaining  there  about  three  minutes,  the  up 
limited  mail  passed  on  its  way  to  CarBtaii*s,  and  at 
about  the  same  time  the  engine  and  van  went  awaj^ 
through  a  crossing  (a  shunting  operation  not  requiring 
a  signal),  and  left  a  clear  road  for  the  mineral  train* 
As  soon  as  the  steam  from  the  engine  of  the  limited 
mail,  and  that  with  only  the  van,  had  cleared  away,  the 
driver  of  the  mineral  train  says  that  he  saw  the  signal 
for  the  Lesmahagow  branch  showing  a  good  green 
light,  which  he  concluded  was  the  signal  for  which  he 
was  waiting.  He  accordingly  went  ahead  about  a  train's 
length,  when  he  saw  the  same  signal  giving  a  mixed 
light,  both  white  and  green,  upon  which  he  slacked 
his  speed,  being  still  clear  of  the  junction-crossings. 
Just  at  this  time  he  observed  a  passenger  train  ap- 
proaching from  the  Carstairs  direction,  which  he  at 
first  thou^t  was  going  to  the  South  Bide,  Glasgow, 
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and  in  this  case  would  not  have  oome  into  collision 
with  him,  as  he  was  still  some  distance  ^m  the  point 
at  which  he  would  have  crossed  its  com'se.  Knowing, 
however,  that  something  must  he  wrong,  hoth  from 
the  mixed  light  shown  by  his  own  signal  and  from 
the  approach  of  the  passenger  train,  which  (if  he  had 
reallj  got  his  signal)  must  either  have  got  a  conflicting 
signal  or  be  running  against  its  signal,  he  shut  off 
steam,  and  had  his  break  applied.  The  tender  had  just 
reached  the  crossing  of  the  lines  to  Coatbridge  and 
from  South  Side  when  it  was  struck  by  the  engine  of 
the  passenger  train,  which,  instead  of  going  to  South 
Side,  was  on  its  way  to  Coatbridge,  &c.  The  passen- 
ger-train engine  struck  the  centre  of  the  tender  of  the 
mineral  train ;  the  buffers  of  the  latter  were  broken, 
and  the  waggon  next  the  minei*al  engine  knocked  off 
the  road. 

The  passenger  train  was  one  from  Edinburgh  to 
Glasgow  (Buchanan  Street  station),  via  Carstairs, 
Motherwell,  and  Coatbridge.  Ic  consisted,  on  leaving 
Carstairs,  of  engine  and  tender,  two  first  class,  one 
composite,  six  third  class  carriages,  and  a  guard's  van, 
in  which  latter  there  were  a  guard  and  the  inspector 
of  police  who  was  injured. 

The  train  was  30  minutes  late  in  leaving  Motherwell 
(the  passengers  having  been  very  numerous  along  the 
road),  and  was  running  through  Lesmahagow  junc- 
tion (a  short  distance  from  Motherwell)  at  a  speed 
estimated  by  the  driver  to  be  six  or  seven  miles  an 
hour,  when  he  found  himself  in  collision  with  the 
tender  of  the  mineral  train.  He  had  seen  nothing  of  it 
previously,  as  he  was  looking  out  for  the  next  signals 


a  short  distance  ahead.  All  the  wheels  of  his  engine 
were  knocked  off  the  road,  its  buffer  beam  was  broken, 
and  framing  slightly  injured ;  but  the  train  sustained 
no  further  damage.  The  guard  and  inspector  of 
police  were  both  knocked  down  in  the  van,  and  the 
latter  injured  about  the  eye. 

On  examination  of  the  signal  lamp,  which  had 
misled  ^e  driver  of  the  mineral  train,  it  was  found 
that  one  of  the  sockets  which  held  the  lamp  in  its 
place  was  broken,  and  that  its  fracture  had  allowed 
the  lamp  to  fall  sufficiently  outward  from  the  signal 
post  for  the  flame  to  be  no  longer  perfectly  covered 
by  the  proper  glass.  It  nught  thus  have  shown  green  to 
the  driver  when  at  some  distance  from  it,  and  as  he 
got  closer  to  it,  and  more  under  it,  green  and  white,  as 
stated  by  him.  The  socket  was  made  of  cast  iron,  of 
a  polygonal  shape,  and  had  broken  close  to  one  of  the 
angles ;  and,  curious  to  say,  on  the  previous  night  a 
similar  socket  of  the  very  same  lamp  had  broken  in 
almost  the  same  place.  This  had  been  at  once  replaced 
(by  the  one  which  broke  on  the  31st)  by  the  signal- 
man on  duty.  There  appeared  to  be  no  sufficient 
cause  to  account  for  either  of  these  fractures,  but  in 
consequence  of  their  occurrence  it  is  I  understand 
wisely  intended  to  use  only  wrought-iron  sockets  in 
future. 

I  remain,  &c, 

C.  S.  Hutchinson, 
The  Secretary,  Lieut. -Col.  R.E. 

Railway  Department^ 
Board  of  Trade, 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  15th  February  1870. 


CAMBRIAN  RAILWAY. 


Board  of  Trade 
^Railway  Department), 
Sir,  WhiUhall,  23rd  November  1869. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  6th  and  11th  inst.,  I  have  the 
honour  to  report,  for  the  information  of  the  Board  of 
Trade,  the  result  of  my  inquiry  into  the  circumstances 
which  attended  the  collision  that  occurred  on  the  1st 
November  1869,  at  Camo  station,  on  the  Cambrian 
Railway. 

Several  passengers  are  reported  to  have  been 
slightly  cut  and  bruised,  among  whom  was  Lord  Vane, 
the  chairman  of  the  company.  The  driver  and  fire- 
man of  the  passenger  train  were  also  injured  to  such 
an  extent  that  they  were  unable  to  appear  and  give 
their  evidence  on  the  19th  inst. 

On  the  evening  of  the  1st  mst.  the  7.10  p.m.  up 
goods  train  was  about  an  hour  and  15  minutes  late  in 
leaving  Machynlleth  for  Welshpool 

The  delay  was  caused  by  the  late  arrival  of  the 
Mid  Wales  train  at  Aberystwith.  The  7.10  p.m. 
goods  train  was  kept  at  Machynlleth,  to  await  the 
arrival  of  some  cattle  that  were  forwarded  from  the 
Mid  Wales  Railway,  via  Aberystwith  to  Machynlleth. 

The  railway  fi-om  Machynlleth  to  Welshpool  is  a 
single  line  with  loops  at  the  various  stations.  Moat 
Lane  Junction  is  the  station  where  the  7. It)  p.m. 
up  goods  train  is  directed  to  pass  the  down  pas- 
senger train,  which  is  timed  to  leave  Welshpool  at 
8.16  p.m. 

Owing  to  the  delay  of  the  goods  train  at  Machyn- 
lleth, the  station-master  at  that  station  determined  to 
alter  the  place  where  these  two  trains  ordinarily  pass 
each  other,  from  Moat  Lane  Junction  to  Camo,  and 
he  gave  the  driver  of  the  up  mail  train,  which  left 
Machynlleth  at  6.56  p.m.,  a  written  order  to  that 
eflTect,  to  show  to  the  station-master  at  Carno,  and  to 
the  station  master  at  Moat  Lane  Junction.  Both 
these  stations  are  ''  staff''  stations.    It  appears  that 


some  time  since  the  station-master  at  Machynlleth 
gave  over  the  charge  of  the  train  staff  (by  which  the 
single  line  is  worked)  to  the  foreman  of  porters  at 
Machynlleth,  and  that  on  the  evening  in  question, 
although  the  station-master  changed  the  ordinary 
train  staff  arrangements,  he  did  not  think  it  necessary 
to  inforn  the  driver  of  the  7.10  p.m.  goods  train  of 
the  change. 

He  trusted  to  the  foreman  of  porters  to  do  this,  when 
the  latter  gave  the  train  staff  to  the  driver,  but  the 
station-master  gave  the  foreman  of  porters  no  special 
instructions  to  do  so.  The  foreman  of  porters  deputed 
the  duty  of  handing  the  train  staff  to  the  engine  driver, 
to  an  assistant  guard,  and  the  result  was  that  the 
driver  of  the  7.10  p.m.  goods  train  left  Machynlleth 
without  any  notice  that  he  was  to  stop  at  Carno  and 
pass  the  down  passenger  train  at  that  station,  instead 
of  passing  it  as  iisual  at  Moat  Lane  Junction,  which 
is  seven  miles  east  of  Carno. 

The  guard  of  the  goods  train  was  informed  of  the 
change  by  the  Machynlleth  station-master,  but  the 
guard  did  not  tell  the  driver  of  his  train  of  the  change, 
supposing  that  he  would  have  been  duly  informed  of 
it  by  the  station-master. 

The  goods  train  left  Machynlleth  at  8.25  p.m.  It 
consisted  of  two  engines  and  tenders,  36  waggons, 
the  greater  part  of  them  loaded,  and  one  break  van 
with  two  guards  in  it.  There  should  have  been  two 
break  vans  according  to  the  company's  rules.  One 
waggon  was  left  at  IJanbrynmair  station  and  three 
others  were  taken  on  from  there. 

The  goods  train  was  timed  to  stop  at  Carno,  but  it 
does  not  appear  to  have  been  in  the  habit  of  stopping 
if  no  waggons  had  to  be  dropped  there. 

The  driver  was  in  the  habit  of  throwing  his  "  train 
staff"  on  to  the  platform,  and  receiving  the  other 
from  the  station-master,  as  he  ran  past  the  station,  at 
a  moderate  speed. 

On  ihe  night  in  question  the  Carno  station  and 
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distant  signak  are  reported  to  have.beea  lighted,  but 
both  distant  signals  appear  to  have  gone  out  before 
the  goods  train  arrived  The  Camo  station  signal 
was  at  danger. 

The  gradient  of  the  railway  fells  from  west  to  cast. 
It  is  1  in  149  to  the  west  of  Oarno  station,  and  1 
in  129  to  the  east  of  the  station.  There  is  a  level 
space  five  chains  long  at  the  station. 

The  goods  train  japproached  Carno  at  a  speed  esti- 
mated at  eight  or  tea  miles  an  hour.  It  ran  through 
the  station,  and  about  438  yards  to  the  east  of  the 
station  it  came  into  collision  with  the  down  passenger 
train,  which  was  approaching  in  the  opposite 
direction. 

The  guard  of  the  goods  train  stated  that  he  had 
put  his  break  harden,  some  time  before  he  reached 
Camo,  but  one  break  van  could  have  but  little  effect 
on  so  heavy  a  train  deseending  the  incline. 

The  driver  of  the  train,  as  he  did  not  propose  to 
stop,  onlv  intended  to  check  his  speed  sufficiently  to 
enable  him  to  seize  the  "  staff"  as  he  passed  the  sta- 
tion. He  did  not  take  measures  to  stop  his  train 
until  he  got  to  the  station  platform,  and  he  found  that 
the  station-master,  who  was  on  the  platform,  would 
not  hand  him  the  "  staff." 

The  down  passengei  train  at  the  time  of  the  col- 
lision consisted  of  an  engine  and  tender,  a  composite, 
a  second,  a  first-class  saloon  carriage,  a  third,  a  break 
van  with  a  guard,  a  composite  saloon  cari'iage,  in 
which  Lord  Vane  was  traveHing,  and  a  third-class 
carriage  at  the  tail  of  the  train.  The  guard  of  this  train 
stated  that  it  was  travelling  at  a  speed  of  about  10 
miles  an  hour  at  the  time  of  the  collision. 

The  night  was  dark  and  a  drizzling  rain  was  falling. 
There  was  no  light  in  the  down  distant  signal,  and  the 
goods  train  probably  intervened  between  the  driver  of 
the  passenger  train  and  the  Camo  station  signal.  It 
was  stated  that  the  light  on  the  goods  engine  was  the 
first  notice  of  danger  that  the  driver  of  the  passenger 
train  observed,  and  I  was  informed  that  when  he  first 
saw  the  light  on  the  goods  engine  he  thought  that 
it  was  standing  in  the  siding,  instead  of  running 
towards  him. 

The  passenger  engine  was  a  good  deal  damaged, 
and  the  tender  of  this  engine  was  thrown  off  the 
rails,  the  carriage  next  behind  the  tender  mounted 
on  the  tender.    AU  the  carriages  of  the  passenger 


ttaiii  were  more  or  lead  iigur^.  The  salobQcarrta^ 
in  which  Lord  Vane  rode  became .  uncoupled.  This 
carriage  .and  the  third-class  carriage  at.  the  tail  of  the 
train  ran  back  down  the  incline  for  six  and  a  half 
miles,  until  they  reached  the  level  about  half  a  mile 
to  the  west  of  Moat  Lane  Junction. 

The  driver  of  the  passenger  train  jumped  off  as  the 
coUision  occurred,  but  the  fireman  remained  on  the 
engine. 

These  two  men  appear  to  harve  been  most  injured. 
Lord  Vane  was  cut  in  the  forehead,  and  a  student, 
who  was  in  the  train  was  reported  to  be  still  confined 
to  his  bed. 

The  guard  of  the  passenger  train  was  knocked 
down  and  cut,  but  he  appears  to  have  quite  recovered. 

The  two  engines  of  the  goods  train  were  damaged, 
but  they  remained  on  the  i*ails.  One  waggon  about 
the  centre  of  the  goods  train  was  thrown  off  the  rails, 
and  some  slight  damago  was  done  to  the  goods  wag- 
gons, but  the  men  in  charge  were  not  injured. 

This  accident  was  caused  by  the  carelessness  of  the 
station-master  at  Machynlleth,  in  making  the  an*ange- 
men ts  about  changing  the  passing  place  for  the  up 
goods  and  doAvn  passenger  trains.  He  has  been  dis- 
missed from  the  company's  service.  This  man  appears 
to  have  performed  a  most  important  duty  in  a  careless 
and  inefficient  manner. 

.  The  station-master  at  Camo  has  also  been  dis- 
missed. He  entrusted  the  cleaning  and  lighting  of 
the  signal  lamps  to  his  son,  a  boy  of  about  14 
years  of  age,  who  was  employed  by  the .  company  to 
assist  him  in  the  duties  of  the  station,  during  the 
absence  of  the  porter. 

There  was  negligence  on  the  part  of  the  drivers  of 
the  goods  train  in  approaching  Carno  station  (where 
the  train  was  timed  to  stop)  at  such  speed  that  they 
could  not  pull  up,  when  they  found  the  station  signal 
at  danger;  and  I  think  that  the  driver  of  the  passenger 
train,  who  was  approaching  Camo  station  round  a 
curve,  might  have  seen  the  light  of  the  goods  engine 
running  through  the  station,  if  he  could  not  see  the 
station  signal,  if  he  had  kept  a  good  look-out. 

^I  have,  &c.. 
The  Secretary y  F.  H.  Rich, 

Board  of  TradCy  Lieut.  CoL  R.E, 

Railway  Department. 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  I7th  December  1869. 


GREAT  NORTHERN  RAILWAY. 


Sib,  Barnet,  20th  August  1869. 

In  compliance  with  the  instFUCtions  contained 
in  your  minute  of  the  18th  instant,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  Tirade, 
the  result  of  my  inquiry  into  the  circumstances  which 
attended  the  collision  that  occurred  on  the  night  of 
the  16th  instant,  between  an  empty  passenger  train 
and  a  goods  train,  near  the  Barnet  station  on  the  Great 
Northern  Railway. 

The  Barnet  station  is  9^  miles  from  the  King's 
Cross  (London)  station  of  the  Great  Northern  Rail- 
way. The  passenger  platforms  at  Barnet  are  not 
opposite  to  one  another,  the  north  end  of  the  up  plat- 
form being  a  little  to  the  south  of  the  south  end  of 
the  down  platform.  There  is  a  raised  signal-cabin,  ' 
25  feet  south  of  the  south  end  of  the  down  platform, 
and  the  floor  of  this  CAbin  is  16  feet  above  the  level  of 
the  rails.  The  signalman  is  provided  with  telegraph 
apparatus  in  his  cabin,  both  for  speaking  and  for  block 
signalling,  as  well  as  with  levers  for  working  two 
home-signals,  two  di-tant-siguals,  and  a  starting-signal 
(applying  to  a  line  on  the  east  of  the  up  platibim), 
which  is  used  for  suburban  trains  starting  from  Barnet. 
There  are  sidings  on  each  side  of  the  line  at  each  end 
of  the  station,    and  there  are  two  cross-over  roads 


between  the  two  main  lines,  and  two  through-cross- 
ings between  the  sidings  and  the  main  lines.  There 
are  altogether,  including  the  slip-crossings,  10  ^airs 
of  points  connected  with  the  main  lines,  send  four 
others  leading  from  the  sidings  to  the  main  line,  none 
of  which  are  worked  from  the  signal-cabin.  Of  these, 
one  pair  of  points  (A),  to  which  I  shall  have  specially 
to  refer,  leading  from  the  down  to  the  up  line,  are 
immediately  under  the  signal-cabin. 

This  cabin,  for  the  purposes  of  the  block  telegraph 
system,  is  in  communication  with  Whetstone  cabin, 
1346  yards  to  the  south,  and  Enfield  cabin,  about 
1^  mile  to  the  north  of  it.  Besides  being  used  daily 
for  65  through  and  stopping  passenger  and  goods 
trains  in  each  direction  on  the  main  lines,  the  Bamet 
station  also  accommodates  every  day  13  trains  jfbr 
which  it  is  a  terminus.  The  line  is  straight  for 
upwards  of  half  a  mile,  on  a  falling  gradient  of  1  in 
200,  from  Barnet  towards  London. 

On  the  night  of  the  16th  August,  the  11  p.m.  pas- 
senger train  from  King's  Cross  reached  Bamet  in  due 
course  at  11.32,  and  the  passengers  were  as  usual 
landed  on  the  down  platform.  The  engine,  which  was 
a  tank  engine,  and  had  travelled  fimnel  first  from 
King's  Crous,  was  then  uncoupled  frx)m  the  front  of 
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the  irapi'  by'porto  .Headech,  was  turoed'  by  h}m 
tlM:oagli  ft  cross-over  road  from  the  dowjBL  to  the.up  line, 
and  was  **  run  round "  the  carriages.  After  haviug 
been  brought  back  to  the  down  Une,  through  the 
croM-over  road  south  of  the  train^  it  was  re-attached 
to  tLe  carriages,  so  as  to  be  ready  to  take  them  empty 
from  Barnet  to  Southgate.  It  was  the  ordinary  pj-ac- 
tice  with  that  train  to  take  the  ctu'riages  in  this 
manner  back  to  Southgate,  and  to  employ  them 
fpr  an  up  train  from  that  station  on  the  following 
morning.  The  same  porter,  Headech,  turned  the 
engine  from  the  up  to  the  down  line  neai-  the  signal- 
cabin  on  the  south  of  the  train,  who  had  also  turned  it 
from  the  down  to  the  up  line  on  the  north  of  the  train  ; 
and  he  further  re-attached  the  engine  to  the  empty 
carnages,  in  readiness  for  the  return  to  Southgate. 
Ueadech  performs  the  above  duty  of  running  the 
engine  round  the  train,  and  re-attaching  it  to  the 
empty  carriages,  whenever  he  is  on  late  duty,  which 
happens  on  alternate  weeks ;  and  it  is  his  ordinary 
practice  also,  after  first  asking  and  obtaining  the  leave 
of  the  signalman,  to  hold  over  the  points  (A)  above 
referred  to,  (through  which  the  engine  returns  to  the 
south  of  its  train,)  so  that  the  train  may  run  at  once 
along  the  up  line  on  its  starting  for  Southgate. 

It  does  not,  however,  start  in  the  general  way 
immediately  after  its  arrival ;  and  on  the  night  in 
question,  Headech  left  it  as  soon  as  the  engine  hail 
been  i-e-attached  to  it,  for  a  purpose  which  I  shall 
hereafter  explain.  He  states  that  the  train  was 
standing  still  when  he  so  left  it,  on  the  down  road  on 
which  it  had  arrived,  but  in  readiness  to  be  turned  to 
the  up  road  for  its  return  journey.  The  signalman  on 
duty,  Martin,  saw  Headech  run  the  engine  round  the 
train,  and  noticed  that  he  screweil  up  the  coupling  in 
re -attaching  the  engine  to  the  south  of  the  carriages, 
but  be  did  not  see  him  after  he  had  done  so  until  the 
accident  occurred.  While  Headech  was  coupling  the 
engine  to  the  train,  the  engine-driver  asked  the  signal- 
man "  Are  we  right  away  to-night  ?"  and  the  signalman 
replied  "  Yes,  when  you're  ready."  About  half  a 
minute  later  the  train  started,  at  11.35,  or  nearly  so  ; 
and  the  points  (A)  not  having  been  held  over  for  it 
to  pass  to  the  up  line,  it  went  along  the  down  line  in 
the  direction  of  ^Vhetstone,  on  its  way  towards  South- 
gate,  When  it  had  gone  20  to  30  yards  past  the 
signal-cabin,  the  signalman,  who  had  already  received 
from  Southgate  notice  of  the  approach  of  a  down 
goods  train,  gave  Whetstone  "  in  on  his  itp  instru- 
ment, for  the  empty  carriage  train,  to  notify  the 
departure  of  that  train  on  the  up  line  on  its  way  to 
Whetstone  ;  and  then  immediately  "out"  on  the  down 
instrument,  to  indicate  that  the  passenger  train  had 
cleared  the  down  line  ;  and  he  further  received  within 
a  few  seconds  from  Whetstone  "  in  "  for  the  goods 
train,  to  intimate  that  it  had  left  Whetstone  at  11.35 
(on  the  down  line)  for  Barnet. 

The  above  evidence  is  confirmed  by  that  of  the 
signalman  at  Whetetone,  who  exchanged  signals  with 
the  Barnet  signalman  in  regard  to  the  two  trains  at 
11.35. 

The  two  ti*ain8  were  thus  approaching  one  another 
in  opposite  directions  on  the  down  Hne  between 
Whetstone  and  Barnet,  and  at  11.36^  the  signalman 
at  Barnet  heard  the  shock  of  a  collision  between  them. 
He  saw  "  a  blaze "  immediately  afterwards ;  and  the 
fire  which  resulted  continued  to  bum  more  or  le^  till 
4  o'clock  on  the  following  morning.  The  signalman 
at  Whetstone  also  saw  "  a  flash,"  and  heard  the  shock 
of  the  collision,  as  nearly  as  he  could  tell,  at  11,37. 
The  collision  occurred  on  the  straight  line,  14  yards 
from  tlie  commencement  of  the  curve  towards  Whet- 
stone, and  893  yards  from  the  Barnet  signal-cabin. 

The  passei^er  train  consisted  of  a  tank  engine 
and  nine  passenger  carriages ;  of  which  two,  one  at 
each  end  of  the  train,  were  fitted  with  breaks  and  with 
gas-holders.  The  engine,  which  was  running  tank 
first,  was  much  damaged  externally,  but  not  in  it^ 
essential  parts.  The  break-carriage  next  behind  it, 
and  the  two  follotring  carriages,  were  burnt  j  the  ^tq 
having,  no  doubt,  been  fed  in  the  first  instance  by  the 


gas  from  the  gae-hoUer,  which  is  said  te  have  been 
about  three  quarters  ftill,  and  which  must  have  con- 
tained upwards  of  200  cubic  feet  of  gas.  The  gas- 
holder in  the  rear  break-carriage  was  not  afiected; 
but  the  fourth  carriage  was  slightly  burnt,  and  the 
sixth  carriage  had  its  end  driven  in  by  the  buffers  cf 
the  seventh  carriage.  The  leading  and  driving  wheels 
of  the  engine  were  thrown  off  the  rails,  and  the  leading 
wheels  of  the  break  carriage  were  found  to  have  been 
driven  in  under  the  engine,  and  to  be  between  its 
leading  and  driving  wheels.  The  engine- driver  of 
this  train  had  his  thigh  broken,  the  fireman  was  injured 
on  his  head  and  internally,  but  he  has  already  left  the 
hospital  The  guard  in  the  leading  break -carnage 
was  much  injured  by  the  collision,  and  his  body  wiis 
afterwards  burnt.  The  gi lard  in  the  rear  break-carriage 
was  injured,  principally  in  the  head. 

The  goods  train  consisted  of  an  engine  and  tender, 
19  waggons,  and  a  break-van.  It  left  King's  Cross 
punctually  at  11.5,  and  travelled  in  due  course,  after 
the  passenger  train,  to  Whetstone.  The  engine- 
driver  slackened  speed  in  obedience  to  the  signals  at 
that  telegraph  station.  He  passed  the  WTietstone 
cabin  at  about  five  miles  an  hour,  and  received  an  all 
right  signal  from  the  signalman  when  he  was  20  yards 
beyond  it.  He  then  turned  on  his  steam  again,  and 
after  going  50  yai'ds  saw  a  white  light  in  front  of  him, 
from  a  train  which  seemed  to  be  on  the  down  line,  as  the 
white  light  of  the  ^Whetstone  up  distant-signal  shone 
upon  it.  He  said  to  his  fireman,  **  Look  up,  mate,  here's 
a  train  meeting  us  ;"  and  after  shutting  off  his  steam 
he  jumped  off  his  engine  into  the  six-foot  space  be- 
tween the  two  lines  of.,  rails  just  as  the  collision 
occurred.  The  fireman,  who  tried  to  leave  the  en- 
gine, was  knocked  off  the  footstep,  and  both  he  and 
the  driver  were  injured  by  their  fall,  but  the  guard 
of  the  goods  train  does  not  appear  to  have  suffered. 

The  goods  engine,  which  was  travelling  at  eight  or 
nine  miles  an  hour,  and  probably  at  considerably  leas 
speed  than  the  passenger  engine,  had  its  buffers  and 
buffer-beam  broken,  and  its  framing  and  valve- 
spindles  bent,  and  was  otherwise  damaged,  but  it  did 
not  leave  the  rails.  Four  of  the  goods  waggons  were 
-thrown  off  the  line,  and  were  more  or  less  damaged. 
There  were  two  green  head-lamps  on  the  buffer-beam 
of  the  goods  engine. 

This  collision  was  caused  by  the  points  (A)  leading 
from  the  down  to  the  up  line  not  having  been  held  over 
as  the  train  of  empty  carriages  left  Barnet  for  South- 
gate  in  its  usual  course  on  the  night  in  question. 
There  were  two  porters  on  duty  at  Barnet — ^Headech, 
to  whom  I  have  already  referred,  and  Campion.  It 
has  been  the  ordinary  practice  in  the  working  of  the 
station  for  the  porter  who  detaches  the  engine,  takes 
it  round  and  re-attaches  it  to  the  carriages,  to  hold 
the  points  over  afterwards  when  the  train  starts 
empty  for  Southgate.  The  above  two  men  take  "  late 
duty  "  together,  and  these  with  two  other  men  are  on 
late  duty  on  alternate  weeks.  They  come  on  duty 
at  5.45  a.m.,  and  remain,  Headich  till  7.30  p.m.,  and 
Campion  till  5.30  p.m.,  when  they  are  not  on  late 
duty  ;  and  during  the  late  duty  week  they  commence 
at  9  a.m.,  and  leave  duty,  Headech  between  11.40  and 
12  midnight,  and  Campion  at  1  a.m.  When  they  are 
on  early  duty  they  are  allowed,  Headech  half  an 
hour  for  breakfast,  an  hour  for  dinner,  and  half  an 
hour  for  tea,  and  Campion  half  an  hour  for  breakfast, 
and  an  hour  for  dinner.  WTien  they  are  on  late  duty 
they  have,  Headech  an  hour  for  dinner  and  half  an 
hour  for  tea,  and  Campion  two  hours  for  dinner  and 
half  an  hour  for  tea.  They  are  off  duty  every  al- 
ternate Sunday.  Campion  does  duty  in  the  signal- 
box  from  10  a.m.  till  5  p.m.  every  fourth  Sunday,  and 
attends  to  station  work  from  7.30  till  10.30  a.m.,  and 
from  5  p.m.  till  10  p.m.,  every  second  Sunday. 
Headech  attends  every  second  Sunday  from  8  a.m.  till 
noon,  and  from  5  p.m.  (or  dusk  in  winter)  till  10  p.m. 
Although  the  work  performed  is  not  hard,  the 
duty  hours  of  these  men  are  undoubtedly  veiy  long. 

Every  night  in  the  week  except  Monday  there  is  a 
meat  train  from  Scotland,  which  passes  Barnet  about 
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11.30,  usually  before  the  empty  carriage  train  returns 
to  Southgate.  On  the  night  in  question,  which  was 
Monday,  this  meat  train  did  not  run.  While  Headech 
was  getting  the  engine  round  the  empty  carriages, 
Campion  was  collecting  the  tickets.  Only  four  pas- 
sengers anived  by  the  train,  and  after  they  had  left 
the  station  Campion  advanced  towards  the  engine, 
which  had  got  round  to  the  south  of  the  train.  He 
did  not  hear  the  guard,  or  the  driver,  or  anyone  else, 
say  anything  to  the  signalman ;  but  he  heard  the  signal- 
man say  to  the  engine-driver,  "Right  away,  driver;" 
and  he  heard  the  guard  of  the  leading  van  say  to  the 
engine-driver, "  Right  away,  make  haste  home,  Hany." 
He  then  saw  the  train  start  away,  and  turned  into  the 
office,  not  knowing  that  the  train  had  gone  on  the 
wrong  Ime.  He  saw  Headech  between  the  engine 
and  the  break-carriage,  coupling  them  together  before 
the  train  started,  and  expected  that  he  would  have 
held  the  points  over  to  turn  the  train  to  the  up-line. 

But  it  appears  that  at  11.25  p.m.  Headech  received 
from  the  driver  of  a  light  engine  which  was  returning 
from  Hatfield  to  London  a  memorandum  from  the 
Enfield  signalman  in  the  following  words : — 

"  Memorandum  fix)m  Enfield  to  Barnet. 
**  Sir,  Augst.  16,  1869. 

"  Please  tell  Mr.  Cannon  to  send  A  man  Down 
"  hear  At  once,  and  not  keep  one  on  Dutey  Day  and 
"  Night,  as  Pollard  is  out  on  Leave.  The  Releving 
"  man  as  not  com  yet. 

"  Your  obedt.  servent, 
**  G.  Cook." 

Mr.  Cannon  is  the  station  master  at  Barnet,  and 
there  having  been  some  mistake  in  London  with 
reference  to  the  relief  of  the  Enfield  signalman,  that 
signalman  (Cook)  adopted  the  above  method  of  seeking 
for  aid;  and  Headech  understood  at  once  from  the 
memorandum  that  Cook,  having  been  on  duty  all  day, 
required  some  one  to  relieve  him  for  the  night.  He 
therefore  went  under  the  vdndow  of  Mr.  Can- 
non's bedroom,  and,  calling  from  the  platform,  woke 
him  up,  and  said,  "Cook  has  not  been  relieved  at 
**  Enfield  yet.  He  has  sent  up  a  memorandum, 
"  asking  for  some  to  relieve  him,  and  wants  some  one 
"  to  be  sent  down  at  once."  Mr.  Cannon  replied, 
according  to  the  recollection  of  Headech,  that  he  had 
been  thinking  of  it  before  he  went  to  bed,  but  he 
only  remembered  having  said,  "  Tell  Martin  to 
"  telegraph  to  London  for  a  relief  signalman  to  be 
"  sent  down,  and  call  Braithwaite  to  go  down  to 
"  Enfield  to  relieve  Cook,  and  let  me  know  the 
"  result."  Headech  was  about  to  obey  that  order 
when  he  saw  the  1 1 .32  passenger  train  approaching, 
and  he  says  that  he  told  Mr.  Cannon  so,  and  that 
Mr.  Cannon  said  to  him  in  reply,  *•  Let  that  come  in 
"  first ;  and  after  you  get  your  engine  round,  go  and 
**  call  him  out  at  once,  and  let  me  know  the  result." 
Mr.  Cannon,  however,  does  not  think  that  he  said  the 
above  words,  or  that  Headech  informed  him  that 
the  passenger  train  was  approaching,  and  he  did  not 
heai*  anything  more  until  Campion  called  him  up  to 
inform  him  of  the  collision.  Be  that  as  it  may, 
Headech  went  across  to  the  east  of  the  railway,  to 
the  house  of  Braithwaite,  the  second  signalman,  to  call 
him  up,  as  soon  as  he  had  re-attached  the  engine  to 
the  empty  carriages,  leaving  the  engine  and  train  on 
the  down  line.  Campion  was  not  aware  of  his  going, 
and  no  one  was  left  to  attend  to  the  points  when  the 
train  started. 

The  signalman  and  Campion  assert  that  Headech  in- 
variably works  the  points  to  turn  the  empty  car- 
riages from  the  down  to  the  up  line  when  he  is  on 
duty  ;  but  Headech  asserts  that  it  is  not  his  particular 
duty  to  work  the  points,  more  than  it  is  the  duty  of 
Campion.  *  At  the  same^time  he  admits  that  he  has 
most  frequently  performed  that  duty  as  being  nearest 
to  the  points,  while  Campion,  whose  particular  duty, 
according  to  the  duty  sheet,  it  is  to  collect  the  tickets, 
(in  the  absence  of  another  porter,  White,)  is  on  the 
passenger  platform  for  that  purpose.  It  would  appear 
that  this  11.32  passenger  train  is  shunted  into  a 
siding  twice  a  week  on  the  average  before  returning 


empty  to  Southgate,  in  order  to  allow  the  11.5  goods 
from  King's  Cross  to  pass  it,  and  to  cause  no  delay  to 
the  Scotch  meat  ti*ain  above  referred  to  ;  but  on 
Monday  nights,  when  the  Scotch  meat  train  does  not 
run,  the  empty  train  is  usually  sent  away  as  soon  as 
the  engine  has  been  got  round  it.  Headech  has  been 
nearly  three  years  at  the  Barnet  station,  and  has  borne 
a  good  character  during  that  period.  He  always  had 
a  lamp  in  his  hand,  and  was  in  the  habit  of  waving  a 
white  light  to  the  driver,  as  a  signal  for  him  to  start, 
with  one  hand,  while  he  held  the  points  with  the 
other.  Campion  did  the  same  when  he  happened  to 
hold  these  points  occasionally,  as  he  did  if  a  stranger 
was  on  duty  with  him.  And  they  would  not  have 
expected  an  engine-driver  to  go  away  without  seeing 
a  hand-signal  of  this  description,  as  the  points  were 
held  over  for  him,  on  his  starting  frt>m  the  station. 

The  more  immediate  causes  of  this  collision 
wero  : — 

(1.)  The  temporary  absence  of  Headech,  who  had 
gone  (according  to  his  own  statement  as  well  as  that 
of  Braithwaite)  to  warn  Braithwaite  for  night  duty 
at  Enfield,  who  did  not  apparently  expect  the  empty 
carriage  train  to  start  so  quickly,  or  until  his  return, 
and  who  did  not  anticipate  that  the  engine-driver 
would  go  away  without  seeing  by  his  hand-lamp  that 
he  was  holding  the  points  to  turn  him  across  to  the 
up  line. 

(2.)  The  want  of  more  watchfulness  on  the  part 
of  the  engine-driver  (who  will  never  probably  have 
the  use  of  his  leg  again),  who  did  not  look  to  see 
whether  he  was  in  starting  turned  through  the  points 
to  the  up  line,  and  who,  having  heard  from  the  signal- 
man that  all  was  right  for  him  to  go  away,  and  been 
told  by  the  guard  to  make  haste  and  move  away,  took 
it  for  granted  that  all  was  right  as  regarded  the  points. 
He  could  not,  of  course,  have  foreseen  that  Headech 
wonld  go  across  to  Braithwaite's  house  at  that 
moment ;  and  as  the  points  (A)  are  immediately  under 
the  signal-cabin,  he  was  the  more  likely  to  take  the 
word  of  the  signalman  that  all  was  right,  and  the  less 
likely  to  look  after  the  working  of  the  points  himself. 

It  would  be  easy  to  add  to  these  causes  : 

(3.)  A  want  of  caution  on  the  part  of  the  signal- 
man, in  not  seeing  that  the  points  were  held  over 
when  he  gave  the  engine-driver  permission  to  start ; 
and, 

(4)  A  want  of  carefulness  on  the  part  of  the  guard 
(who  was  so  unfortunately  killed  and  burnt)  in  not 
seeing  that  Headech  was  at  his  post  before  he  told  the 
engine-driver  to  start. 

But,  having  regard  to  the  ordinary  practice  of  rail- 
way  working,  and  to  the  circumstances  of  this  par- 
ticular case,  I  am  not  myself  disposed  to  lay  any  blame 
upon  the  two  latter,  or  much  stress  on  the  conduct  of 
the  two  former  of  these  men,  I  would  rather  submit 
that  the  primary  and  most  important  cause  of  the  colli- 
sion was  the  want  of  mechanical  connexion  between 
the  points  (A)  and  the  signal  cabin  above  them.  For 
want  of  the  means  of  working  the  points,  the  signal- 
man, whose  duty  it  was  to  start  the  train,  was  unable 
to  control  its  departm-e  on  its  proper  line,  while  the 
porter,  whose  practice  it  waa  to  work  the  points,  had 
not  the  control  of  the  starting  of  the  train.  When 
one  man  above  works  the  signals  or  starts  a  train, 
and  another  man  below  works  the  points,  there  is 
always  an  uncertainty  as  to  their  working  together, 
and  a  risk  of  a  misunderstanding  between  them. 
When  two  men,  more  or  less  independent  of  one 
another,  are  thus  employed  to  do  duties  which  may 
be  better  performed  by  one  man,  there  is  a  liability  to 
mistakes  and  a  division  of  responsibility,  which  no 
longer  exists  when  the  i>oints  and  signals  are  all  in 
the  hands  of  one  man.  For  these  reasons,  the  officers 
of  the  Board  of  Trade  have  for  many  years  advocated 
(1)  the  collection  of  pointslevers  into  the  signal 
cabins,  and  (2),  as  a  fm*ther  precaution,  the  inter- 
locking of  the  points  and  signals,  so  that  the  signal- 
man shall  (1)  be  solely  responsible  for  their  joint 
working,  and  (2)  shall  not  be  able  to  make  a  mistake 
which  shall  lead  to  a  collision,  by  conflicting  action, 
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either  between  the  points  and  the  signals,  or  between 
the  signals  themselves. 

With  a  view  to  the  prevention  of  similar  accidents, 
I  would  recommend  that  improvements  of  this  de- 
scription should  be  made  at  the  Barnet  station,  not  only 
with  reference  to  the  points  (A),  by  the  non-working 
of  which  the  present  accident  occurred,  but  also  with 
regard  to  the  various  other  points  at  the  station. 
These  alterations,  while  entailing  a  general  revision 


of  the  signal  aiTangements  at  Barnet,  will  also,  no 
doubt,  lead  to  improvements  at  other  stations  on  the 
Great  Northern  Kailway  more  or  less  similarly  cir- 
cumstanced. 


R.  G.  W.  Herbert,  Esq., 
Board  of  Trade, 
WhitehalL 


1  have,  &c 

H.  W.  Tylee. 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  1st  September  1869. 


GREAT  NORTHERN  RAILWAY. 


Board  of  Trade 
{Railway  Department), 
Sib,  Whiteall,  l^th  November  1869. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  25  th  and  26th  ult.,  I  have  the 
honor  to  report,  for  the  information  of  the  Board  of 
Trade^  the  result  of  my  inquiries  into  the  circum- 
stances connected  with  the  accident  that  occuired  on 
the  24th  ult,  at  Welwyn  Junction,  on  the  Great 
Northern  Railway. 

Two  persons  were  killed,  a  third  died  from  the  in- 
juries that  he  received,  several  others  were  injured, 
and  a  guard  who  was  in  the  iront  van  was  very  much 
hurt. 

A  train,  which  consisted  of  an  engine  and  tender, 
two  horse  boxes,  one  first,  one  second,  one  first,  a 
guard's  van  with  a  guard,  one  second,  one  first,  one 
second,  one  first,  one  second,  one  first-class  carriage 
and  a  guard's  van  with  a  guard  (13  vehicles  in  all), 
coupled  in  the  order  given,  left  King's  Cross  station 
for  Peterborough  at  Qie  proper  time,  8  p.m.  on  the 
night  in  question. 

The  train  left  Hatfield  at  8.  56  p.m.,  one  minute 
late.  It  travelled  all  right  to  Welwyn  Junction,  which 
is  about  two  miles  and  a  half  to  the  north  of  Hatfield 
station.  The  signals  at  the  junction  were  all  right  for 
the  train  to  pass  on  the  main  line  towards  Peter- 
borough. The  engine  and  tender,  two  horse  boxes, 
and  the  front  carriage  got  safely  through  the  junction, 
but  all  the  other  vehicles  in  the  train  got  off  the 
rails,  except  the  guard's  van  at  the  tail  of  the  train, 
which  ran  up  the  Hertford  branch,  and  two  wheels 
of  the  first-class  carriage  next  in  front  of  this  van  also 
remained  on  the  rails  on  the  Hertford  branch. 

The  two  horse  boxes  and  the  three  carriages  next 
to  the  horse  boxes  remained  coupled  to  the  engine 
and  tender,  and  were  brought  to  a  stand  500  yards 
to  the  north  of  the  junction.  The  couplings  between 
the  last  of  these  carriages  and  the  remainder  of  the 
train  were  broken,  and  the  two  last  carriages  in  this 
front  portion  of  the  train  had  got  off  the  rails  on  the 
right  side. 

Both  the  trailing  springs  of  the  last  carriage  but 
one  of  this  lot  were  broken.  One  piece  about  three 
£eet  long  was  broken  out  of  the  top  plate  of  the  near- 
side spring,  and  was  found  120  yards  to  the  north  of 
the  Welwyn  Junction.  It  was  a  fresh  fracture,  and 
had  evidently  been  done  after  the  carriage  passed  the 
junction  points,  by  the  jolting  caused  by  the  carriage 
getting  off  the  rails.  The  six  bottom  plates  of  the 
olF-side  trailing  spring  were  also  broken  ;  four  of 
these  plates  showed  fresh  fractures,  which  were 
evidently  done  by  the  accident ;  the  bottom  plate  had 
an  old  fracture,  and  in  the  plate  next  above  it  half 
the  fracture  was  old  and  half  new.  These  old  fractures 
would  not  interfere  with  the  safe  running  of  the  car- 
riage. The  carriage  next  behind  this  one  had  its 
axles  bent  These  injuries  were  evidently  the  results 
of  the  accident. 

The  front  break  van,  the  six  carriages  next  to  it, 
and  the  guard's  van  at  the  tail  of  the  train  became 
detached  from  the  front  part  of  the  train,  and  came 
to  a  stop  about  150  yards  northof  the  junction.  Two 
of  these  carriages  were  thrown  on  their  sides  on  the 


Hertford  bi-anch.  One  was  thrown  on  the  siding  to 
the  east  of  the  Hertford  branch  line  ;  the  body  of  this 
carriage  separated  from  the  frame  and  wheels.  The 
front  guard's  van  and  two  more  carriages  stood 
across  the  up  main  line  and  the  Hertfoi-d  branch. 
The  last  carriage  of  the  train  stood  on  the  Hertford 
branch  line  ;  the  two  fi'ont  wheels  only  were  off  the 
rails  ;  and  the  guard's  van  at  the  tail  of  the  train  stood 
on  the  Hertford  branch  line  about  125  yards  north 
of  the  junction  points.  Some  of  these  vehicles  were 
very  much  damaged. 

The  damage  to  the  permanent  way  was  very  slight. 
The  right-hand  junction  point  had  a  slight  mark  at 
the  right  side  of  the  point,  but  the  injury  was  so  slight, 
that  from  the  evidence  it  appeared, that  trains  continued 
to  run  over  the  line  without  any  altei*ation  of  the 
point,  for  some  time  after  the  accident. 

The  rjil  next  to  the  right-hand  point  was  slightly 
marked  wi-  h  the  fiange  of  a  wheel,  which  had  apparently 
mounted  aiid  had  run  along  the  rail  for  a  short 
distance.  The  next  mark  found  was  on  the  ballast 
about  32  yards  to  the  north  of  the  junction  points,  and 
from  that  forward  there  were  several  marks  caused 
by  the  carriages  being  off  the  rails.  Some  of  the  fish 
bolts  were  cut,  and  some  chairs  were  injured.  A 
check  rail  on  the  up  main  line  was  broken,  there  was 
a  gash  in  the  near  side  rail  of  the  down  main  line, 
about  91  yards  from  the  junction  points,  and  the  brick 
wall  of  the  platform  opposite  to  this  rail  was  struck 
by  the  right  leading  wheel  of  the  front  guard's  van, 
which  was  nearly  turned  round. 

The  rail  of  the  up  main  line  100  vards  north  of  the 
junction  was  also  injured,  and  a  rail  in  the  siding  at 
the  east  side  of  the  Hertford  branch,  about  120  yards 
north  of  the  junction,  was  broken,  and  the  boundary 
wall  a  little  to  the  north  of  this  last  rail  was  broken 
down. 

It  appears  from  the  evidence  that  the  passenger 
ti*ain  ran  past  the  Welwyn  Junction  signal  hut,  which 
is  about  32  yards  to  the  south  of  the  junction  points, 
at  a  speed  of  about  15  to  20  miles  an  hour.  The 
speed  was  probably  25  miles  per  hour.  The  signal- 
man stAted  that  when  the  engine  and  two  or  three 
front  vehicles  had  passed  the  junction  hut  he  put  back 
his  main  line  signsdto  danger ;  it  had  been  lowered  for 
the  train  to  pass.  The  signals  and  points  at  Welwyn 
Junction  are  made  on  the  locking  principle,  and  when 
the  main  down  line  signal  was  lowered,  the  points 
leading  from  the  main  line  to  the  Hertford  branch  were 
locked,  so  that  the  train  should  pass  along  the  main 
line  towards  Peterborough. 

As  soon  as  this  main  down  line  signal  was  put  back 
to  danger  the  points  became  unlocked,  and  I  have  no 
doubt  that  the  signalman,  without  intending  to  do  so^ 
pulled  the  point  lever  while  the  train  was  passing,  and 
thus  turned  a  part  of  it  down  the  Hertford  branch,  and 
the  engine  and  carriages  that  had  gone  along  the  main 
line  pulled  the  part  that  was  turned  down  the  Hert- 
ford branch  off  the  rails. 

It  appears  from  the  Welwyn  Junction  signalman's 
record  book  that  he  telegraphed  "  Down  line  clear  '* 
to  Hatfield,  where  a  Hertford  train  was  waiting  to 
start.  He  must  have  sent  this  telegraph  before  the 
Peterborough  train  had  passed  the  junction^  as  it  is 
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fairly  to  be  presumed  that  he  wcmld  not  have  tele- 
graphed the  line  clear  after  he  had  heard  the  smash. 

The  Hertford  train  started  from  Hatfield  in  con- 
sequence of  this  telegraph,  and  was  stopped  at  Welwyn 
Junction  by  the  signals. 

It  is  the  custom  on  the  Great  Northern  Railway  to 
put  up  the  signals  to  danger  as  soon  as  the  engine  and 
tender  have  passed  a  junction.  The  practice  is  a  most 
dangerous  one,  as  the  signalman,  from  the  force  of  habit 
of — constantly  moving  the  points  and  signals  in  con- 
nexion with  each  other,  is  almost  certain  at  some 
time  or  another  to  make  the  mistake  of  moving  the 
point  lever  when  he  should  not  do  so.  No  signal  or 
point  should  be  moved  until  after  the  train  has  passed 
clear  of  the  points. 

Moving  the  signal  while  a  train  is  passing  incurs 
also  the  risk  that,  if  the  point  lever  is  not  pushed  wdl 
home,  the  vibration  of  the  train  passing  through  the 
points  may  move  the  points,  and  throw  the  train  off  the 
rails. 

I  do  not  think  this  was  the  case  at  Welwyn  Junction, 
as  the  only  way  to  account  for  the  little  injury  to  the 
points  and  rails  at  the  junction  is,  by  the  train  having 
been  turned  down  the  Hertford  branch.     This  in  my 


opinion  is  proved  by  the  position  the  carriages  that 
had  been  thrown  off  the  rails  w^e  found  in,  and  by 
the  guard's  van  being  on  that  branch,  without  having, 
been  off  the  rails. 

I  would  strongly  urge  upon  the  Great  Northern 
Railway  Company  the  necessity  of  altering  their  sjrstem 
of  moving  the  signals  while  trains  are  passmg  through 
the  junctions,  and  it  would  be  desirable  for  the  Com: 
pany  to  revise  their  regulations  and  striken  out  sdch 
rules  as  No.  70,  which  states  that  **  the  speed  of  trains 
''  when  approaching  any  junction  must  be  slackened  to 
"  10  or  12  miles  per  hour."  This  regulation  is  never 
observed  by  any  of  the  drivers  _of  the  express  main 
line  trains,  and  the  services  now  laid  down  in  their 
time*tables  could  not  be  performed  if  this  regulation 
was  observed. 

The  system  of  issuing  instructions  to  the  servants 
of  railway  companies  which  are  not  observed,  is 
wrong. 

I  have,  &c. 
The  Secretary^  F.  H.  Rich, 

Board  of  Trade,  Lieut^  Col  S.E. 

Railway  Department. 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  16th  December  1869. 


GREAT  NORTH  OF  SCOTLAND  RAILWAY. 


Railway  Department, 
Board  of  Trade, 
1,  Whitehall,  S.W. 
Sib,  .  31«<  January  1870. 

I  HAVE  the  honour  to  report,  for  the  informa- 
tion of  the  Board  of  Trade,  in  compliance  with  the 
instructions  contained  in  your  minute  of  the  3rd 
instant,  the  result  of  my  enquiry  into  the  circum- 
stances attending  the  very  serious  accident  which  oc- 
cured  near  Huntly  Station,  on  the  Great  North  of 
Scotland  Railway,  on  the  28th  ult. 

As  the  result  of  this  accident,  an  engine  driver, 
two  firemen,  and  the  chief  inspector  of  the  permanent 
way  were  killed,  and  another  engine  driver  slightly 
injured. 

In  consequence  of  a  fall  of  snow  which  had  taken 
place  on  Saturday  and  Sunday  the  25th  and  26th 
ult.,  it  was  determined  by  the  Great  North  of  Scot- 
land Railway  Heads  of  departments  to  send  out 
early  on  Monday  morning,  the  27th  ult.,  a  special 
train,  consisting  of  two  engines,  with  a  snow-plough 
attached  to  the  front  one,  and  a  guard^s  van.  con- 
taining a  guard  and  a  force  of  platelayers,  to  clear  the 
road  between  Aberdeen  and  Keith,  which  is  single. 
The  leading  engine  was  an  ordinaiy  six-wheeled 
engine  and  tender,  with  the  driving  and  trailing  wheels 
coupledy  driven  by  the  most  experienced  driver  (of 
16  years'  service)  in  the  company's  employment,  At- 
tached to  the  buffer  beam  of  this  engine,  by  iron  clips 
passing  through  vertical  timbers  9  in.  x  4  in.,  was 
a  small  wooden  snow-plough.  This  consisted  of  two 
faces  of  2-in.  planking  meeting  at  an  angle  of  90^, 
the  pointed  end  being  2\  feet  in  front  of  the  front  fece 
of  the  buffer  beam.  TTie  top  of  the  triangular  space 
was  planked  over  as  far  back  as  the  buffer  beam,  was 
level  with  the  bottom  of  the  latter,  and  was  2  ft  8  in. 
above  the  top  of  the  rails  ;  the  faces  were  2  ft. 
4  in.  high,  the  central  portion  for  1^  ft.  being  vertical, 
and  the  top  and  bottom  portions  inclined  to  the 
front  at  45°,  the  bottom  of  the  faces  standing  4  inches 
above  the  rail  level.  The  faces  ran  back  to  two 
feet  behind  the  buffer  beam^  the  extreme  breadth 
being  8^  feet.  Two  horizontal  pieces  6^  in,  x  2  in.  (to 
the  firont  one  of  which  the  vertical  pieces  were  con- 
nected) for  strengthening  the  faces  ran  one  in  front  of 
and  one  behind  the  buffer  beam.  Th6  structure  was 
f\irther  strengthened  by  mea^s  pf -vjrrought-iron  straps 
and  ties];  and  a  small  iron  shoe  was  fastened  to  the 


bottom  of  the  front  angle.  To  check  the  tendency  of 
this  angle  to  dip  downwards,  a  chain  was  attached  to 
the  top  of  it,  and  passed  round  the  frinnel  of  the 
engine.  The  weight  of  the  plough  was  nearly  500  lbs. 
The  second  engine  was  an  eight-wheeled  one,  with  the 
four  front  wheels  on  a  bogie  frame,  and  four-wheeled 
tender.     Its  driver  had  had  12  years  service. 

On  this  Monday  morning  the  expedition  had 
started  from  Kitty bre water  (close  to  Aberdeen)  and 
had  reached  Keith  without  accident;  the  engineer  and 
chief  inspector  of  the  permanent  way  (the  latter  had 
been  i6  years  with  the  company,  and  31  years  alto- 
gether on  railway  work)  having  been  on  the  leading 
engine.  It  was  the  first  expedition  of  the  kind  that 
had  been  sent  out  for  several  years,  any  snow  that 
had  fallen  in  recent  years  having  been  removed  by 
digging.  No  snow  was  met  with  more  than  three  or 
four  feet  deep,  and  this  the  plough  removed  without 
difficulty ;  it  had  been  intended  that  anything  deeper 
should  be  removed  by  digging. 

The  traffic  was  kept  open  during  the  greater  part  of 
Monday,  but  towards  evening  drift-snow  had  so  much 
accumulated  in  some  of  the  cuttings,  that  it  was 
found  necessary  to  detain  the  last  train  from  Keith 
to  Aberdeen  at  Huntley. 

In  consequence  of  this  the  snow-plough  expedition 
was  again  arranged  to  start  from  Kittybrewster  at 
1.40  a.m.  on  Tuesday  tbe  28th  ult.  It  was  composed 
precisely  as  on  the  previous  morning,  except  that  on 
this  occasion  it  was  not  accompanied  by  the  engineer. 
The  van  contained  two  guards  and  fifteen  platelayers. 
The  night  was  clear,  with  very  sharp  frost.  All  went 
right  as  far  as  Gartley  station  (34  mUes  from  Aber- 
deen and  liext  to  Huntly),  which  was  reached  at 
3.28  a.m.,  where  a  carefril  examination  was  made 
of  the  plough,  and  all  found  right.  At  3.35  a.m. 
(according  to  the  clerk  at  Gartley,  who  had  at  3.36 
telegraphed  to  Aberdeen  the  departure  of  the  ti'ain), 
it  again  started  on  its  journey,  and  had  proceeded 
about  three  miles,  when  the  driver  of  the  second 
engine  (the  only  survivor  of  those  who  had  been  on 
the  engines)  felt  a  check  to  the  speed  on  running 
into  some  snow  in  a  cutting,  and  soon  afrer  emerging 
from  it,  found  his  engine  going  down  the  side  of  an 
embankment;  he  recollected  nothing  more  tiir  he 
came  to  himself  lying  among  the  coals  near  the  foot  of 
the  embankment  with  his  left  leg  bruised.  His  engine 
and  tender  were   fbund  (coupled  togeih^  on  their 
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wheels  outside  the  left-hand  fencing  at  the  bottom  of 
the  embankment  (which  is  here  about  18  feet  high), 
having  apparently  twice  turned  completely  over  in 
the  course  of  their  descent.  Their  direction  was  parallel 
to  that  in  which  they  had  been  running,  the  front  of 
the  engine  being  about  40  yards  from  the  point  at 
which  it  had  probably  first  left  the.  rails.  The  fire- 
man of  this  engine  was  found  lying  half-way  down 
tlie  bank,  quite  dead. 

The  leading  engine  was  standing  on  its  wheels  at 
the  bottom  of  the  embankment,  on  the  right  of  the 
line,  about  2o  yards  short  of  the  other ;  the  couplings 
between  it  and  its  tender  had  given  way  ;  and  the 
latter  was  lying,  wheels  uppermost,  on  the  side  of  and 
near  the  foot  of  the  embankment  about  10  yards  a 
head  of  its  engine.  The  inspector  of  the  permanent 
way,  driver,  and  fireman  were  picked  up  at  different 
parts  of  the  side  of  the  embankment,  quite  dead,  and 
injured  in  various  ways. 

The  couplings  between  the  second  tender  and  van 
had  given  way,  and  the  van  was  slewed  round  to  the 
left,  its  leading  wheels  being  slightly  down  the  left 
slope  of  the  embankment,  and  the  rear  wheels  in  the 
fbur  feet.  No  one  in  the  van  was  injured.  The 
watch  of  the  inspector  was  at  3.41  a.m.,  and  that  of 
one  of  the  fireman  at  3.40,  when  discovered. 

The  description  of  the  line  near  the  scene  of  the  acci- 
dent is  as  follows.  From  a  point  55  yards  on  the  south 
or.Gartley  side  of  that  at  which  the  leading  engine  was 
found  the  line  runs  perfectly  straight  towards  the 
oorih  or  Huntley ;  south  of  this  point  it  curves  to  the 
west  for  ^ome  (^stance  with  a  40-chain  radius.  The 
catting. previously  alluded  to  commences  at  100  yards, 
and  terminates  at  370  yards  from  the  north  end  of  the 
curve.  The  line  from  Gartley  to  the  site  of  the  acci- 
dent (3  miles  and  10  chains)  consists  of  a  series  of 
falling  gradients,  with  l^vel  spaces  here  and  there,  the 
gradient  at  the  spot  itself  being  1  in  600.  The  per- 
manent way  is  composed  of  double-headed  rails  weigh- 
ing 72  lbs.  to  the  yard,  secured,  by  outside  keys 
to  chairs  we^hing  21  lbs.  each ;  these  again  being 
&stened  by  two  spikes  in  each  to  half-round  sleepers 
at  3  feet  central  intervals.  From  Gartley  to  the  scene 
of  the  accident,  and  for  70  yards  further  north,  the 
rails  are  fished  at  the  joints ;  beyond  this  joint-chairs 
afQ  still  use}],  but  the  fishing  is  being  proceeded  with 
as  fast  as  circumstances  permit.  The .  gauge  round 
the  curve  was  ^  in.  to  ^  in.  slack,  and  the  cant  from 
3^  in.  to  3i  in.,  running  out  properly  where  the  curve 
joined  the  straight.  The  first  indication  of  any  wheel 
being  off  the  road  was  just  at  the  north  end  of  the 
cutting,  1 10  yards  south  of  the  commencement  of  the 
curve,  and  eight  yards  north  of  a  point  where  some 
fragments  of  the  plough  were  picked  up.  Here  one 
of  the  right  wheels  (most  probably  the  lead  in «;  wheel) 
of  the  fix>nt  engine  must  have  mounted  the  right  rail 
^though  the  mark  of  the  mount  was  not  visible),  as 
the  wedges  from  this  point  northward  were  indented 
by  the  passage  over  them  of  the  fiange  of  a  wheel. 
Owing  to  the  hard  state  cff  the  ballast  from  the  frost, 


and  from  being  partially  covered  by  frozen  snow,  there 
were  no  wheel  marks  visible  on  the  ballast  itself. 
The  indentation  of  the  wedges  on  the  outside  of  the 
curve  could  be  tracied  as  far  north  as  its  termination, 
when,  in  consequence  of  the  road  becoming  straight, 
it  was  no  longjer  possible  for  the  engine  to  run  (as  it 
had  apparently  done  up  to  this  point)  with  its  driving 
and  trailing  wheels  on  the  rails,  and  the  inside  of  its 
right  leading  wheel  hugging  the  outside  of  the  right 
rail ;  and  it  must,  have  become  necessary  that  either 
the  road  should  burst,  or.  the  engine  leave  the  rails 
entirely;  the  latter  unhappily  took  place  (owing, 
probably,  to  the  rigid  condition  of  the  permanent  way 
from  the  severe  frost  having  kept  it  from  bursting), 
and  the  engine  ran  at  once  down  the  bank  with  the 
sad  consequences  described  above. 

The  cause  of  the  wheel  first  leaving  the  rail  was 
probably  this : — ^At  the  north  end  of  the  cutting  the 
previous  night's  operations  had  left  a  vertical  wall  of 
snow  standing  on  the  west  or  left  of  the  line,  and 
this  had  become  frozen  with  a  roughened  face ;  the 
snow  which  had  since  drifted  across  from  the  west- 
ward had  to  some  extent  accumulated  in  the  angle 
between  this  wall  and  the  rails.  The  train  must,  if 
the  times  indicated  by  the  watches  are  at  all  correct, 
have  been  coming  at  a  very  injudicious  speed,  viz., 
3^  miles  in  &ye  or  six  minutes,  or  over  30  miles  an 
hour.  Owing,  probably,  to  some  sudden  jump  of 
the  engine  or  other  cause,  the  plough,  which  may 
have  been  somewhat  injured  by  running  too  fast- 
through  the  drift-snow  in  the  previous  part  of  the 
cutting,  must  have  been  brought  into  violent  contact 
with  this  frozen  wall  of  snow,  and  have  had  frag^ 
ments  broken  off*  it,  which,  getting  under  the  wheels, 
may  well  have  caused  one  of  them  to  mount.  This 
seems  to  be  the  most  reasonable  explanation  of  the 
disaster,  and  to  accord,  best  with  the  observed  facts. 

The  permanent  way  received  very  little  damage  ; 
it  was  nowhere  burst  or  out  of  gauge,  and  only  22 
chairs  and  29  fishplate  bolts  Avere  broken.  The 
engines  too  were  much  less  injured  than  might  have 
been  expected ;  they  were  taken  back  to  Kitty brewster 
on  their  own  wheels,  and  I  understand  their  repairs 
will  not  cost  more  than  100/.  The  wheels  of  both 
were  fairly  true  to  gauge  when  I  saw  them  in  the 
workshops.  The  right  vertical  beam  of  the  plough 
remained  attached  to  the  buifer  beam  of  the  leading 
engine.  Though  the  plough  appears  to  have  acted 
well  in  the  deeper  cuttings,  and  the  present  accident 
must  be  attributed  rather  to  injudicious  speed  than  to 
faults  in  its  construction,  I  cannot  think  that  the  form 
adopted  was  a  correct  one.  It  would  be  sm-ely  prefer- 
able to  make  its  point  really  plough-shaped,  so  that 
the  shock  received  on  entering  a  bed  of  snow  may  be 
made  as  gentle, as  possible. 

I  have,  &c. 
Tlie  Secretary  C.  S.  ^Hutchinson, 

{Railway  Department)  ^  Lieut,' Col.  B,E. 

Board  of  Trade. 


A  copy  of  this  report  was  sent  to  the  company  on  the  15  th  February  1870. 


QRJEAT  SOUTHERN  AND  WESTERN  RAILWAY  OF  IRELAND. 


Board  of  Trade 
(Railway  Department), 
SiK,  Whitehall,  23rd  SepHmher  1869. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  1st  inst.,  I  have  the  honour  to 
report,  for  the  information  of  the  Board  of  Trade,  the 
resuU  5>£ .  n\y  inquiry  into  the  circumstances  which 
attended  the  collision  that  occurre4  on  the  27th  August 
last,  close  to  Eillarney  stati(Hi  on  ihk  Killarney  and 
Tralee  branch  of  the  Great  Southern  and  Western 
Railway  of  Ireland.  ' 


Twenty-one  passengers  are  reported  to  have  received 
cuts  and  bruises. 

One  lady's  nose  was  broken.  The  engine  driver, 
fireman,  and  head  guard  of  the  train  were  also  hurt. 

A  cattle  show  was  held  at  Tralee  on  the  day  in 
question  and  on  the  two  previous  days,  and  many  ex- 
cursion trains  had  been  run  to  that  station. 

The  excursipn  train  that  met  with  the  accident 
arrived  a.t  TraJee  from  Cork,,  about  10.30  a.m.  on  the 
27th  ult. ;  it  was  timed  to  return  at  5.30  p.m.  The 
tifain  left  Tralee  on  its  return  journey  at  5.40  p.m., 
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and  reached  Farranfore,  which  is  the  only  station 
between  Tralee  and  Killarney,  at  6.14  p.m. 

The  approach  to  Farranfore  station  from  Tralee  is 
on  a  rising  gradient  of  1  in  100.  The  line  adjacent 
to  the  platform  is  level  for  about  200  yards,  and  it  rises 
on  a  gradient  of  1  in  120  as  it  leaves  Farranfore  station. 

The  Killarney  and  Tralee  branch  of  the  Great 
Southern  and  Western  Railway,  is  a  single  line  with 
sidings  and  loops  at  the  stations. 

The  excursion  train  consisted  of  an  engine  and  tender, 
a  third-class  carriage  with  break  compai^tment  and  a 
guard,  three  second,  two  first,  two  composite,  three 
third-class  carriages  (the  last  of  which  had  a  break 
compartment  and  another  guard),  and  three  horse 
boxes. 

The  coaches  and  horse  boxes  were  coupled  together 
in  the  order  given. 

The  engine  driver,  on  arriving  at  Farranfore,  stopped 
his  train  before  the  engine  had  reached  half-way  up 
the  platform.  He  told  the  station-master  that  he  had 
forgotten  to  obtain  the  train  staff  on  leaving  Tralee, 
and  requested  the  station-master  to  allow  him  to  place 
the  train  in  the  siding,  and  then  return  to  Tralee  with 
the  engine,  to  obtain  the  train  staff.  The  fireman 
appears  to  have  joined  the  engine  driver  in  this 
request;  but  the  station-master  very  properly  told 
the  driver  that  he  could  not  return  to  Tralee,  that  there 
were  three  more  trains  to  follow,  and  that  he  should 
have  brought  a  train  ticket  and  not  the  train  staff. 
He  directed  the  driver  to  pull  his  train  further  forward, 
so  as  to  bring  all  the  carriages  up  to  the  platform  and 
allow  the  passengers  to  get  out.  The  driver  then 
moved  his  train  forward,  but  did  not  stop  until  he  had 
gone  so  far  that  the  last  carriage  of  the  train  was 
about  80  yards  beyond  the  platform.  He  was  then 
called  back,  and  this  time  he  stopped  his  train  at  the 
platform,  and  the  passengers  for  Farranfore  alighted. 
The  station-master  then  gave  the  engine  driver  a  train 
ticket  to  proceed  to  KiUamey,  and  the  train  left  Far- 
ranfore  at  6.20  p.m. 

Killarney  is  about  1 1  miles  from  Farranfore.  The 
railway  about  two  miles  from  Killarney  falls  towards 
the  latter  station  on  a  gradient  of  1  in  100.  It 
changes  to  1  in  120  as  it  approaches  the  ticket  plat- 
form, and  then  rises  for  about  200  yards  on  a  gradient 
of  I  in  72  till  it  reaches  a  stop  buffer  and  earth  bank 
which  form  the  end  of  the  line. 

The  train  is  supposed  to  stop  at  the  ticket  platform, 
which  is  at  the  bottom  of  the  incline  and  to  be  pushed 
backwards  into  Killarney  station  after  the  passengers' 
tickets  have  been  examined. 

On  the  day  in  question  the  train  appears  to  have 
been  running  at  considerable  speed  when  it  reached 
the  top  of  the  bank,  two  miles  north  of  Killarney. 
The  second  guard  stated  that,  owing  to  the  speed  at 
which  the  train  was  running,  he  applied  his  break  as 
he  passed  an  over-bridge,  which  is  situated  about 
1,630  yards  from  the  ticket  platform,  and  the  head 
guard,  who  was  travelling  in  the  hind  van,  applied 
his  break  when  passing  an  over-bridge,  which  is 
about  700  yards  from  the  ticket  platform. 

The  auxiliary  signal,  which  is  462  yards  from  the 
ticket  platform,  can  be  seen  at  about  720  yards  from 
the  ticket  platform.  This  signal  was  at  all  right  for 
the  train  to  approach  the  ticket  platform,  which  it 
did  at  a  speed  three  times  greater  than  usual,  accord- 
ing to  the  evidence  of  the  persons  who  witnessed  it 
from  the  Killarney  station  platform. 

The  driver  appears  to  have  shut  off  steam  when 
he  was  about  900  yards  from  the  ticket  platform,  and 
to  have  whistled  for  the  breaks  and  reversed  his 
engine  as  he  passed  the  auxiliary  signal.  Judging 
from  the  evidence  and  the  position  of  the  engine  after 
the  accident,  he  must  have  run  into  the  stop  buffers 
at  the  end  of  the  siding  at  a  speed  of  at  least  12  to 
15  miles  an  hour. 

The  engine  broke  the  buffers,  mounted  the  bank  of 
earth  behind  the  buffers,  and  came  to  a  stand  against 


the  abutment  of  an  over-bridge,  about  20  feet  beyond 
the  stop  buffers.  The  front  wheels  of  the  tender 
were  also  thrown  off  the  rails,  and  the  two  hind 
wheels  of  the  third-class,  and  the  two  front  wheels  of 
the  second-class  carriage  next  to  it,  left  the  rails. 
The  other  vehicles  remained  on  the  rails.  The  front 
end  of  the  second-class  and  the  rear  end  of  the  front 
break-van  next  to  it  were  damaged,  and  the  engine 
and  tender  were  slightly  damaged.  The  engine 
driver  remained  on  his  engine,  and  did  not  appear  to 
have  been  much  hurt ;  the  fireman  jumped  off,  and 
although  he  did  not  feel  hurt  at  the  time,  he  was  in 
bed  and  appeared  seriously  ill  when  I  saw  him,  on 
the  14th  instant.  The  guard  in  the  leading  van 
jumped  out  and  was  not  hurt,  but  the  head  guard  in 
the  rear  break  was  knocked  down  and  bruised. 

The  station-master  at  Farranfore  appears  to  have 
had  some  doubts  as  to  the  sobriety  of  the  engine 
driver.  He  was  in  an  excited  state  and  brought  his 
train  alongside  the  platform  very  badly  ;  but  he  was 
not  personally  acquainted  with  the  man,  and  on  his 
inquiring  from  the  guard  as  to  the  driver's  state,  he 
was  assured  that  he  was  "  all  right."  Mr.  Ilbery,  the 
General  Manager  of  the  Great  Southern  and  Western 
Railway,  saw  the  train  arrive  at  Killarney,  ran  to  the 
place  of  collision  at  once  and  spoke  to  the  driver. 
He  also  thought  him  queer  and  sent  a  policeman  to 
examine  him,  but  the  latter  also  reported  that  he 
thought  him  sober,  but  that  he  was  fiurried  and  hurt 
by  the  accident. 

The  driver  and  fireman  appear  to  have  gone  into 
the  town  of  Tralee,  as  soon  as  they  had  put  away 
their  engine,  after  arriving  at  that  station  on  the 
morning  of  the  27th  instant.  They  stated  that  they 
went  to  get  some  breakfast  about  11  a.m.,  and  the 
fireman  stated  that  he  returned  about  12  o'clock  to 
the  station,  and  that  the  driver  returned  about 
12.30  p.m. 

The  latter  stated,  on  the  contrary,  that  he  went 
into  a  chapel  and  did  not  return  tiU  after  four  o'clock. 
They  were  on  their  engine  some  time  before  the 
train  left  Tralee,  and  no  one  appears  to  have  noticed 
anything  wrong  about  them  before  they  left  that 
station.  When  the  train  had  got  about  1^  miles  from 
the  station  on  its  way  to  Farranfore,  the  driver  told 
the  fireman  that  he  had  come  away  without  the  train 
staff;  but  instead  of  stopping,  taking  proper  pre- 
cautions to  protect  the  train,  and  sending  back  for 
the  staff  or  ticket,  as  he  should  have  done,  he  and  the 
fireman  agreed  to  run  on  to  Farranfore. 

When  I  examined  these  men,  the  fireman  admitted 
that  he  recollected  that  the  driver  wanted  to  run 
back  from  Farranfore  to  Tralee  for  the  train  staff, 
but  the  driver  denied  wanting  to  do  so,  and  both  of 
them  stated  that  the  train  was  not  moved  from  the 
time  it  stopped  at  Farranfore  until  it  left  for  Killarney, 
although  there  is  no  doubt  that  it  was  moved  twice 
befor/B  it  was  properly  placed  at  the  platform. 

It  appears,  further,  that  \he  engine  driver  did  get 
the  proper  train  ticket  on  leaving  Tralee,  but  forgot 
all  about  it.  He  found  it  in  Cork  in  the  breast 
pocket  of  his  coat,  several  days  after  the  accident. 

There  appears  to  be  no  doubt  that  the  engine 
driver  and  fireman  were  not  in  a  fit  state  to  do  their 
duty,  and  that  the  accident  was  the  result  of  the 
engine  driver's  misconduct  Ho  has  been  20  years  an 
engine  driver  in  the  Great  Southern  and  Western 
Railway  Company's  service.  He  had  been  suspended 
from  duty  since  the  accident. 

I  recommend  that  the  blind  siding  and  stop  buffers, 
where  the  accident  happened,  bo  dispensed  with,  and 
that  the  branch  line  to  Tralee  be  carried  for  some 
distance  alongside  the  line  from  Killarney  to  Mallow, 
and  be  joined  to  that  line. 

I  have,  &c. 
The  SecretarVj  F.  H.  Rich. 

Board  of  Trade^ 
Railway  Department. 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  7th  October  1869. 
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GREAT  WESTERN  RAILWAY. 


Sir,  Derby,  2\st  Dec,  1869. 

In  compliance  with  the  instructions  contained 
in  yonr  minute  of  the  9th  inst,  I  have  the  honour  to 
report,  for  the  information  of  the  Board  of  Trade,  the 
result  of  my  inquiry  into  the  circumstances  which 
attended  the  collision,  that  occuiTed  on  the  8th  De- 
cember, near  the  Cradley  station  on  the  Great  Western 
Railway, 

The  Cradley  station  is  9^  miles  from  Birmingham, 
and  2\  from  Stourbridge,  on  the  Stourbridge  extension 
section  of  the  Great  Western  Railway.  It  is  ap- 
proached from  the  direction  of  Birmingham  on  a 
falling  gradient  of  1  in  50,  a  mile  and  three  quai*ters 
long  ;  which  is  followed  by  a  gradient  of  1  in  250 
through  the  station  yard.  There  are  several  sidings 
on  the  north  of  the  line,  which  are  connected  with  the 
down  or  south  main  line  on  the  west,  and  with  the 
up  or  north  line  on  the  east  of  the  station,  and  also 
with  certain  private  sidings.  The  main  lines  curve 
on  a  radius  of  21  chains  towards  the  south,  between 
the  station  platforms  and  the  west  end  of  the  sidings. 
There  are  two  stop-blocks,  provided  with  padlocks 
and  keys,  on  the  sidings,  about  370  yards  west  of  the 
cabin,  for  the  protection  of  the  main  lines  ;  but  there 
is  no  signal  applicable  to  the  sidings  at  either  end  of 
them. 

This  section  of  the  Great  Western  Railway,  be- 
tween Handsworth  Junction  and  Stourbridge,  for  a 
distance  of  8^  miles,  is  worked  on  the  absolute  block 
system ;  and  there  are  in  the  cabin  at  Cradley,  disc 
instruments  for  block  purposes,  in  addition  to  speak- 
ing instruments  and  bells.  The  signalman  stationed 
in  this  cabin  is  supplied  with  two  home  signals  and  two 
distant  signals,  worked  from  the  exterior,  but  from 
within  a  fevr  feet  of  the  cabin.  He  has  also  charge  of 
the  keys  of  the  padlocks  by  which  the  siding  switches 
and  stop-blocks  are  secured ;  and  he  is  required 
by  a  duty  paper,  issued  on  the  5th  May,  and  to  be  in 
force  until  further  notice,  **  to  retain  the  keys  of  all 
^  switches  and  stop-blocks,  no  train  being  allowed  to 
**  leave  the  station  when  they  are  absent."  The 
signalman  is  not  intended  to  leave  his  cabin  for  the 
purpose  of  locking  and  unlocking  the  siding  padlocks, 
but  to  hand  the  keys  as  they  are  required  to  the  yard 
foreman,  who  is  held  i*esponsible  for  returning  them 
to  him  ;  and  it  is  understood  by  his  inspector  and 
superintendent  to  be  his  duty,  in  accordance  with  the 
instructions  above  quoted,  to  keep  his  signals  at 
<*  danger  **  while  the  keys  are  away  from  his  cabin. 
This  signalman  has  charge  also  of  a  level-crossing  on 
the  east  of  his  cabin. 

The  4.45  p.m.  fast  passenger  train  from  Birming- 
ham to  Worcester,  Hereford,  and  South  Wales,  left 
the  Birmingham  station  at  4.47  on  the  afternoon  in 
question,  consisting  of  a  tank  engine,  four  carriages, 
and  a  break-van.  Two  more  carriages,  one  of  which 
was  a  break-carriage,  were  attached  to  it  at  the 
Smethwick  Junction,  4  miles  from  Birmingham ; 
and  the  combined  train  was  not  due  after  leaving 
Smethwick,  to  stop  until  it  reached  Stourbridge.  It 
travelled  at  its  usual  speed  from  Smethwick  towards 
Cradley,  and  the  head  guard  heard  the  engine-driver 
whistle  for  the  breaks  about  a  mile  and  a  quarter 
before  he  reached  Cradley.  The  breaks  were  there- 
fore applied,  but  were  taken  off  again,  on  a  short 
whistle  from  the  driver,  a  quarter  of  a  mile  from 
Cradley,  after  passing  the  Congreaves  Junction,  and, 
apparently,  on  his  finding  the  Cradley  signals  at  ''  all 
right."  The  guard  heard  no  further  signal  from  the 
engine-driver  before  he  felt  a  sudden  shock,  in  conse- 
quence of  the  engine  of  the  passenger  train  coming 
into  collision  with  a  goods  train  which  had  come  out 
of  the  sidings  and  fouled  the  main  line. 

I  have  yet  had  no  opportunity  of  examining  the 
driver  of  the  passenger  train,  who  was  too  ill  to  attend 
at  Cradley  when  summoned  to  do  so ;  but  I  am  in- 


formed  that  he  only  saw  the  goods  train,  and  a  red 
light  from  the  guard  of  that  train,  in  time  to  shut  off 
his  steam  just  before  the  collision  occurred. 

The  engine  of  the  passenger  train  fell  over  on  its 
side  on  a  siding  south  of  and  about  18  inches  below 
the  level  of  the  main  line.  The  corner  of  the  buffer 
plank  was  broken,  as  well  as  the  tank  and  coal  box  on 
the  left  side.  The  van  next  behind  the  engine  was 
smashed  to  pieces,  and  all  the  carri^es  were  more  or 
less  damaged,  though  the  two  carriages  belonging  to 
the  London  and  North-Western  Company,  which  were 
at  the  tail  of  the  train,  remained  on  the  rails.  The 
engine-driver  was  much  injured  on  the  hip  and  ankle. 
The  fireman  was  killed  on  the  spot,  having  been 
crushed  and  cut  in  two  between  the  engine  and  the 
coal-box.  The  guards  escaped  uninjured.  One  of 
the  passengers  was  much  bruised  and  shaken,  and 
three  others  complained  of  slighter  injuries. 

The  signalman  who  was  in  the  cabin  at  Cradley 
has  done  duty  there  for  about  six  years.  He  came  on 
duty  at  7  a.m.  on  the  8th  of  December ;  and  he  states 
that  he  handed  the  bunch  of  keys  to  the  yard  foreman 
a1x)ut  3.30  p.m.,  that  lie  might  allow  a  goods  train 
from  Oldhill  to  be  shunted  into  the  sidings,  from  the 
east  end  of  them.  He  saw  the  engine  fetching  trucks 
out  from  Messrs.  Swindall  and  Evers'  private  siding, 
and  placing  them  in  the  goods  yard ;  he  observed 
that  the  trucks  were  being  weighed,  and  he  was  aware 
that  the  engine  and  some  of  the  waggons  would  be 
brought  upon  the  main  lines  while  the  train  was  being 
marshalled  and  before  it  could  go  away.  He  allowed 
a  stopping  passenger  train  to  proceed  towards  Stour- 
bridge at  5.3.  p.m.,  according  to  his  record  book.  He 
received  and  booked  a  signal  at  5.7.,  which  indicated 
that  the  fast  passenger  train  was  approaching  from 
Oldbuiy  ;  this  notice  having  been  given  from  Rowley 
as  soon  as  the  signalman  at  Oldbury,  after  asking  if 
the  line  was  clear  to  Rowley,  received  a  reply  in  the 
affirmative.  After  giving  line  "  clear,"  and  after  lower- 
ing his  home  signal  and  his  distant  signal,  he  went 
down,  about  5.8,  toward  the  siding  switches  (which 
are  376  yards  from  the  cabin),  and  more  than  half- 
way to  those  switches,  to  assure  himself,  as  he  states, 
that  the  line  was  clear  for  the  fast  train.  He  took 
his  hand- lamp,  which  showed  a  white  light,  with  him, 
and  he  observed  that  the  engine  and  waggons  were 
then  safely  in  the  siding.  He  went  back  to  the  signal 
cabin,  received  "  train  on  line "  from  Congreaves 
Junction,  replied  by  giving  one  beat  on  the  bell,  and 
pinning  down  the  red  key,  and  waited  until  the  fast 
train  passed  him  at  5.13.  He  then  signalled  it  to  the 
next  cabin  at  Hayes  Lane,  about  three  quarters  of  a 
mile  in  advance.  He  did  not  hear  the  collision,  and 
was  not  aware  that  the  goods  train  had  fouled  the 
main  line  until  he  heard  from  the  passengers  that  a 
collision  had  occmTcd.  He  saw  nothing  of  the  yard 
foreman  from  the  time  when  he  gave  him  the  keys, 
about  3.30,  till  after  the  collision. 

The  yard  foreman  on  duty,  who  has  been  3^  years 
at  the  station,  began  work  at  7  a.m.  He  received  the 
keys  of  the  switches  and  stop-blocks  from  George 
Civil,  the  checkei*,  who  had  been  taking  his  place 
while  he  was  at  dinner,  at  3.30,  or  thereabouts, 
and  he  kept  them,  because  they  were  required,  for 
shunting  in  and  out  of  the  yard,  until  the  collision 
occurred.  He  says  that  he  exchanged  hand  signals 
with  the  signalman  between  4  o'clodk  and  4.30  p.m., 
as  he  shunted  waggons  to  and  from  the  main  line. 
After  that  time  he  went  to  do  shunting  and  weighing, 
and  to  assist  in  loading  in  different  parts  of  the  yari 
Having  given  a  hand  signal  to  the  signalman  to 
indicate  that  the  main  lines  were  clear,  he  did  not 
take  the  keys  back  to  the  signalman,  because  he  knew 
he  should  require  to  use  them  again  within  a  short 
period.  He  had,  he  says,  pulled  the  stop-blocks 
across  the  siding,  but  had  not  placed  the  padlocks  on 
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them,  because  he  knew  that  he  should  have  to  open 

them  again  as  soon  as  a  minei*al  and  two  passenger 

trains  had  passed  on  the  main  lino  ;  and  he  states 

that  this  mode  of  working  was  in  accordance  with  his 

usual  practice.     He  did  not  think  it  necessary  to  keep 

the  stop  blocks  or  switches  locked,  or  to  take  back  the 

keys  to  the  signalman,  because  they  required  to  be 

used  shortly  afterwards  ;  and  he  expected  that  the 

signalman  would  allow  the  trains  to  pass  on  the  main 

line,  in  reliance  upon  the  signal  which  he  made  to 

him,  that  the  main  line  was  clear.     He  went  down, 

about  15  or  20  minutes  before  the  collision,  to  the 

goods  engine  standing  nearest  to  the  switches  on  the 

siding,  and  he  said  to  the  driver,  "  You  cannot  go  out 

until  the  passenger  trains  have  gone.**    Ten  or  fifteen 

minutes  later  the  driver  or  fireman  shouted  to  him 

while  he  was  engaged  in  other  work,  **  How  is  it  ?," 

and  he  repUed,  *'You  cannot  go    till    the    express 

is  gone."     He  had  no  further  communication  with  the 

driver  or  with  any  one  connected  with  the  goods  train 

before  the  collision  occurred,  and  he  was  then  about 

200  yards  away  from  the  siding  stop-blocks.   Knowing 

that  no  other  person  would  be  justified  in  removing 

the  stop-blocks,  or  in  giving  the  driver  permission  to 

leave  the  siding  and  go  out  upon  the  main  line,  he 

had  no  apprehension  that  the  engine  would  have  fouled 

the  main  line  until  his  return. 

The  station  master,  who  has  been  in  charge  at 
Cradley  for  four  years,  was  in  the  signal  cabin  on  the 
platform  about  10  minutes  before  the  collision  oc- 
curred. The  signalman  asked  him,  after  the  slow 
train  had  passed,  to  remain  in  the  cabin  while  he  went 
down  the  yard.  The  home  and  distant  signals  were 
then  at  "  danger,"  and  both  lines  were  blocked  by  the 
telegraph  instruments.  The  station  master  did  not 
know  why  the  signalman  went  down  the  yard,  but  he 
observed  that  he  took  his  hand-lamp  with  him,  and  he 
remained  in  the  cabin  until  he  returned,  after  an 
absence  of  three  or  four  minutes.  He  saw  him  lower  his 
main  and  distant  signals,  and  give  "  line  clear  "  on  his 
telegraph  instruments,  about  seven  minutes  before  the 
collision.  The  station  master  was  still  in  the  cabin 
while  the  fast  train  went  by  at  5.13,  and  his  attention 
was  only  called  to  the  collision  by  his  hearing  the 
wire  of  the  up  distant  signal  break. 

The  goods  train,  a  portion  of  which  was  thus  in  the 
way  of  the  fast  passenger  train,  left  Oldhill,  two  miles 
form  Cradley,  at  3.15  p.m.  on  the  day  in  question,  and 
was  placed  in  the  sidings  at  Crjtdley  about  3.30.  It 
consisted  of  an  engine  and  tender,  15  loaded  coal- 
waggons,  and  a  break  van.  These  waggons  were  to 
be  weighed  at  Cradley,  and  to  be  left  in  the  sidings 
there  while  the  engine  and  tender  went  to  Homer 
Hill  to  fetch  other  waggons  for  the  same  destination. 
By  4.45  p.m.  the  whole  of  the  work  was  done  from 
Oldhill  and  from  Homer  Hill,  and  the  waggons  were 
collected  on  two  sidings,  Nos.  1  and  2,  and  one  shunt 
on  the  main  line  only  was  required  to  form  the 
train  into  one  previous  to  its  departure  for  Stour- 
bridge. Shortly  after  5  o'clock  the  goods  guard  came 
to  the  engine  and  said  to  the  engine  driver,  "  What 
are  you  standing  here  for  ?  "  and  the  engine  driver 
replied,  "  For  a  signal."  The  engine  driver  then,  on 
being  told  by  the  guard  to  do  so,  whistled,  he  says,  to 
the  signalman  several  times,  but  he  could  not  get  a 
white  light,  which  he  awaited  before  going  out  on  the 
main  line.  He  then  looked  out  for  the  yard  foreman, 
and  on  the  guard  saying  to  the  fireman,  "  Try  him 
again,  Philip,"  the  fireman  blew  the  whistle,  and  said 
to  the  driver,  "  All  right,  Tom."  The  driver,  fireman, 
and  guard  say  that  they  then  saw  a  white  light  from 
the  box,  apparently  in  a  man's  hand;  and  the  guard, 
having  looked  at  the  stop-blocks,  and  having  seen  that 
they  were  off*  the  rails,  ordered  the  engine  driver  to 
proceed  towards  the  main  line. 

The  driver  at  once  left  the  siding  and  ran  out  on 
the  main  line,  with  10  waggons  attached  to  his  engine. 
While  on  the  main  line  he  looked  towards  his  guard 
for  instructions,  and  saw,  first  a  white  light  directing 
him  to  go  further,  and  then  a  red  light  telling  him  to 
stop.    At  that  moment  he  saw  the  lights  of  the  ap- 


proaching passenger  train,  and  he  had  only  just  time 
to  jump  off"  the  engine  before  the  collision  occurred. 

The  third  waggon  from  the  goods  engine  was 
struck  by  the  engine  of  the  passenger  train,  and 
broken  to  pieces,  and  two  other  waggons  were  much 
damaged.  The  upper  framing  of  the  goods  engine 
and  the  handrail  were  broken,  and  the  sand  box  was 
knocked  off,  but  the  engine  and  tender  remained  on 
the  rails.  The  fireman  of  the  goods  engine,  who  had 
not  time  to  jump  out  of  the  way,  was  injured. 

These  servants  of  the  company  with  the  goods 
train  were  all  experienced  men,  who  had  been  working 
on  this  and  other  parts  of  the  line  for  several  years. 
The  excuses  they  make  for  thus  fouling  the  main  line 
are,  that  the  stop- blocks  were  off  the  rails,  that  they 
saw  a  white  light  from  the  cabin,  and  that  they 
supposed  the  fast  train  had  passed.  *  It  is  true  there 
was  no  siding  signal  as  a  distinct  instruction  to  them, 
but  they  cannot  be  considered  to  have  used  as  much 
caution  as  they  ought  to  have  shown  before  thus 
fouling  the  main  line  ;  and  it  seems  evident  that 
there  was  no  hand  signal  given  to  them,  which  would 
justify  their  having  done  so. 

The  signalman  asserts  that  he  heard  no  whistle 
whatever  from  the  goods  engine,  and  that  he  made 
no  signal  to  the  goods  train ;  but  he  admits  that  in 
walking  along  the  line  he  held  his  hand-lamp  in  such 
a  way  as  to  show  a  white  light  towards  the  goods 
train.  Neither  the  station  master,  nor  the  yard  fore- 
man, nor  the  horsekeeper  heard  any  whistle  whatever 
from  the  goods  engine. 

There  is  no  means  of  ascertaining  positively 
whether  the  servants  of  the  company  with  the  goods 
train,  or  the  yard  foreman,  speak  correctly  as  to  the 
stop-blocks  ;  the  latter  asserting  that  he  left  them 
across  the  rails,  and  the  former  that  they  were  not 
across  the  rails. 

This  collision  has  resulted,  then,  under  a  block 
system  of  telegraph  working,  from  a  goods  train  being 
brought  from  a  siding  upon  the  main  line  in  the  way 
of  an  overdue  non-stopping  passenger  train.  No 
blame  can  be  attached  to  the  engine  driver  of  the 
passenger  train,  inasmuch  as  the  signals  were  ad- 
mittedly lowered  for  him  to  pass  through  the  station, 
and  the  first  warning  which  he  received  of  his  danger 
did  not  even  allow  him  time  to  slacken  his  speed. 

The  evidence  as  to  the  usual  practice  in  working 
these  sidings,  and  as  to  the  circumstances  under  which 
the  goods  engine  and  waggons  were  brought  out  upon 
the  main  line  on  this  particular  occasion,  is  somewhat 
conflicting.  The  principle  laid  down  in  the  duty 
paper  of  the  5th  May,  of  allowing  no  train  to  "  leave," 
(and,  a  fortiori^  it  may  be  supposed,  to  pass  without 
stopping  through)  the  station  when  the  keys  of  the 
switches  and  stop-blocks  were  absent  from  the  signal 
cabin,  has  not  been  adhered  to.  It  would,  no  doubt, 
have  been  difficult  to  carry  it  out  in  practice,  especially 
as  the  siding  points  were  376  yards  from  the  cabin. 
The  yard  foreman  could  hardly  be  expected  to  carry 
the  keys  backwards  and  forwards  over  that  distance 
whenever  a  train  was  due  to  pass  the-  station  in  the 
middle  of  his  shunting  operations.  Rules  of  this 
desription,  difficult  or  impossible  to  obey,  are  naturally 
more  or  less  disregarded.  The  yard  foreman  and  the 
signalman  got  into  the  habit  of  exchanging  hand 
signals  with  one  another  in  regard  to  the  main  line 
being  clear  or  obstructed,  and  the  yard  foreman, 
retaining  the  keys,  became  responsible  for  the  safety 
of  the  main  line  in  connexion  with  the  sidings.  The 
yard  foreman,  also,  went  a  step  further.  Not  only 
did  he  keep  the  keys,  but  he  left  the  stop-blocks  and 
switches  unlocked  while  the  sidings  were  occupied  by 
a  shunting  train,  and  while  other  trains  were  passing 
on  the  main  line  ;  and,  if  the  engine  driver,  fireman^ 
and  guard  of  the  goods  train  are  to  be  belived,  he 
even  left  the  stop-blocks  off  the  rails.  On  this  latter 
point  I  am  by  no  means  convinced ;  but  in  any  case 
the  goods  guard  ought  to  have  obtained  either  per- 
mission from  the  yard  foreman  or  a  distinct  hand 
signal  from  the  signalman  before  he  ventured  to  order 
his  engine-driver  out  on  the  mun  line.    It  is  quite 
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poaeible  that  the  lamp  of  the  Bignafanan,  as  he  walked 
towards  the  goods  train,  may  have  been  seen  from 
the  goods  train,  or  that  the  driver  and  guard  of  the 
goods  ti'ain  may  have  seen  some  other  white  light 
from  the  direction  of  the  signal  cabin  which  they 
understood  to  give  them  permission  to  leave  the 
siding. 

There  is  some  excuse  for  all  of  these  men  in  the 
general  laxity  of  discipline  consequent  upon  their 
working  under  the  disadvantage  of  a  rule  which  it 
was  hardly  possible  to  carry  out,  and  upon  the  absence 
of  other  appliances  necessary  for  safety.  The  remedy 
which  is  required  with  a  view  to  the  proper  working 
of  these  sidings  for  the  future  is  obvious,  in  the  ad- 


dition of  a  siding  signal,  worked  hj  a  wire  fr^m  the 
signal  cabin  ;  and  this  siding  signal  should  be  inter- 
locked with  the  main  line  signals  and  with  stop- 
blocks  or  safety  points  on  the  sidings.  These  various 
servants  of  the  company  would  thus  be  prevented  from 
causing  such  an  accident,  and  the  signalman  would 
be  unable,  even  to  lower  his  siding  signal,  or  to  make 
it  possible  for  an  engine  to  leave  the  siding  when  his 
signals  were  lowered  for  the  passage  of  a  train  along 
the  main  line. 


Tlte  Secretary, 
{Raihoay  Department,) 
Board  of  Trade. 


I  have,  &c., 

H.  W.  Ttleb. 


A  copy  of  the  above  report  was  sent-to  the  company  on  the  I3th  January  1870. 


LANCASHIRE  AND  YORKSHIRE  RAILWAY. 


Board  of  Trade 
{Railway  Department), 
Sm,  Whitehall,  7th  August  1869. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  16th  ult,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  my  inquiry  into  an  accident  which 
occurred  on  the  9th  ult.,  in  consequence  of  a  portion 
of  a  train  belonging  to  the  Lancashire  and  Yorkshire 
Railway  Company  leaving  the  rails  at  Springwood 
junction,  the  joint  property  of  the  London  and  North 
Western  and  Lancashire  and  Yorkshire  Railway 
Companies,  but  maintained  by  the  former  company. 

No  passengers  or  servants  of  the  company  are 
stJited  to  have  been  injured  in  consequence  of  this 
accident. 

Springwood  junction  is  situated  in  an  open  space 
between  two  tunnels,  and  is  about  a  quarter  of  a  v^\\q 
from  Huddersfield  station.  At  it  a  Lancashire  and 
Yorkshire  line  to  Holmfirth  and  Sheffield  leaves  the 
London  and  North  Western  line  from  Huddersfield  to 
Manchester.  The  signals  and  points  at  this  junction 
are  interlocked.  As  the  12*18  p.m.  train  from  Hud- 
dersfield to  Holmfirth,  consisting  of  an  engine  and  ten- 
der, (running  tender  first,)  four  carriages  and  a  wag- 
gon, was  approaching  the  junction  at  a  speed  of  about 
20  miles  an  hour,  the  fireman,  who  was  looking  to  see 
if  the  facing  points  were  right,  perceived,  when  about 
15  yards  from  them,  that  the  left-hand  switch,  instead 
of  being  open,  was  close  against  the  standard  rail,  the 
right-hand  switch  being  also  close  to  its  rail.  He 
immediately  shouted  to  his  driver  to  "  hold  on."  Upon 
this  the  latter  shut  off^  steam,  and  had  got  his  engme 
partly  reversed,  when,  from  the  increasing  tightness 
of  the  gauge  between  the  switches,  it  and  the  tender 
mounted,  and  left  the  rails,  running  on  for  about  50 
yards  before  stopping.  The  first  carriage  also  left  the 
rails,  but  the  remainder  of  the  train  did  not  do  so.  The 
feed  pipes  were  broken,  the  tender  framing  injured,  and 
there  was  slight  damage  done  to  some  of  the  can-iage 
buflers.  In  the  permanent  way  nine  chairs  were 
broken ;  one  switch  and  one  rail  were  bent. 

The  cause  of  the  left  facing  switch  not  working  was 


as  follows  :— On  the  morning  of  the  9th,  the  foreman  of 
platelayers  had  taken  out  two  old  switch  connecting 
rods,  for  the  purpose  of  replacing  them  by  new  ones  of 
better  construction;  one  of  the  new  ones  was,  however, 
too  shor^,  and  he  left  the  switches  connected  with  only 
one  new  rod,  sending  the  other  to  the  forge,  to  be 
lengthened.  He  secured  the  ends  of  the  rods  in  the 
usual  way,  by  passing  *«  cotters  "  or  keys  through  holes 
made  for  the  purpose,  but  opened  out  the  slit  of  the 
one  at  the  left  switch  further  than  was  necessary,  and, 
without  being  aware  of  it,  must  have  fractured  one  of 
its  jaws.  This  was  done  at  about  a  quarter  to  12. 
At  12  o'clock  the  pointsman  pulled  the  switches  over 
for  a  goods  train  to  Holmfirth  to  pass  through  them, 
which  it  did  all  right.  He  then  restored  them  to  their 
normal  position,  {i.  c.  right  for  the  line  to  Manchester,) 
and  they  were  shortly  aflterwai'ds  passed  over  by  a 
train  to  Manchester.  The  passage  of  these  two  trains 
must  have  sliaken  out  the  disabled  cotter,  (which  was- 
found  after  the  accident  lying  under  the  switch  with  its 
jaw  broken  off^,)  and  the  pointsman  accordingly  lost 
control  over  the  left  switch,  and  did  not  move  it  when 
he  pulled  over  the  lever  in  his  cabin  preparatory  to 
lowering  the  signals  for  the  train  which  met  with  the 
accident.  He  states  that  he  felt  no  difference,  of 
weight  in  the  pull  of  the  lever,  and  that  in  consequence 
of  steam  hanging  about  the  mouth  of  the  tunnel  he 
could  not  see  the  points  at  this  time  from  his  cabin, 
which  is  raised  up  high,  and  is  not  opposite  to  the 
points. 

The  accident,  therefore,  occurred  from" the  incautious 
act  of  the  foreman  of  platelayers  in  crippling  the  cotter 
of  the  connecting  rod,  and  thus  allowing  it  to  work 
out.  He  is  also  to  be  blamed  for  not  having  left  in 
one  of  the  old  connecting  rods  until  the  second  new 
one  was  ready  for  fixing,  as  facing  points  should 
never  be  left  dependent  upon  only  one  connecting 
rod. 

1  have  &c., 
The  Secretary  C.  S,  Hutchinson., 

{Railway  Department,)  Lieut.  Col,  R.E. 

Board  of  Trade. 


A  copy  of  the  report  was  sent  to  the  London  and  North  Western  and  Lancashire  and  Yorkshire  Railway 

Companies  on  the  21st  August  1869. 


LANCASHIRE  AND  YORKSHIRE  RAILWAY. 


1,  Whitehall,  S.W., 
Sib,  26th  August  1869. 

I  HAVE  the  honour  to  report,  for  the  informa- 
tion of  the  Board  of  Trade,  the  result  of  my  inquiry, 
ordered  by  your  minute  of  the  21st  ultimo,  into  the 
circumstances  attending  a  collision  between  an  ex- 
cursion train  and  a  goods  train,  which  occurred  at 
LoBtock  Hall  junction  (near .  Preston)  on  the  Lan- 
cashire and  Yorkshire  Railway  on  the  17th  ultimo. 
Three  passengers  are  returned  as  having  been  injin*ed 


by  the  collision,  but  their  ii^uries  are  believed  not  to 
be  of  a  serious  nature.  The  fireman  and  one  of  the 
guards  of  the  excursion  train  were  also  somewhat 
hurt. 

Lostock  Hall  junction  is  near  Preston  on  the  main 
line  from  Preston  to  Liverpool,  and  is  connected  by  a 
short  branch,  1,000  yards  long,  with  the  main  fine 
from  Blackburn  to  Preston,  the  junction  of  this  branch 
and  the  latter  line  being  called  Bainber  Bridge  junc- 
tion.    The  two  main  lines  unite  about  1,000  yards 
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from  these  junctions,  and  then  form  one  line  into 
Pi-eston. 

The  branch  line  between  Lostock  Hall  and  Bamber 
Bridge  jonctions  is  not  much  used  for  passenger  traffic, 
except  for  excursion  trains  from  Blackburn,  &c.,  not 
passing  through  Preston,  but  goods  trains  frequently 
run  over  it. 

The  line  from  Blackburn  descends  for  some  three 
miles  at  1  in  100  to  Bamber  Bridge  station,  about 
700  yards  from  the  Junction  ;  it  then  falls  at  1  in  300 
from  the  station  to  rather  more  than  half  way  between 
the  two  junctions,  and  then  at  1  in  220  to  Lostock 
Hall  junction. 

The  latter  junction  is  supplied  with  the  usual 
signals,  the  distant  signal  towai-ds  Bamber  Bridge 
being  500  yards  off,  and  well  visible  to  an  approaching 
train.  Bamber  Bridge  junction  and  station  have  also 
proper  signals  weU  placed  for  being  seen.  There  is  a 
curve  on  the  branch  between  the  two  junctions  which 
prevents  a  train  standing  near  the  Lostock  Hall  end 
being  seen  from  an  engine  approaching  from  Black- 
burn until  after  Bamber  Bridge  junction  has  been 
passed  some  little  distance. 

At  about  9.8  a.m.  on  the  morning  of  the  17th 
ultimo,  a  pick-up  goods  train,  consisting  of  engine  and 
tender,  8  full,  20  empty  waggons,  and  a  break  van,  which 
had  left  Blackburn  for  Lostock  Hall  goods  yard  at 
8.45  a.m.  (half  an  hour  late),  was  stopped  at  J^ostock 
Hall  junction  until  the  express  train  from  Preston 
to  Livei-pool,  then  almost  due,  should  have  passed. 
The  goods  engine  carao  to  a  stand  on  the  branch  10 
or  12  yards  short  of  the  junction,  the  distant  signal 
which  had  been  lowered  for  it  to  pass  having  been 
again  put  to  danger  to  protect  it.  The  train  had  been 
at  a  stand  three  or  four  minutes  when  its  driver  heard 
the  engine  of  an  excursion  train  (which  he  knew  was 
following  him)  whistle  for  the  breaks,  and  judging  from 
what  he  heard  and  saw  that  it  was  likely  to  pitch  into 
his  train,  he  drew  ahead,  and  had  just  got  through  the 
junction  when  the  collision  occurred.  The  Lostock 
Hall  junction  signalman  put  his  Preston  signal  to 
danger  just  in  time  to  stop  an  engine  (which  as  it 
happened  was  before  the  express)  from  running  into 
the  goods  train,  and  thus  averted  a  second  collision. 
The  excursion  train  in  question  had  left  Sowerby 
Bridge  for  Liverpool  at  7.17  a.m.  (a  few  minutes  late), 
made  up  as  follows  :  a  six-wheel  coupled  engine  and 
four-wheeled  tender,  two  carriages  and  a  single  break 
van,  four  carriages,  two  caiTiages  and  a  van  with 
Newhall's  patent  breaks,  13  carriages,  and  finally 
two  carriages  and  a  van  with  Fay's  patent  breaks, 
making  26  vehicles  in  all,  with  three  guards  and  seven 
breaks,  exclusive  of  the  tender  break.  The  driver  had 
been  only  nine  months  regularly  employed  as  such,  but 
had  been  fireman  and  occasional  driver  for  six  or 
seven  years  previously.  The  head  guard  of  the  train 
had  had  seven  years'  service  in  that  capacity,  but  the 
other  two  were  porters  acting  occasionally  as  guards. 
The  train  had  stopped  at  Accrington  and  Blackburn, 
but  had  received  no  caution  of  a  goods  train  being 
in  front  at  either  place.  At  Blessington,  about  six 
miles  from  Lostock,  the  driver  had  been  shown  a 
green  flag  (implying  train  ahead  between  five  and  ten 
minutes),  but  this  was  not  repeated  either  at  Hoghton 
or  at  Bamber  Bridge  station  or  junction,  though  the 
excursion  train  must  in  all  probability  have  been 
gaining  on  the  goods  train.  The  driver  states  thut 
he  had  shut  off  steam  at  the  top  of  the  long  incline  of 
1  in  100,  and  passed  Bamber  Bridge  junction  (where 
the  signals  had  been  taken  off  on  his  whistling)  at  a 
speed  of  16  to  18  miles  an  hour  (the  speed  is,  how- 
ever, estimated  as  30  miles  an  hour  by  the  Bamber 
Bridge  junction  signalman  and  the  station  master). 
On  passing  Bamber  Bridge  station,  the  driver  states 
that  he  whistled  for  the  Lostock  Hall  junction  signals, 
and  that  finding  neither  distant  signal  nor  semaphore 
was  lowered,  he  whistled  for  the  breaks  just  after 
passing  Bamber  Bridge  junction,  his  fireman  at  the 
same  time  applying  his  tender  break;  that  finding 


his  speed  very  little  reduced  he  reversed,  and  put 

steam  against  his  engine  just^  he  reached  the  distant 

signal  post,  and  caught  sight  of  the  goods  train  in 

front  of  him,  and  that  lie  had  reduced  the  speed  to 

about  10  or  12  miles  an  hour,  when  the  collision  took 

place  at   10  or  11  minutes  past  9.     Both  he  and  his 

fireman  jumped  off ;  the  latter  fell  down,  and  was  hurt. 

The  effect  of  the  collision  on  the  goods  train  was  to 

drive  the  van,  which  had  become  detached  from  the 

remainder  of  the  train  when  the  driver  moved  ahead, 

into  the  tail  of  the  train,  and  to  knock  it  and  the 

six  last  waggons  off  the  line,  the  van  and  five  last 

waggons  being  a  good  deal  damaged.     The  engine  of 

the  passenger  train  left  the  rails  with  all  its  wheels, 

and  had  its  buffer  plank  and  feed  pipes  bi*oken,  but 

was  able  to  be  removed  on  its  own  wheels  ;  the  three 

front  carriages  also  left  the  rails  with  all  their  wheels. 

No  couplings   gave  way.      The  guard,  who  was  in 

the  third  carriage,  was  thrown  down,  and  had  his  leg 

hurt. 

In  contradiction  to  the  driver  and  fireman  of  the 
passenger  train,  and  also  to  other  evidence,  the  three 
guards  of  the  train  all  state  that  the  Lostock  Hall 
junction  distant  signal  was  off'  as  they  approached 
and  passed  it.  Two  of  them  acknowledge  that  they 
heard  the  driver  whistle  for  the  breaks  between 
Bamber  Bridge  junction  and  the  distant  signal,  and 
they  all  declare  that  they  got  their  breaks  applied 
between  the  junction  and  distant  signal  post,  between 
which  latier  point  and  the  vans  of  the  goods  train 
there  must  have  been  an  interval  of  nearly  300  yards. 
I  can  only  therefore  regard  their  statement  as  to  the 
distant  signal  being  off*  as  untrue,  and  made  to  cover 
their  want  of  promptitude  in  applying  the  powerful 
breaks  they  had  at  hand,  and  which,  if  applied 
promptly,  would,  I  have  little  doubt,  have  almost  if 
not  quite  have  prevented  the  collision. 

But  while  censuring  the  guards  for  want  of  prompti- 
tude in  applying  their  breaks,  and  also  for  making 
what  I  cannot  but  look  upon  as  a  false  statement  con- 
cerning the  signal,  the  driver  of  the  train  must  be 
regarded  as  principally  to  blame  for  causing  this 
accident.  There  is  no  doubt  that  he  was  running 
down  a  long  sharp  gradient,  ending  in  a  junction,  at 
a  pace  which  quite  took  the  management  of  the  train 
out  of  his  own  control,  and  one  far  exceeding  that 
laid  down  by  tlie  rules  of  the  company  for  excursion 
trains,  viz.,  20  miles  an  hour.  At  the  same  time 
it  is  almost  unreasonable  to  expect  that  a  driver, 
knowing  that  his  train  is  provided  with  means  for 
stopping  it  within  a  very  short  distance,  should  not 
to  a  certain  extent  depend  on  those  means  ;  and  this 
accident  tends  to  show  how  desirable  is  the  invention 
of  some  simple  method  by  which  the  control  of  con- 
tinuous breaks  should  be  placed  in  the  hands  of  the 
man  who  is  held  responsible  for  the  safe  conduct  of 
the  train. 

Had  the  rule  of  the  company,  as  to  the  exhibition 
of  a  caution  signal  for  ten  minutes  afler  the  passage 
of  a  train,  been  attended,  to  at  Bamber  Bridge  station 
and  junction,  the  accident  might  not  have  occurred; 
but  so  long  as  the  keeping  of  train  registers  is 
not  enforced  this  rule  must  be  more  or  less  a  dead 
letter. 

This  accident  adds  another  to  the  list  of  those 
which  would  in  all  probability  have  been  avoided 
had  the  block  telegraph  system  been  in  force. 

The  position  of  the  Lostock  Hall  junction  distant 
signal  towards  Blackburn  would  be  much  improved  by 
removing  it  further  off ;  indeed  the  same  signal 
might  serve  for  it  and  the  Bamber  Bridge  junction 
signal. 

The  signals  and  points  at  the  junctions  alluded 
to  in  this  i-eport  are  not  worked  upon  the  locking 
system. 

I  have,  &c. 
The  Secretary^  C.  S.  Hutchinson, 

Railway  Department^  Lieut,' CoL^  B,E» 


Board  of  Trade. 
A  copy  of  the  above  report  was  sent  to  the  company  on  the  10th  September  1869, 
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LANCASHIRE  AND  YORKSHIRE  RAILWAY. 


Whitehall, 
Sir,  14  September  1869. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  27th  July,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  my  inquiry  into  the  circumstances 
attending  a  collision  which  occurred  on  the  24th  July 
between  a  passenger  train  and  an  engine  near  Clifton 
junction  on  the  Lancashire  and  Yorkshire  Railway. 
Four  passengers  are  returned  as  having  been  cut  and 
bruis^  in  consequence  of  the  collision. 

Clifton  junction  is  the  point  at  which  the  main 
lines  from  Manchester  to  Bolton  and  Bury  diverge. 
There  is  a  station  close  to  the  junction  in  the  fork 
between  the  two  lines,  and  there  are  extensive  sidings 
on  the  Bolton  side  of  the  station,  connected  with  both 
the  Bolton  main  lines.  The  junction  signalman's 
view  of  these  sidings  is  impeded  by  an  overbridge, 
270  yards  from  his  box,  on  the  North  or  Bolton  side  of 
it.  There  are  two  parallel  sidings,  each  about  300 
yards  long,  on  the  east  side  of  the  line  ;  these  unite 
and  join  the  up  line  at  the  overbridge  and  the  down 
line  by  means  of  a  through  crossing  (in  which  there 
is  a  slip  road  for  connection  with  the  up  line)  400 
yards'north  of  the  same  bridge.  There  is  also  a  cross- 
over road  between  the  up  and  down  lines,  the  centre 
of  which  is  about  60  yards  north  of  the  bridge.  On 
the  west  side  of  the  line  there  is  only  one  siding  350 
yards  long,  joining  the  down  line  about  360  yai-ds 
north  of  the  bridge.  For  the  protection  of  the  junc- 
tion and  station  there  are  the  ordinary  semaphore 
signals  at  the  junction  cabin,  which  are  well  seen  by 
trains  approaching  from  Manchester  ;  a  down  distant 
junction  signal  490  yards  from  the  junction,  also  well 
placed  for  being  seen  ;  an  up  junction  distant  signal 
on  the  Bolton  line  only  270  yards  from  the  cabin, 
but  well  visible  by  approaching  trains;  a  treadle  signal 
815  yards  from  the  cabin,  which  up  trains  put  to 
danger  on  passing,  and  of  which  the  junction  signal- 
man has  control,  and  can  use  in  case  of  need  as  an 
additional  up  distant  signal.  For  the  protection  of 
shunting  operations  at  the  sidings,  an  up  and  a  down 
distant  signal  are  worked  from  handles  placed  at  the 
north  end  of  the  sidings,  the  former  610  yards  to  the 
north  of  the  handle,  and  well  visible  by  approaching 
trains  ;  the  latter,  407  yards  to  the  south  of  the 
handle  (at  the  overbridge  before  referred  to),  visible 
for  some  distance  in  the  neighbourhood  of  the 
junction  distant  signal  by  a*  train  approaching  from 
Manchester,  then  hidden  by  trees,  and  not  again 
visible  till  approached  within  about  150  yards,  after 
the  junction  cabin  has  been  passed.  This  signal 
can  abo  be  seen  by  the  junction  signalman,  and  is 
an  indication  to  him  as  to  when  shunting  is  going 
on  at  the  sidings.  For  the  protection  of  the  cross- 
over road  at  the  south  end  of  the  sidings,  the  up 
signal  worked  from  the  north  end  is  connected  with 
a  handle  placed  near  it ;  but  there  is  no  special  down 
signal,  which  is  a  serious  omission.  The  gradient  is 
a  rising  one  towards  Bolton,  but  its  amount,  not 
known  exactly,  is  about  J  in  200.  The  Clifton 
sidings  are  principally  used  during  the  summer  months 
as  standing  places  for  empty  carriages,  and  no  points- 
man is  Regularly  stationed  there. 

On  Saturday  morning,  24th  July,  a  light  engine, 
with  driver,  fireman,  and  passenger  guard,  left  Salford 
at  6.50  for  Clifton  sidings,  to  bring  back  a  train  of 
empty  carriages  for  excursion  traffic.  On  passing  the 
junction,  the  guard  informed  the  signalman  by  motion 
and  word  of  mouth  of  what  they  were  going  to  do, 
which  the  latter  perfectly  understood.  On  reaching 
the  crossover  road  at  the  north  end  of  the  sidings  a 
foreman  platelayer,  who  was  in  the  habit  of  attending 
at  these  sidings  when  shunting  was  going  on,  put  the 
up  and  down  signals  to  danger,  and  then  held  open 
the  points  to  allow  the  engine  to  back  into  the  sidings 
on  the  east  of  the  up  line.     He  asked  the  guard  how 


long  they  would  be,  and,  on  receiving  for  answer  *'  two 
or  three  minutes,"  stated  that  he  took  off  the  down 
signal  as  soon  as  the  engine  had  cleared  the  down  line. 
There  is  a  discrepancy  in  the  evidence  as  to  the  coarse 
of  proceedings  adopted  in  making  up  the  train,  but  it 
would  appear  to  have  been  as  follows  :  the  driver  first 
backed  into  No.  1  siding  (the  one  next  the  main  up 
line),  and  brought  out  of  it  three  coaches,  which  he 
took  through  the  crossing,  and  then  backed  them  on 
to  the  up  line ;  he  left  them  there,  returned  through 
the  crossing,  and  backed  into  No.  2  siding  (the  one 
farthest  from  the  up  line),  and  brought  out  of  it  six 
coaches,  which,  by  going  through  a  similar  process,  he 
attached  to  the  three  already  standing  on  the  up  line. 
The  train  was  now  formed,  with  the  engine  at  the 
wi'ong  end,  for  returning  to  Manchester.  No.  1  siding 
was  perfectly  empty,  but  there  were  two  trucks  left 
standing  in  Ro.  2.  The  guard  now  wanted  the  driver 
to  push  the  train  before  him  into  Manchester,  and  the 
platelayer  expected  he  was  to  do  so;  but  in  consequence 
of  the  driver  having  been  recently  cautioned  as  to 
the  necessity  of  obedience  to  the  company's  rule  for- 
bidding this  proceeding,  he  refused  to  do  this.  Some 
conversation  then  ensued  as  to  how  the  engine  was  to 
get  round  its  train,  and  it  was  decided  that,  as  there 
were  two  or  three  minutes  before  the  seven  o'clock 
train  from  Manchester  was  due,  it  should  run  along 
the  down  (or  wrong  road)  through  the  crossing  near 
the  overbridge,  and  so  return  on  the  up  road  to  the 
other  end  of  the  train,  the  operation  being  protected 
by  the  down  signal  being  again  put  to  danger.  [There 
is  contradictory  evidence  as  to  the  time  of  taking  off 
and  putting  on  again  of  this  signal,  but  I  am  inclined 
to  think  (from  the  weight  of  the  evidence)  that  it 
must  have  been  taken  off  as  soon  as  the  carriages  had 
all  been  arranged  on  the  up  line,  when  the  platelayer 
thought  that  the  engine  would  push  them  into  Man- 
chester, as  up  to  this  time  the  down  road  had  been 
continually  fouled  by  the  engine  in  shunting  ;  then,  on 
finding  that  the  engine  was  going  to  run  round  its 
train  by  using  the  down  road,  he  put  it  on  again  to 
danger.]  The  driver  accordingly  started,  and  was 
approaching  the  overbridge  when  he  caught  sight  of 
the  engine  of  the  passenger  train  coming  through  it. 
He  puUed  up  as  quickly  as  he  could,  and  had  just 
come  to  a  stand  about  100  yards  north  of  the  bridge, 
when  the  tender  of  the  light  engine  and  the  engine  of 
the  passenger  train  came  into  •  collision.  The  light 
engine  was  carried  forward  about  100  yards,  and  the 
tender  wheels  knocked  fi^m  under  it,  the  wheels  of 
the  engine  keeping  the  road.  The  driver  and  fireman 
jumped  off  before  the  collision,  and  escaped  without 
injury.  The  tender  was  seriously  damaged,  but  the 
engine  was  unhurt. 

The  passenger  train  Jiad  left  Manchester  for  Bolton 
and  Liverpool  at  three  minutes  past  seven,  consisting 
of  engine  and  tender,  a  set  of  five  carriages  with 
Fay's  breaks,  three  loose  carriages,  and  another 
set  of  four  carriages  with  Fay's  breaks.  The 
train  had  stopped  at  Salford,  Oldfield  Road,  and 
Pendleton,  and  its  next  stopping  place  was  Moses's 
Gate  beyond  Clifton.  The  morning  was  fine.  The 
driver  had  whistled  for  the  Clifton  junction  signals, 
which  were  immediately  lowered.  (The  signalman 
stated  that  the  signal  from  the  siding  had  been  taken 
off  about  two  minutes  before  the  driver  whistled,  and 
must  have  been  again  put  to  danger  while  he  hr.d 
gone  into  an  inner  part  of  the  cabin  to  book  the  trail..) 
The  driver  stated  diat  he  did  not  remember  noticing 
whether  the  distant  signal  from  the  siding  was  off  or  on 
where  it  isfii'st  possible  toget  aviewof  it  (near  the  junc- 
tion distant  sijgnal),  but  that  on  passing  Clifton  platform 
(150  yards  from  the  signal)  he  caught  sight  of  it  at 
danger  ;  that  he  then  gave  a  long  whistle,  but  field- 
ing the  signal  still  kept  on  whistled  for  the  guard's 
breaks,  shut  off  steam,  reversed  his  engine,  and  had 
his  tender  breaks  applied ;  that  the  speed  was  thug 
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reduced  from  35  miles  an  hour  to  10  or  12  miles  an 
hour  at  the  collision,  which  occurred,  as  before  stated, 
100  yards  north  of  the  signal,  or  about  250  yards  from 
the  point  at  which  the  driver  acknowledged  that  he 
first  observed  it  at  danger.  The  front  guard  had  not 
time  to  get  his  break  applied,  as  he  was  sorting  par- 
,cels  when  the  driver  whistled ;  but  the  rear  guard, 
who  was  in  his  breakloft,  applied  his  on  seeing  the 
signal  at  danger,  and  on  passing  under  the  bridge 
his  set  of  breaks  and  the  last  of  the  three  loose  car- 
riages broke  away  from  the  remainder  of  the  train, 
and  no  passengers  were  injured  in  this  rear  part. 
The  driver  and  fireman  both  stuck  to  their  engine, 
and  were  neither  of  them  seriously  hurt.  The  front 
wheels  of  the  engine  left  the  road  ;  its  smoke-box  and 
buffer-beam  were  broken,  and  it  sustained  other  in- 
juries, but  it  was  able  to  go  to  the  shops  under  steam. 
Many  causes  contributed  to  the  occurrence  of  this 
accident,  which  may  perhaps  be  placed  as  follows  in 
the  order  of  relative  importance  : — 

1,  The  faulty  position  of  the  down  distant  signal 
from  the  sidings.  This  signal,  which  has  to  protect 
shunting  operations,  often  extending  (as  on  the  present 
occasion)  to  the  crossover  road  close  by  it,  although 
visible  near  the  junction  down  distant  signal,  is  then 
lost  sight  of  for  a  considei-able  distance,  not  being 
again  visible  until  the  junction  has  been  passed,  and 
the  distance  from  it  reduced  to  about  150  yards  ;  it  is 
thus  next  to  impossible  that  a  train,  running  at  a  speed 
which  enables  it  to  keep  its  time  as  laid  down  in  the 
tables,  can,  if  necessary,  stop  at  this  signal,  which  may 
be  pttt  to  danger  (as  it  probably  was  on  this  occasion) 
during  the  tune  it  is  lost  sight  o£  Its  position  would 
be  improved  by  extending  its  wire  to  the  junction 
cabin,  and  making  it  and  the  down  junction  signal  to 


Bolton  the    same    signal.      This    improvement  the 
company,  I  believe,  intends  at  once  to  carry  out. 

2.  The  conduct  of  the  guard  of  the  empty  train  in 
acquiescing  in  the  driver's  moving  along  the  down  or 
wrong  road  just  at  the  time  when  he  knew  a  down 
passenger  train  was  due,  and  this  more  particularly 
when  there  was  nothing  to  have  prevented  his  getting 
round  his  train  by  using  No.  1  siding  instead  of  the 
main  down  line.  The  guard  is  also  to  blame  for  having 
made  up  his  train  on  the  m^  up  line,  when  it  could 
have  been  just  as  well  done  in  No.  1  siding,  in  which 
case  the  driver  would  have  been  almost  certain  to 
have  used  the  up  or  proper  road  for  getting  round  his 
train. 

3.  The  conduct  of  the  driver  in  unnecessarily  using 
the  down  or  wrong  road  for  getting  round  his  train, 
when  he  could  have  done  so  by  means,  of  No.  1  siding. 

In  addition  to  the  alteration  of  the  position  of  the 
signal  alluded  to  above,  the  following  improvements 
at  these  sidings  are  very  desirable,  viz.,  the  sidings 
should  end  in  blind  sidings,  and  be  provided  with 
siding  signals,  those  at  the  south  end  and  the  cross- 
over road  being  controlled  from  the  junction  cabin, 
fmd  interlocked  with  the  junction  signals,  and  those  at 
the  north  end  being  interlocked  with  the  distant  sig- 
nal. There  should  also  be  a  gong  communication 
between  the  north  end  of  the  sidings  and  the  junction 
cabin.  Locking  apparatus  is  about  being  provided  at 
the  junction,  and  the  present  would,  therefore,  be  a 
favourable  opportunity  for  effecting  the  improvements 
now  suggested. 

I  have,  &c.. 
The  Secretary y  C.  S.  Hutchinson, 

Railway  Department^  Lieut,- Col.,  R.E, 

Board  of  Trade, 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  30th  September  1869. 


LANCASHIRE  AND  YORKSHIRE  RAILWAY. 


Sib,  Sowerby  Bridge,  20th  October  1869. 

In  compliwice  with  the  instructions  contained 
in  your  minute  of  the  25th  September,  I  have  the 
honour  to  report,  for  the  information  of  the  Board  of 
Trade,  the  result  of  my  inquiry  into  the  circumstances 
which  attended  the  collision  that  occurred  on  the 
23rd  September  at  the  Sowerby  Bridge  station  of  the 
Lancashire  and  Yorkshire  Railway. 

The  passenger  platforms  at  this  station  are  not 
opposite  to  one  another,  the  down -line  or  north  plat- 
form being  on  the  east  of  the  up-line  or  south  platform. 
The  south  platform  is  120  yards  long,  and  120  yards 
to  the  west  of  it  there  is  a  tunnel.  At  60  yards  east 
of  the  tunnel,  and  the  same  distance  west  of  the  south 
platform,  there  are  a  pair  of  points  leading  from  the 
up  to  the  down  line.  The  gradient  at  the  station  falls 
to  the  eastward. 

On  the  day  in  question  a  return  excursion  train,  on 
its  way  from  Scarborough  to  Manchester,  reached 
Sowerby  Bridge  at  5.33  p.m.,  consisting  of  an  engine 
and  tender,  12  carriages,  and  two  vans,  of  which  two 
carriages  and  one  van  were  for  Halifax.  This  train 
stopped,  in  the  first  instance,  opposite  the  south  plat- 
form ;  but  it  was  shortly  afterwards  taken  forward 
into  the  tunnel,  in  order  that  the  Halifax  portion 
might  be  shunted  back  from  the  up  to  the  down  main 
line,  through  the  points  above  referred  to.  The  van 
attached  to  the  two  Halifax  carriages  was  fitted,  as 
well  as  the  carriages,  with  Newall's  continuous  break, 
80  that  when  the  break  was  applied  in  the  van,  the 
breaks  of  the  carriages  ought  to  have  been  put  in 
action  at  the  same  time.  But  this  van  had  been  em- 
ployed as  a  luggage-van  ^nl:ji>b6tWC6fr*^ifi§rborough 
and  Sow$*byJjl'J(lgfe ;  uo  guard  having  ridden  ^xn" _. 
from  Scarborough,  and  the  two  guards  in  charge  of 
the  return  excursion  train  having  ridden  in  two  other 
vans    trom    Scarborough    to  Thornhill,   where    the 


Dewsbury  and  Bradford  portion  of  the  ti-ain  had  been 
detached. 

When  the  train  reached  Sowerby  Bridge  the  van 
for  Halifax  was  at  the  tail  of  it,  and  a  porter  at 
Sowerby  Bridge  was  ordered  by  the  inspector  at  that 
station  to  join  it,  and  to  take  the  Halifax  portion  of 
the  train  across  from  the  up  to  the  down  line.  This 
porter  had  been  lighting  the  lamps  at  the  entrance  to 
the  tunnel,  and  was  returning  from  that  duty  when 
he  met  the  train  moving  forward  from  the  down  plat- 
form towards  the  tunneL  He  uncoupled  the  Halifax 
portion  from  the  remainder,  under  the  orders  of  the 
inspector,  and  mounted  the  break-van  as  the  engine 
driver  backed  the  train,  intending  to  apply  the  break 
and  to  stop  the  van  and  the  two  carriages  as  they 
approached  the  down  platform  on  the  down  line. 

A  return  special  train  from  Blackpool  stood  at  that 
time  on  the  down  line,  with  its  hind  van  30  yards 
east  of  the  west  end  of  the  down  platform,  and  the 
inspector  intended  that  the  Halifax  portion  of  the 
train  from  Scarborough  should  be  joined  to  the  train 
from  Blackpool,  with  a  view  of  their  i*etuming  together 
to  Halifax. 

The  Halifax  portion  of  the  Scarborough  train  was 
pushed  back  accordingly  at  a  speed  of  about  six  miles 
an  hour  towards  the  Blackpool  train,  and  as  it  ap- 
proached the  latter  train  the  porter  in  the  van  attempted 
to  apply  the  break.  He  found,  however,  at  the  criti- 
cal moment,  that  the  break  was  out  of  order  and  would 
not  work.  He  was  thus  unable  to  check  the  speed  of 
the  van  and  carriages,  and  they  came  into  collision  at 
the  above  speed,  or  perhaps  rather  greater  speed,  with, 
the  tail  of  the  train  from  Blackpool.  Neither  the  van' 
nor  the  carriages  for  Halifax  were  damaged,  nor  were 
^ggy  thrown  off  the  rails,  any  more  than  the  vehicles 
in ^gifi  train  from  Blackpool  The  porter  in  the  van 
^QjQ  Scarborough  was  not  hurt,  but  three  of  the  pas- 
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sengers  in  the  carriages  from  Scarborough,  and  three 
others  in  those  from  Blackpool,  have  since  complained 
of  contusions. 

The  break-van  from  Scarborough  was  examined 
after  the  collision,  and  it  was  then  found  that  two  of 
the  teeth  of  a  cast-iron  cog-wheel,  by  means  of  which 
the  break  is  worked,  were  fractured ;  and  that  the 
fractured  portions  of  them  had  jammed  in  the  rack 
which  works  on  the  wheel,  so  as  to  make  it  impossible 
to  turn  the  break-handle,  and  thus  to  render  the  break 
useless.  The  break-van  had  been  used,  it  appears, 
between  Halifax  and  North  Dean  Junction  on  the 
previous  day,  on  its  way  to  Scarborough,  and  had  then 
been  in  good  order ;  but  it  had  not  been  in  use  at  all 
between  North  Dean  and  Scarborough,  or,  as  already 
stated,  between  Scarborough  and  Sowerby  Bridge.  It 
would  hardly  have  been  used  at  Scarborough,  because  it 
was  at  that  place  in  the  middle  of  a  long  train  ;  and 
there  is  no  evidence  to  show  how  the  fracture  could 
have  occurred,  which,  by  preventing  the  employment 
of  the  break  at  Sowerby  Bridge,  led  directly  to  the 
accident.     The  sections  of  fracture  were  bright,  and 


the  mischief  appeared  to  have  been  done  that  day,^ 
It  is  supposed  that  the  Apparatus  might  possibly  have 
been  tampered  with  by  some  one  at  Scarborough  who 
was  not  acquainted  with  the  actions  of  breaks  of  this 
particular  description,  and  who  might,  by  turning  the 
handle  forcibly  in  the  wrong  direction,  have  fractured 
the  cog-wheel.  After  the  break  has  been  taken  off,  the 
handle,  on  being  released,  turns  round  suddenly,  and 
the  break  flies  on  of  itself,  by  the  pressure  of  a  spring 
from  which  its  action  is  pMi;ly  derived;  and  if  it  is  then 
turned  in  the  wrong  direction  the  cog-wheels  may  be 
fractured ;  and  these  will  occasionally  give  way, 
under  rough  usage,  even  when  applied  in  the  proper 
way.  This  particular  wheel  does  not  appear  to  have 
been  much  worn,  and  it  would  no  doubt  be  better  if 
such  wheels  were  constructed  of  steel  instead  of  cast 
iron,  or  if  they  were  made  somewhat  stronger,  even  in 
iron. 

I  have,  &c., 
R.  G.  W.  Herbert,  Esq.,  H.  W.  Tyler. 

Board  of  Trade, 
fVhitehall 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  5th  November  1869. 


LANCASHIRE  AND  YORKSHIRE  RAILWAY. 


Sm,  Prestoii,  2\Bt  Oct.  1869. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  8th  instant,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  my  inquiry  into  the  circumstances  which 
attended  the  accident  that  occurred  on  the  dOth 
September  at  the  Lostock  Junction  station  on  the 
Lancashire  and  Yorkshire  Railway. 

At  the  Lostock  Junction,  which  is  13  miles  to  the 
north-west  of  Manchester,  the  line  from  Southport 
and  Liverpool  on  the  west  joins  the  line  from  I^es- 
ton  on  the  north.  The  junction  was  formed  20  years 
ago,  and  the  junction  cabin  has  not  yet  been  supplied 
with  modem  improvements  in  the  shape  of  locking 
apparatus  for  working  the  points  and  signals.  But 
the  junction  is  protected  by  the  usual  home  sema- 
phore signals,  and  by  distant  signals  in  each  direction, 
the  distant  signal  towards  Liverpool  being  800  yards 
from  the  cabin.  The  station,  which  is  situated  between 
the  cabin  and  the  distant  signal,  is  about  850  yards  from 
the  former  and  550  from  the  latter,  and  there  are 
platforms  at  the  station  for  the  lines  to  and  from 
Liverpool  and  Preston. 

The  Liverpool  line  falls  for  rather  more  than  a 
mile  on  a  gradient  of  about  1  in  70  towards  the 
junction,  but  further  westward  it  rises  to  the  sununit 
at  Chewmoor,  on  a  gradient  of  1  [in  94,  for  several 
miles  past  the  West  Houghton  Station,  which  is  If 
miles  from  the  junction. 

On  the  day  in  question,  an  excursion  train  left 
Staleybridge  for  Southport  at  6.50,  and  reached 
Southport  at  9.45  a.m. ;  and  left  Southport  on  its 
return  journey  at  6.30  pan.,  punctually,  according 
to  the  excursion  time-bill.  It  consisted  of  an  engine 
and  tender,  12  carriages,  and  two  vans,  with  a  guard 
in  each,  and  contained  about  450  passengers.  The 
engine  driver,  fireman,  and  guards,  were  all  well 
acquainted  with  the  line.  The  train  did  not  stop 
anywhere  from  Southport  until  it  approached  the 
Lostock  Junction  station,  but  it  was  intended  to 
draw  up  at  that  station  for  collecting  tickets.  In 
rounding  the  curve  on  the  approach  to  the  distant 
signal  from  Lostock  Junction,  the  engine-driver 
saw,  as  he  was  looking  out  for  the  signal  at  7.30 
p.m.,  the  three  side  and  tail  lamps  of  a  goods  train, 
about  200  yards  ahead  of  him,  and  outside  of  that 
signaL  He  was  then  travelling,  as  he  says,  at  12 
miles  an  hour,  and  he  had,  after  ascending  ^e  above 
gradient  of  1  in  94,  just  commenced  the  descent  of  the 
gradient  of  1  in  70,  which  runs  down  upon  the  junc- 
tion. His  steam  was  abeady  shut  off,  and  he  whistled 


for  the  tender  and  guard's  breaks,  which  were  at  once 
applied.  He  fdso  reversed  his  engine,  and  turned  on 
his  steam,  and  reduced  his  speed,  as  he  believes,  to 
four  or  ^YQ  miles  an  hour  before  he  struck  the  van  of 
the  train  before  him  400  yards  outside  of  the  distant 
signal. 

The  engine  and  carriages  of  the  excursion  trun  ail 
remained  on  the  rails,  and  the  buffer- plank  only  of  the 
engine  was  broken,  but  six  of  the  passengers  have 
complained  of  injury.  The  vans  of  this  train  were 
coupled  each  to  two  carriages  with  Newall's  con- 
tinuous breaks,  and  it  was,  no  doubt,  owing  to  this 
good  arrangement  that  no  greater  damage  was  done. 

The  goods  train  which  was  thus  in  the  way  of  the 
excursion  train  was  a  special  train,  not  included  in 
the  company's  time  tables.  It  left  Wigan  at  6.50 
p.m.  for  Bolton,  with  slate  and  slag;  and  consisted 
of  an  engine  and  tender,  16  loaded  and  one  empty 
waggons,  and  a  break-van.  It  was  not  intended  to 
stop  at  Lostock  Junction,  but  was  detained  in  ap- 
proaching that  junction,  in  consequence  of  other 
trains  being  in  front  of  it.  It  passed  West  Houghton, 
according  to  the  guard,  at  7.10,  and  approached  the 
distant  signal  from  Lostock  Junction  about  7.15.  It 
wafi  pulling  up,  in  obedience  to  the  distant  signal, 
which  was  at  danger,  when  the  van  was  struck  by  the 
engine  of  the  excursion  train,  at  250  yards,  according 
to  the  belief  of  the  guard,  or  400  as  measured  by  the 
engine  driver  of  the  excursion  train,  outside  of  the 
distant  signal.  The  guard  in  the  goods  van  only 
saw  the  excursion  train  approaching  when  the  engine 
was,  as  he  thought,  about  50  yards  from  him,  and  he 
had  just  time  to  jump  out  of  his  van'  before  the  col- 
lision occurred.  He  states  that  his  train  was  pro- 
ceeding forward  as  he  left  it  at  a  speed  of  six  or 
seven  miles  an  hour,  and  that  he  fell,  by  reason  of 
that  speed,  in  jumping  from  his  van.  His  impres- 
sion was  that  the  excursion  train  was  travelling  at 
20  miles  an  hour  when  he  first  saw  it,  and  nearly 
the  same  speed  when  his  van  was  struck. 

The  buffers  of  the  goods  van  were  broken,  and  the 
wheels  were  jammed  so  that  they  would  not  revolve. 
Four  of  the  waggons  were  damaged  in  their  buffers 
and  ends,  but  none  of  the  wheels  of  the  goods  train 
were  thrown  off  the  line. 

In  frt>nt  of  the  above  special  goods  train  from 
Wigan,  there  was  a  special  timber  train  from  Liver- 
pool to  Manchester,  which  had  been  stopped  by  the 
Lostock  Junction  signals,  while  a  passenger  train  from 
Preston  to  Manchester  was  standing  on  the  Preston 
line  for  the  collection  of  tickets  at  the  junction  sta- 
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tion.  The  passenger  train  had  the  right  of  precedence, 
and  the  signahnan,  acting  according  to  his  regulations, 
would  not  allow  the  timber  train  to  pass  through  the 
junction  until  the  passenger  train  had  gone  forward 
out  of  its  way.  There  was  thus  a  block  on  the  Liver- 
pool line  of  three  special  trains,  whilst  the  Preston 
passenger  train  was  waiting  for  three  minutes  for 
the  collection  of  tickets,  and  the  position  of  the 
Lostock  station  was  a  most  unfavourable  one--on  a 
steep  gradient  and  sharp  curve — ^for  the  detention  of 
such  trains. 

There  is  a  good  deal  of  discrepancy  between  the 
statements  of  the  guard  of  the  special  train  from 
Wigan  and  the  servants  of  the  company  with  the  ex- 
cursion train  as  to  the  respective  speed  of  the  two 
trains.  They  are  equally  positive  in  their  different 
assertions,  and  the  truth  lies  probably  somewhere  be- 
tween them.  It  is  in  any  case  plain  that  the  engine 
driver  of  the  excursion  train  had  not  sufficient  warn- 
ing of  the  obstruction  before  him  to  enable  him  to 
avoid  the  collision  on  the  one  hand,  while  the  guard 
of  the  special  train  from  Wigan  would  not,  on  the 
other  hand,  have  had  time,  while  his  train  was  pulling 
up  in  obedience  to  the  junction  signals,  to  run  back 
and  to  give  proper  notice  of  his  danger  to  the  driver 
of  the  excursion  train  which  was  following  so  closely 
after  him. 

According  to  the  record  book  which  is  kept  at  the 
West  Houghton  station,  it  appears  that  the  three 
trains  passed  that  station,  without  stopping,  at  the 
following  times  :— 

H.  M. 
The  special  timber  train  at  7  17 
The  special  Wigan  train  at  7  18 
The    excursion    train    at  7  20 
and  it  would  not  have  been  very  unlikely,  even  with- 
out the  check  that  was  received  by  the  timber  train 
and  the  Wigan  train  at  the  Lostock  junction,  that 
the  excursion  train  should  overtake  and  come  Into 
collision  with  the  Wigan  train  sootner  or  later   after 
leaving  West  Houghton,    The  porter  who  was  on  duty 
at  West  Houghton  as  the  excursion  train  passed  was 
busily  employed  in  shifting  luggage  from  the  up  to  the 
down  side  of  the  line,  and  did  not  give  any  warning  to 


the  driver.  He  went  into  the  porter's  room  to  fetch  his 
lamp  for  that  purpose  when  he  saw  the  excursion 
train  coming,  but  he  found  when  he  returned  to  the 
platform  that  the  train  had  already  passed.  The 
station-master  was  in  the  booking  office,  issuing  tickets 
to  passengers  for  the  7.21  train  to  Southport,  and, 
having  left  the  porter  in  charge  of  the  platform,  did 
not  see  the  excursion  train  pass.  The  telegraph-clerk 
received  at  7.17  notice  of  the  excursion  train  having 
passed  Hindley,  two  miles  from  West  Houghton,  at 
7.16,  and  entered  it  on  the  train>slate  on  the  platform, 
where  the  porter  could  have  seen  it  at  7.17,  as  was 
his  duty,  but  he  did  not  mention  the  circumstance  to 
anyone,  nor  was  it  usual  for  him  to  do  so.  The 
driver  of  the  excursion  train  did  not,  therefore,  any- 
more than  the  driver  of  the  Wigan  ts-ain,  receive  any 
warning  in  passing  West  Houghton  of  a  train  in  front, 
and  the  porter  on  the  platform  at  that  station  certainly 
did  not  exercise  the  caution  which  he  ought  to  have 
done  in  that  respect. 

There  are  altogether  34  trains  in  each  direction 
passing  West  Houghton  daily,  besides  from  4  to  even 
15  special  trains,  varying  in  number  according  to  cir- 
cumstances. 

The  company  would  do  wisely  in  introducing  at 
once  a  block-telegraph  system  of  working  on  this  line, 
with  so  heavy  a  traffic,  severe  gradients,  and  obstructed 
view  ;  and  they  might  conveniently  establish  block- 
telegraph  stations  at  Lostock  Junction,  at  the  summit 
at  Chewmoor,  half  a  mile  from  West  Houghton, 
and  at  the  West  Houghton  station.  They  shoidd 
also  re-organize  the  signal  arrangements  for  the 
branches  and  sidings  at  Chewmoor,  remove  the  dis- 
tant signals  to  greater  distances,  furnish  station  sig- 
nals at  West  Houghton,  add  a  semaphore  post  with  two 
arms  between  the  Lostock  Junction  and  the  junction 
station,  to  be  worked  by  the  signalman  and  to  protect 
the  point  of  danger,  which  is  some  distance  from  the 
actual  junction, — and  provide  locking  apparatus  with  • 
modern  improvements  and  appliances  at  the  junction, 

I  have,  &c., 
The  Secretary y  H.  W.  Tileb. 

Railway  Department^ 
Board  of  Trade. 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  10th  November  1869. 


LANCASHIRE  AND  YORKSHIRE  RAILWAY. 


Board  of  Trade 
{Railway  Department\ 
Snt,  Whitehall,  2Srd  November  1869. 

I  HAVE  the  honour  to  report  for  the  informa- 
tion of  the  Board  of  Trade,  in  obedience  to  your 
minute  of  the  4th  inst.,  the  result  of  my  inquiry  into 
the  circumstances  which  attended  a  collision  that 
occurred  on  the  27th  ult.,  on  the  Bamsley  branch  of 
the  Lancashire  and  Yorkshire  Railway,  between  a 
passenger  and  a  coal  train,  on  which  occasion  16  pas- 
sengers have  complained  of  having  been  injured  ;  no 
bones  were  broken,  but  some  persons  were  bruised  and 
others  were  severely  shaken.  The  guard  of  the  pas- 
senger train  was  so  seriously  hurt  that  I  was  not 
enabled  to  see  him. 

There  are  two  colliery  sidings,  named  Craigs  and 
Willow  Bank  sidings,  about  400  yards  apart,  on  the 
eastern  side  of  the  Bamsley  branch;  that  lying  nearest 
to  Banisley  (Craigs  siding)  is  situated  nearly  a  mile 
from  Bamsley  station.  Both  sidings  are  protected 
by  distant  signals  in  each  direction,  with  repeating 
signals  to  those  towards  Bamsley,  owing  to  a  curve 
in  the  line  and  two  over  bridges  and  some  cuttings, 
which  prevent  the  distant  signals  from  being  seen 
from  the  points  which  join  the  sidings  to  the  main 
line,  from  whence  they  are  worked. 

On  the  27th  ult.  a  coal  train,  with  16  waggons  on, 
left  Bamsley  for  Horbury  Junction  at  11.45  a.m.,  its 
proper  time  fbr  leaving  being  about  1 1  a.m.    It  reached 


Craigs  Colliery  siding  at  11.50  a.m.,  and  left,  after 
taking  on  16  waggons,  at  12.3  p.m.  It  reached 
Willow  Bank  Colliery  siding  at  12.5  p.m.,  and  had 
taken  out  10  waggons  and  was  ready  and  in  the  act 
of  departing  at  12.18  p.m.,  when  it  was  run  into  by 
the  12.15.  p.m.  passenger  train  from  Bamsley  to 
Wakefield. 

It  was  proved,  and  not  disputed  by  the  driver  of 
the  passenger  train,  that  the  signalmen  at  Craigs  and 
Willow  Bank  sidings  had  put  on  their  distant  signals 
to  "  danger,"  as  soon  as  the  coal  train  reached  Craigs 
and  Willow  Bank  sidings,  and  that  they  had  not  taken 
them  off  before  the  collision  took  place.  The  coal 
train  had  taken  longer  than  usual  in  bringing  out  the 
waggons  at  Willow  Bank  siding,  the  driver  having 
attempted  to  take  out  too  many  waggons  up  the  steep 
incline  from  the  colliery  at  a  time. 

The  distant  signal  worked  from  Craigs  siding  is 
about  900  yards  from  the  spot  at  which  the  collision 
took  place,  and  it  can  be  seen  for  a  long  distance  from 
a  train  advancing  from  Barnsley. 

On  this  morning  the  passenger  train  consisted  of 
engine  and  tender,  running  with  the  tender  in  front, 
and  four  carriages,  the  last  having  a  guard's  compart- 
ment fitted  with  a  break  and  continuously  coupled  to 
other  breaks  on  the  other  vehicles. 

The  driver  states  that  he  left  Bamsley  at  the 
proper  time  and  was  running  at  his  usual  speed  :  he 
believes  the  signals  were  on  at  <<  danger  "  against  hjm| 
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but  that  he  did  not  notice  any  until  he  reached 
Craigs  siding,  when  he  observed  the  coal  train  in  front, 
aud  he  then  reversed  the  engine,  whistled  for  the 
breaks,  and  did  all  in  his  power  to  stop,  but  was 
unable  to  pull  up  in  the  short  distance  (133  yards)  on 
a  faliiug  gradient  of  1  in  100  between  the  spot  at 
livliich  he  first  observed  the  coal  train  and  the  coal 
train  itself. 

In  explanation  of  the  cause  why  he  had  not 
observed  the  signals,  he  says  that  after  leaving 
Barnsley,  it  being  a  bitter  cold  day,  he  was  engaged 
in  putting  on  his  top-coat,  and  standing  with  his  &ce  to 
the  chimney  of  the  engine,  and  his  back  towards  the 
tender  ;  in  other  words,  he  was  not  keeping  a  look 
out  at  all.  When  running  with  the  tender  in  front 
there  is  no  shelter  whatever  provided  for  the  men, 
and  this  is  one  of  the  grounds  on  which  it  is  objec- 
tionable to  run  engines  with  the  tender  in  front. 

The  fireman  states  that  he  was  attending  to  the 
fire,  and  in  consequence  he  did  not  observe  the  distant 
signals. 

The  collision  was  wholly  due  to  the  neglect  of  the 
driver  and  fireman,  who  evidently  did  not  expect  a 
coal  train  to  be  in  their  way  so  close  upon  Barnsley  ; 
but  it  is  probable  that  it  would  not  have  happened  if 
the  engine  had  been  running,  as  it  should  have  been, 
with  the  engine  in  front. 

The  excuse  given  for  running  with  the  tender  in 
front  from  Barnsley  to  Wakefield  is  that,  as  this  train 


is  due  to  arrive  at  Wakefield  at  12.43.  p.m.,  and  the 
engine  has  to  leave  with  the  train  for  Manchester  at 
1.15.  p.m.,  there  is  not  time,  in  consequence  of  the 
blocked  state  of  the  station,  to  turn  the  engine,  an 
operation  which  would  not  take  more  than  three 
minutes  to  perform,  independent  of  the  time  occupied 
in  getting  to  and  leaving  the  turntable  ;  and  hence  it 
is  said  to  be  necessary  to  run  with  the  wroAg  end  in 
front  between  Barnsley  and  Wakefield,  so  that  the 
engine  may  be  in  front  between  Wakefield  and  Man- 
chester. 

I  do  not  consider  the  explanation  satisfactory. 

The  collision  would  not  have  occurred  if  the  line 
had  been  worked  with  the  assistance  of  the  telegraph 
on  the  absolute  block  system. 

The  eflFect  of  the  collision,  which  took  place  when 
the  passenger  train  was  running  about  16  or  18  miles 
an  hour,  was  greatly  to  damage  the  tender,  breaking 
the  framing,  injuring  the  tank,  breaking  off  the  buffers, 
and  throwing  two  of  the  wheels  off  the  rails  ;  one  pis- 
ton of  the  engine  was  damaged,  and  the  advanced  end 
of  the  third-class  carriage  next  to  the  engine  was 
stove  in,  two  compartments  were  damaged,  and  the 
buffers  were  smashed.  Four  of  the  waggons  and  the 
break  van  of  the  coal  train  were  also  damaged. 

I  have,  &c., 
The  Secretary y  W.  Yolland, 

Railway  Department^  Col. 

Board  of  Trade. 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  13  th  December  1869. 


LANCASHIRE  AND  YORKSHIRE  RAILWAY. 


1,  Whitehall,  S.  W., 
Sir,  SOth  Sept  1869. 

I  HAVE  the  honour  to  report,  for  the  information 
of  the  Board  of  Trade,  the  result  of  my  inquiry,  in 
compliance  with  the  terms  of  your  minute  of  the 
3rd  inst.,  into  the  circumstances  attending  a  collision 
between  two  excursion  trains  which  occurred  at  Shaw 
station  on  the  Oldham  and  Rochdale  section  of  the 
Lancashire  and  Yorkshire  Railway  on  the  31st  ult. 

One  poor  woman  is  stated  to  have  broken  her  leg 
in  jumping  out  from  one  of  the  trains,  and  seventeen 
other  passengers  are  reported  to  have  been  shaken  and 
bruised. 

Shaw  station  is  approached  from  Oldham  on  a 
falling  gradient  of  1  in  192,  extending  for  a  consider- 
able distance.  The  line  is  perfectly  straight  for  about 
GOO  yards  next  the  station  on  the  Oldham  side,  before 
which  it  curves.  The  station  is  provided  with  the 
usual  main  and  distant  signals.  The  former  are  low, 
and  somewhat  indistinct.  The  distant  signal  towards 
Oldham  is  situated  about  700  yards  from  the  main 
signal,  and,  in  consequence  of  the  curve,  is  visible  from 
an  approaching  engine  for  a  distance  of  only  about 
360  yards.  There  is  a  pubHc  road  level-crossing  at 
the  Oldham  end  of  the  station,  the  gates  being  in 
charge  of  a  man  who  also  works  the  station  signals. 

Tuesday  the  31st  August  was  a  gi*eat  Oldham 
hoHday,  and  no  less  than  nine  excursion  trains,  to 
convey  altogether  6,700  passengers,  were  arranged  to 
leave  the  Wemeth  station  at  Oldham  at  the  following 
periods ;  viz.,  4.40,  4.50,  5.0,  5.15,  5.30,  5.45,  6.0, 
6.15,  and  6.30  a.m.,  all  to  take  up  passengers  at  two 
other  Oldham  stations  (Central  and  Mumps)  ;  some 
to  stop  at  Shaw,  and  all  to  pass  through  it  on  their  way 
to  Rochdale,  whence  they  were  to  diverge  to  their 
several  destinations.  Between  these  excursion  trains 
there  was  also  the  ordinary  passenger  train  from 
Manchester,  due  at  Werneth  station  at  5.25,  Mumps  at 
5.30,  and  Shaw  at  5.37  ;  the  following  excursion  train 
being  timed  5  minutes  later,  and  not  stopping  at  Shaw. 
On  looking  through  the  Lancashire  and  Yorkshire 
Company's  excursion  tables  for  August,  I  can  find  no 
other  instance  of  anything  like  this  number  of  trains 
following  each  other  at  such  rapid  intervals  on  the 


same  line  of  rails,  and  one  would  have  accordingly 
expected  that  some  very  special  precautions  would 
have  been  taken  between  Oldham  and  Rochdale  to 
maintain  a  safe  interval  between  the  following  ti-ains. 
The  sequel  will  show  to  what  extent  this  was  done,  so 
far  as  the  two  first  trains  were  concerned. 

Paragraphs  to  the  following  effect  were  inserted  in 
the  excursion  time  books  for  August : — 

"  The  particuhir  attention  of  station-masters,  clerks 
"  in  charge,  signal-men,  pointsmen,  and  all  others 
"  concerned,  is  called  to  the  proper  signalling  of  the 
"  trains  at  their  respective  stations,  when  there  are 
"  so  many  special  trains  upon  the  line.  In  ordei*  to 
"  ensure  safety,  the  instructions  of  the  Company 
*•  must  be  strictly  observed  (in  italics  in  the  original), 
"  and  care  taken  that  the  proper  time  is  allowed  to 
*«  expire  before  the  trains  are  allowed  to  follow  each 
*'  other  past  the  various  junctions  and  stations,  or  on 
"  any  other  part  of  the  line,  (See  rules  and  regula- 
"  tions  of  the  Company's  Rule  Book  on  this  point.)" 

"  The  speed  of  these  trains  not  to  exceed  20  miles 
"  an  hour,  including  stoppages." 

"  You  must  have  two  good  patent  breaks,  one  in  front 
"  and  one  at  the  end  of  your  train,  and  two  good 
"  breaks  in  the  centre  of  the  train."  (To  station- 
masters  and  guards.) 

It  appears  from  the  evidence  that  the  first  excursion 
train,  consisting  of  engine  and  tender,  and  22  coaches, 
including  a  set  of  patent  breaks,  (three  carriages  to  a 
set,)  at  each  end  of  the  train,  and  containing  alK>ut  800 
passengers,  got  away  from  the  Werneth  station,  Oldham, 
for  Scai'boro',  at  4.45  a.m.,  on  the  31st  ult,  five  minutes 
late ;  it  lost  time,  however,  at  the  two  other  Oldham 
stations,  and  left  Mumps  at  5,5  a.m.  instead  of  4.50, 
and  was  about  15  minutes  late  in  arriving  at  Shaw 
(2  miles  1034  yards  from  Mumps),  which  it  reached  at 
5.10,  instead  of  4.55,  the  time  bill  allowing  only  five 
minutes  (including  stoppage)  for  running  this  distance, 
requiring  a  speed  of  31  instead  of  only  the  prescribed 
speed  of  20  miles  an  hour.  The  driver  and  guards  of 
this  train  both  stated,  that  although  there  was  some 
httle  fog  hanging  about  the  ground  as  they  approached 
Shaw,  the  signals  were  visible  at  the  usual  points,  and 
the  train  was  stopped  at  the  station,  with  its  last  car* 
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riage  15  yards  outside  the  station  signal,  without  any 
difficulty,  notwithstanding  a  slight  greasiness  of  the  rails. 
Just  as  it  was  starting  again,  after  picking  up  its  pas- 
sengers, it  was  run  into  by  the  second  train. 

This  second  train  consisted,  like  the  first,  of  engine 
and  tender  'and  22  coaches,  with  a  set  of  Newall's 
patent  breaks  at  each  end ;  each  set,  however,  included 
only  two  instead  of  three  coaches,  owing  to  some 
irregularity  in  the  formation  of  the  train  at  Miles 
Platting.  The  driv^,  Mills,  was  an  experienced  man 
of  excellent  character  ;  the  head  guard  in  the  rear 
break  compartment  had  5^  years'  service ;  the  second 
guard  in  charge  of  the  front  break  being  a  porter  - 
who  occasionidly  acted  as  guard.  The  irain  left 
Wemeth  station,  Oldham,  for  Rochdale  and  Fleetwood, 
at  5  a.m.,  ten  minutes  late  ;  and  finally  left  Mumps  (the 
last  Oldham  station)  at  5.10  a.m.,  15  minutes  late,  and 
5  minutes  after  the  first  train,  the  interval  laid  down 
in  the  time  tables,  although  this  second  train  had  not 
to  stop  at  Shaw  or  at  any  other  station  before  reaching 
Kochdale. 

It  does  not  appear  that  the  driver  received  any 
caution  of  the  first  train  being  only  5  minutes  ahead, 
either  from  the  station  master  at  Mumps  or  at  either 
of  two  intermediate  signal  stations  between  Mumps 
and  Shaw.  At  one  of  these  (a  coal  siding)  there  was 
no  signalman  on  duty,  notwithstanding  the  special 
order  before  referred  to  ;  at  the  other  (a  junction)  the 
signalman  had  his  semaphore  at  caution,  which  of 
course  at  a  junction  intimated  nothing  more  than  that 
the  train  might  pass.  I  presume  that  if  either  the 
station  master  or  signalman  gave  the  matter  a  thought, 
each  concluded  that  as  the  time  apart  of  these  trains 
agreed  with  that  laid  down  in  the  time  tables  the 
driver  of  the  second  train  ought  to  know  how 
closely  he  was  following  the  first  train,  and  ought  to 
require  no  special  caution.  On  approaching  Shaw, 
Mills  stated  that  he  shut  off*  steam  (his  speed  being 
20  miles  an  hour)  some  distance  before  coming  in 
sight  of  the  distant  signal,  which,  owing  to  the 
fogginess  of  the  morning,  was  visible  only  about  100 
yards,  instead  of  360  yards,  off,  standing  at  danger ;  that 
he  then  whistled  for  the  signal,  and  as  it  was  not  taken 
off  his  fireman  applied  his  break,  and  got  the  wheels  to 
skid  as  the  signal  post  was  passed ;  that  after  passing  the 
signal  post  he  began  to  whistle  for  the  guards'  breaks, 
but  that  he  could  not  say  whether  they  were  applied 
or  not ;  that  he  caught  sight  of  the  Shaw  station 
signal  and  rear  coach  of  the  first  train  at  the  same  time, 
viz.,  only  when  about  200  yards  from  them ;  upon  which 
he  reversed  his  engine,  and  put  on  contrary  steam  ; 
that  the  speed  was  thus  further  reduced,  and  did  not 
exceed  5  miles  an  hour  upon  the  collision  taking  place. 
He  stuck  to  his  engine,  and  was  not  knocked  down  nor 
hurt ;  his  fireman  jumped  off  just  before  the  collision, 
and  escaped  without  injury. 

The  fireman  corroborated  the  driver's  statement, 
except  with  regard  to  the  speed,  which  he  estimated  at 
25  to  30  miles  an  hour  on  sighting  the  distant  signaL 
The  guai'ds  both  stated  that  they  applied  their 
breaks,  and  got  their  wheels  to  skid,  on  passing  the 
signal  post,  at  which  point  the  head  guard  estimated 
the  speed  to  be  no  more  than  8  miles  an  hour,  the 
second  guard  20  miles.  The  second  guard  (with  the 
front  break)  was  slightly  hurt. 

The  signalman  at  Shaw  stated  that  the  first  train 
came  to  a  stand  at  5.10,  and  that  the  collision  occurred 
at  5.13;  that  the  morning  was  slightly  hazy  (the  mist 
lying  low),  but  that  he  could  see  his  distant  signal  (700 
yards  off)  and  both  traios  as  they  came  round  the 
curve,  nearly  1,000  yards  off;  that  the  second  train 
came  round  the  curve  very  quickly,  and  whistled  very 
sharply  ;  that  seeing  plainly  enough  there  would  be  a 
pitch  in,  he  shouted  to  the  driver  of  the  first  train  to 
move  ahead  ;  that  the  speed  at  collision  was  4  or  5 
miles  an  hour. 

The  damage  to  the  rolling  stock  consisted  in  one 


coach  in  the  rear  of  the  first  train  being  shifted  on 
its  frame,  and  some  partitions  being  broken ;  nothing 
left  the  rails  in  either  train,  and  both  were  able  to 
proceed  on  their  journey  after  a  delay  of  about  half  an 
hour.  The  majority  of  the  injured  passengers  were 
in  the  rear  of  the  first  train. 

The  eight  following  trains  were,  I  understand,  all 
stopped  in  time  to  prevent  ftirther  accident. 

Tlie  immediate  cause  of  this  accident  was  un- 
doubtedly the  want  of  care  of  the  driver  Mills  in 
approaclung  Shaw  staticm  down  a  falling  gradient  on  a 
somewhat  foggy  morning  at  a  speed  which  practically 
took  the  control  of  the  train  out  of  his  hands,  so  far 
as  stopping  at  signals  was  concerned,  and  this  more 
particularly  as  he  ought  to  have  known  that  a  train 
due  to  stop  at  Shaw  had  prieceded  him  only  five 
minutes.  His  own  fireman  estimated  his  speed  at 
25  to  30  miles  an  hour  on  sighting  the  distant  signal, 
and  if  the  Shaw  signalman's  time  is  to  be  depended 
on  the  speed  must  have  been  about  40  miles  an  hour. 

A  second  cause  of  this  accident  must,  I  think,  be 
attributed  to  a  want  of  promptness  in  one  or  both  of 
the  guards  in  the  application  of  their  breaks.  Had  the 
wheels  of  four  carriages  been  kept  skidding  fix)m  the 
distant  signal  post  to  the  tail  of  the  first  train,  a  dis- 
tance of  680  yards,  a  greater  effect  would  surely  have 
been  produced  upon  the  speed  of  the  train. 

The  short  Tiew  of  the  distant  signal  Tonly  about 
360  yards  at  the  best  of  times),  and  the  inaistinctness 
of  the  station  signal,  may  also  have  helped  to  cause 
this  accident. 

Again,  the  break  power  of  the  train  was  far  below 
that  laid  down  in  the  '*  special  train  arrangements," 
where  it  is  prescribed  that  each  train  is  to  have  "  two 
good  patent  breaks  "  (which  usually  consist  of  three 
carriages  each),  '*  and  two  good  breaks  in  the  centre 
of  the  train,"  making  eight  break  carriages  in  all ;  this 
train  having  only  four.  I  was  informed  also  that  not 
one  of  this  day's  nine  excursion  trains  was  provided 
with  the  *^  two  good  breaks  in  the  centre."  It  must 
tend  to  bring  the  rules  of  a  company  into  contempt 
in  the  eyes  of  its  servants  when  they  see  such 
wholesale  violation  of  them  as  occurred  in  this 
particular. 

The  station-master  at  Mumps  was,  I  think,  much  to 
blame  in  not  cautioning  the  driver  and  guards  of  the 
second  train  that  the  first  was  only  five  minutes  ahead, 
and  had  to  stop  at  Shaw.  There  was  also  n^lect  in 
there  being  no  pointsman  at  Piatt's  sidings,  and  in  the 
Boyton  junction  signalman  giving  the  second  train  no 
special  caution  siguaL 

There  was  a  want  of  due  care  in  the  drawing  up  of 
the  special  train  tables,  in  which  there  must  have  been 
oversight  in  timing  the  despatch  of  following  trains, 
in  two  instances,  with  intervals  of  only  five  minutes 
between  them,  though  the  first  was  a  stopping  and 
the  second  a  non-stopping  train,  and  also  in  allowing 
in  one  instance  only  five  minutes  for  the  performance 
of  2  miles  1,034  yards,  including  stoppages,  requiring 
a  speed  of  31  miles  an  hour  in  place  of  ^e  prescribed 
speed  of  20  miles  an  hour. 

While  detailing  the  above  as  the  several  more  or 
less  immediate  causes  which  concurred  in  giving  rise 
to  this  accident,  I  eannot  but  believe  its  true  cause  is 
to  be  found  in  the  absence  of  the  only  safe  way  of 
conducting  dense  traffic  over  a  line,  viz.,  the  preserva- 
tion of  a  proper  interval  of  spcu:e  between  following 
trains  by  means  of  the  electric  telegraph  ;  and  to  this 
subject  the  occurrence  of  the  present  accident  may,  I 
ti'ust,  direct  the  earnest  attention  of  the  directors. 

The  faulty  position  of  the  Shaw  distant  signal  and 
the  indistinctness  of  the  station  signals  are,  I  believe, 
to  be  at  once  rectified. 

I  have,  &G., 
The  Secretary,  C.  S.  Hutcohinson, 

Railway  Department,  Lieut.^Col,^  R.E, 

Board  of  Trade. 


'A  copy  of  the  above  report  was  sent  to  the  company  on  the  4th  November  1869. 
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LONDON  AND  NORTH  WESTERN  RAILWAY. 


SiK,  Whitehall,  \2th  August  1869. 

I  HAVE  the  honour  to  report,  for  the  informa- 
tion of  the  Board  of  Trade,  that,  in  obedience  to  your 
minutes  of  the  27th  ultimo  and  3rd  instant,  I  have 
inquired  into  the  circumstances  which  attended  the 
collision  that  occurred  in  the  Colwyn  tunnel  on  the 
Chester  and  Holyhead  section  of  the  London  and 
North- Western  Railway,  between  a  passenger  and 
a  goods  train,  on  the  16th  ultimo,  on  which  occasion 
two  or  three  passengers  are  returned  as  having  been 
injured. 

A  pick-up  goods  train  is  appointed  to  leave  Bangor 
for  Chester  and  Crewe,  at  6h.  55m.  a.m.  and  to  leave 
Colwyn  station,  which  is  20  miles  from  Bangor,  at 
lOh.  35m.  It  did  not,  however,  leave  Colwyn  station 
that  morning  until  about  or  perhaps  a  few  minutes 
later  then  11  a.m.  It  consisted  of  an  engine  and 
tender  and  45  vehicles,  of  which  eight  were  empties, 
including  two  empties  taken  on  from  Colwyn  station. 
It  is  stated  that  it  reached  the  Colwyn  tunnel,  which 
is  about;  1|  miles  east  of  Colwyn  station,  in  from 
eight  to  ten  minutes,  and  shortly  after  it  got  into  the 
tunnel  it  is  said  the  engine  began  to  slip,  and  finally 
came  to  a  stand  still,  with  the  last  van  standing  about 
45  yards  inside  the  west  end  of  the  tunnel. 

The  line  from  Colwyn  station  towards  Chester  is 
level  for  nearly  |  of  a  mile,  it  then  descends  1  in  162 
for  16  chains,  is  again  level  for  31  chains,  and  ascends 
at  the  rate  of  1  in  100  for  rather  more  than  |  of  a 
mile,  passing  through  the  Penmaenrhos  tunnel,  which 
is  488  yards  in  length,  and  is  not  far  from  straight. 
The  entrance  to  the  tunnel  from  the  west  is  approached 
by  an  easy  curve  of  large  radius. 

Ttwis  on  leaving  Colwyn  station  for  Chester  can 
on  a  dear  day  be  seen  all  the  way  from  the  station, 
until  they  enter  the  tunnel,  and  the  practice  has 
been  adopted  of  stopping  any  passenger  train  that 
follows  a  goods  train  at  Colwyn  station  until  the 
goods  train  is  seen  to  enter  the  tunnel.  The  next 
station  to  the  east  of  Colwyn  is  Llandulas,  rather 
more  than  two  miles  from  Colwyn,  and  a  little  to  the 
east  of  the  tunnel,  but  no  regulations  have  hitherto 
existed  for  preventing  two  trains  from  being  in  the 
tunnel  on  the  same  line  of  rails,  at  the  same  time. 

It  ftirther  appears  that  the  goods  train  was  a  heavy 
one  with  37  loaded  and  eight  empty  waggons,  so  that 
in  ascending  the  incline  of  1  in  100  the  speed 
gradually  decreased,  and  a  tranship  van  breaksman, 
who  was  riding  with  the  head  guard  at  the  tail  of 
the  train,  dropped  off,  when  the  speed  of  the  train 
had  been  reduced  to  three  or  four  miles  an  hour,  and 
placed  a  fog  signal  on  the  near  rail  about  15  yards 
west  of  an  under  bridge,  and  then  he  ran  after  the 
tnun,  got  into  the  van,  and  rode  in  it  until  the  train 
came  to  a  stand  in  the  tunnel.  He  states  that  the 
head  guard  then  told  him  to  go  back  with  a  red  flag, 
and  he  went,  taking  with  him  three  fog  signals,  one 
of  which  he  placed  on  the  rails  about  half  way 
between  the  mouth  of  the  tunnel,  and  the  under 
bridge  before  referred  to,  but  he  picked  it  up  again, 
as  he  saw  a  lady  and  a  gentleman  in  a  carriage  in  a 
field  close  to  the  line,  and  he  was  afraid  that  the 
explosion  of  the  fog  signal  would  frighten  the  horse. 
He  went  as  far  as  the  under  bridge,  and  saw  the 
express  train  coming  before  it  reached  Colwyn  station, 
and  he  says  he  continued  at  the  bridge  until  the 
passenger  train  had  got  half  way  up  the  bank,  and 
then  he  went  back  towards  the  tunnel,  about  100 
yards,  to  get  on  higher  ground,  and  waved  the  red 
flag. 

The  under  bridge  in  question  is  situated  about  405 
yards  west  of  the  mouth  of  the  tunnel,  and  here  I 
should  state  that  although  there  is  no  doubt  whatever 
that  a  fog  signal  was  exploded  by  the  passenger  train, 
the  position  of  that  fog  signal  is  said  to  have  been 
much  nearer  to  the  mouth  of  the  tunnel  than  that 
described    by    the    tranship-van    breaksman    corro- 


borated as  he  is  by  the  foreman  of  platelayers,  who 
pointed  out  to  me  the  place  at  which  he  said  he  had 
picked  up  the  exploded  remains  of  the  fog  signal. 

The  driver  and  fireman  of  the  passenger  train  both 
assert  that  it  was  exploded  between  the  under  bridge 
and  the  mouth  of  the  tunnel. 

While  the  tranship-van  breaksman  went  back 
towards  Colwyn,  the  head  guard  walked  forward 
towards  the  engine,  to  arrange  with  the  driver  about 
dividing  the  train  so  as  to  take  it  out  of  the  tunnel, 
and  place  it  in  the  sidings  at  Llandulas  station,  but 
before  this  was  even  commenced  a  passenger  train 
had  come  up  and  the  collision  had  taken  place. 

The  passenger  train  which  run  into  the  rear  of  the 
goods  train  was  the  9h.  15m.  a.m.  train  from  Holy- 
head, which  consisted  of  engine  and  tender  and  14 
vehicles,  including  two  break  vans  and  one  horse  box. 
It  is  appointed  to  leave  Llandudno  junction  at  I  Ih.  8m. 
and  is  due  at  Abergele  at  llh.  26m.,  but  it  left 
Llandudno  junction  three  minutes  late,  according  to 
the  head  guard,  and  four  minutes  late,  according  to 
the  driver.  The  signals  at  Colwyn  station,  4|  miles 
from  Llandudno  junction,  were  at  all  right  for  it  to 
proceed,  and  it  passed  Colwyn  station  without 
stopping,  about  llh.  25m.,  and  the  collision  is  said 
to  have  taken  place  about  llh.  30m. 

The  day  is  described  as  being  fine,  with  a  little  fog, 
but  not  sufficient  to  prevent  the  goods  train  being 
seen  to  enter  Penmaenrhos  tunnel  from  Colwyn  station. 
The  driver  and  fireman  of  this  passenger  train  both 
say  that  the  first  thing  they  saw  was  a  man  stooping 
down,  as  in  the  act  of  putting  down  a  fog  signal,  with 
a  red  flag  under  his  arm  ;  that  they  were  a  little  on 
the  western  side  of  the  under  bridge,  or  about  200 
yards  from  him,  when  they  saw  this  man  ;  and  when  ho 
raised  himself  up  he  waved  the  flag  ;  that  at  that 
time  they  had  not  run  over  any  fog  signal,  but  heard 
one  explode  between  the  under  bridge  and  the  tunnel, 
just  close  to  where  the  man  stood  ;  and  they  imme- 
diately took  the  necessary  steps  to  reduce  the  speed 
of  the  train.  The  driver  estimates  the  rate  at  which 
he  was  running  when  the  train  ran  over  the  fog 
signal  at  40  miles  an  hour,  and  at  about  10  miles  an 
hour  when  the  collision  occurred ;  but  the  fireman 
names  from  25  to  30,  and  4  or  5  miles  an  hour  as  the 
probable  speed  at  the  time  of  running  over  the  fog 
signal  and  of  running  into  the  other  train.  The 
buffer  plank  of  the  engine  was  broken,  and  the  buffers 
knocked  off ;  the  draw  bar  of  a  truck  was  knocked 
through  the  end  of  the  guard's  van,  and  a  step  and 
one  of  the  buffers  of  the  tranship-van  were  broken  ; 
but  nothing  was  thrown  off  the  rails.  Neither  of  the 
guards  with  the  goods  trains  had  watches  with  them 
that  day. 

The  collision  was  caused  by  the  neglect  of  the 
breaksman  of  the  tranship-van  in  not  going  back  to 
a  greater  distance  from  the  tail  of  the  goods  train, 
and  in  not  placing  fog  signals  on  the  rails,  as  prescribed 
by  the  company's  regulations,  at  a  distance  of  1,200 
yai'ds  from  the  rear  of  the  train. 

This  duty  should  be  performed  by  the  rear  guard 
of  the  train,  according  to  the  regulations  ;  but  in  this 
instance  there  was  no  rear  guard.  He  had  been  dis- 
continued with  this  particular  train  some  three  years 
since,  and  the  tranship-van  guard  was  therefore  sent 
back.  It  is  difficult  to  understand  why  he  did  not 
go  further  back  ;  and  still  more  difficult  to  discover 
any  adequate  motive  for  his  returning,  assuming  his 
own  statement  to  be  correct,  towards  the  the  tail  of 
the  train,  when  he  saw  the  passenger  train  approach- 
ing from  Colwyn  station.  I  think  it  very  doubtful, 
also,  whether  the  company's  servants  in  charge  of  the 
passenger  train  were  keeping  a  good  look-out  ahead. 
But  the  collision  would  [not  have  occurred  at  all  if 
the  goods  engine,  a  six-wheeled  coupled  engine  with 
17-inch  cylinders  and  24  inches  stroke,  with  wheels 
of  five  feet  in  diameter,  had  not  taken  on  a  greater 
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load  than  it  appears  to  have  been  capable  of  drawing. 
The  driver  infonned  me  that  he  had  on  other  occa- 
sions taken  on  more  waggons,  but  not  so  great  a 
weight.  I  could  not,  however,  ascertain  what  the 
weight  was,  or  what  loads  the  drivers  were  obliged  to 
take  on  over  this  portion  of  the  London  and  North 
Western  system ;  but  as  this  does  not  appear  to  be  a 
solitary  case,  this  same  train  having  come  to  "a  stand- 
still on  the  same  incline  once  since  the  16th  July,  and 
two  other  goods  trains  having  stopped  on  it  prior  to 
that  date,  this  summer,  I  think  it  of  importance  to 
call  attention  to  these  facts. 

Neither  could  the  collision  have  tjtken  place  if  the 
precautions  which  are  now  usually  adopted  for  work- 
ing traffic  through  tunnels  had  been  in  operation  ; 
neither  could  it  have  happened  if  the  traffic  had  been 
worked  on  the  absolute  block  system. 

The  London  and  North- Western  Railway  Company 
are  engaged  at  present  in  making  arrangements  for 
the  introduction  of  their  own  particular  system  of 
working  traffic,  with  the  assistance    of  the  electric 


telegraph,  over  this  section  of  their  line,  and  these 
arrangements  are  nearly  completed  ;  but  I  am  not 
prepared  to  say  that  if  it  had  been  in  operation  the 
collision  would  have  been  avoided. 

It  will  be  seen  from  this  report,  that,  as  regards  this 
pick-up  goods  train,  it  was  not  sent  forward  from 
Colwyn  station  at  a  short  interval  of  time,  in  front  of 
the  passenger  train,  as  erroneously  represented  by 
Mr.  Tyrwhitt  in  his  letter  to  the  President,  dated  the 
28th  ultimo,  there  having  been  at  least  20  minutes 
interval  between  the  two  trains  at  Colwyn  station  ; 
and  thus  it  is  conclusively  proved,  as  in  hundreds  of 
other  instances,  that  an  interval  of  time,  no  matter 
how  great,  will  not  insure  the  safety  of  a  train  from 
a  collision  when  travelling  between  two  stations  not 
three  miles  apart.  That  can  only  be  done  by  main- 
taining an  interval  of  space  between  following  trains. 

I  have,  &c. 
The  Secretary^  W.  Yollahd. 

Railway  Departmenty 
Board  of  Trade, 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  26th  November  1 869. 


LONDON  AND  NORTH-WESTERN  RAILWAY. 


Sir,  Winsfordy  24/A  August  1869. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  21st  July,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  my  inquiiy  into  the  circumstances  which 
attended  the  collision,  that  occurred  on  the  17th  July, 
at  the  Winsford  station,  on  the  London  and  North- 
western Railway. 

Winsford  is  seven  miles  from  Crewe,  on  the  line 
towards  Warrington.  The  passenger  platforms  are 
90  yards  in  length.  On  the  south  of  them,  and  on 
the  west  of  the  line,  there  is  a  signal-cabin,  which 
has  been  constructed  within  the  last  three  months, 
in  connection  with  the  telegraph-system  for  the  line 
through  Runcorn  to  Liverpool.  There  are  four 
levers  in  the  cabin  for  working  one  main  and  one 
distant  signal  in  each  direction.  The  distant  signal 
south  of  the  station  is  about  800  yards  from  it. 
There  is  a  falling  gradient  of  1  in  330  towards  Liver- 
pool terminating  50  yards  north  of  the  station,  and 
a  falling  gradient  from  that  point  forward  of  1  in 
2,200.  There  is  a  cross-over  road  50  yards  north  of 
the  passenger  platform,  and  a  siding  (connected  with 
the  coal  yard)  on  the  west  of  the  main  lines,  the 
points  of  which  join  the  dpwn  main  line  150  yards 
north  of  the  station  platforms. 

On  the  17th  July,  an  excursion  train  was  run 
from  Crewe  to  Liverpool,  32  miles,  at  very  low  fares, 
for  the  benefit  of  a  Co-operative  Society  chiefly 
supported  by  the  company's  workmen  at  Crewe.  It 
was  timed  to  leave  Crewe  at  6.30  a.m.,  and  to  reach 
Liverpool  at  8  o'clock,  and  it  was  not  intended  to 
stop  between  Crewe  and  Edge  Hill,  near  Liverpool. 
It  started  from  Crewe  at  6*45  a.m.,  consisting  of  an 
engine  and  tender,  21  carnages,  and  two  break-vans, 
and  ran  through  as  far  as  Winsford  station  in  due 
course.  The  engine-driver  found  the  main  and  dis- 
tant signals  at  that  station  at  all  right,  and  passed 
through  it  at  a  speed  of  23  miles  an  hour.  It  was 
a  foggy  morning,  so  much  so  that  it  was  not  possible 
to  see  more  than  35  yards.  Immediately  after  passing 
Winsford,  the  engine-driver  saw  an  engine  on  the  up 
line,  about  20  yards  north  of  the  passenger  platform  ; 
and  on  crossing  to  the  right  side  of  his  engine,  he  ob- 
served that  there  were  five  waggons  of  coals  behind 
this  other  engine,  and  that  the  waggons  attached  to 
it  had  been  pushed  back,  so  that  the  last  of  them  was 
across  the  down  main  line  on  the  cross-over  road. 
The  engine-driver  had  hardly  time  to  reverse  his 
engine  before  he  struck  the  waggon  which  was  thus 
on  the  down  line.  His  engine  Kocked  the  waggon 
partly  out  of  the  way,  and  his  train  ran  forward  and 


was  brought  to  a  stand  with  the  hind  van  200  yards 
in  front  of  the  waggon.  Neither  the  passenger  engine 
nor  the  carriages  left  the  rails,  but  the  engine  was 
slightly  damaged,  the  right-hand  corner  of  the  buffer- 
beam  having  been  knocked  off,  and  the  side-splasher 
forming  part  of  the  foot-plate  having  been  bent  in. 
The  hand-rail  of  the  tender  was  broken  ofl^  and  the 
water  ran  out,  and  the  three  axle>boxes  on  the  right 
side  of  the  tender  were  all  broken.  The  sides  of 
the  carriages  were  all  grazed,  the  door-handles,  foot- 
boards, and  windows  having  been  all  more  or  less 
broken  by  direct  blows  or  by  the  shock. 

Of  600  to  700  passengers  who  were  ti*avelling  in 
the  excursion  train,  one  child,  seven  yeai's  of  age, 
riding  in  a  saloon  carriage  next  behind  the  leading 
van,  was  killed  instantly  by  the  shock,  and  nine  others 
have  since  complained  of  iiyury.  None  of  the  ser- 
vants of  the  company  in  charge  of  the  train  suffered, 
except  that  the  guard  in  the  leading  van  was  slightly 
shaken.  Neither  of  the  guards  had,  of  course,  any 
warning  to  enable  them  to  apply  their  breaks  before 
the  collision  occurred,  and  no  amount  of  break-power 
would  in  this  case  have  been  of  any  avail  in  prevent- 
ing the  collision. 

The  coal  train  which  was  thus  in  the  way  of  the 
excursion  train,  left  Haydock  colliery,  seven  miles 
north  of  Warrington,  and  18  miles  north  of  Winsford, 
at  5.30  a.m.,  and  reached  Winsford  at  7.10,  consisting 
of  an  engine  and  tender,  27  trucks,  and  a  break- van. 
The  five  trucks  next  behind  the  engine  were  intended 
for  the  Winsford  coal-yard.  Twenty-two  trucks  and 
the  van  were  therefore  unhooked  from  the  front  part 
of  the  train,  consisting  of  an  engine  and  five  tnicks, 
and  the  22  trucks  were  left  standing  on  the  up  main 
line,  north  of  the  cross-over  road,  while  tlie  engine 
was  moved  forward  to  shunt  the  ^\q  trucks  along 
the  cross-over  road,  over  the  down  main  line,  and 
into  the  siding.  The  portei*,  who  acts  as  pointsman, 
hearing  this  coal  train  (which  stops  at  Winsford  three 
times  a  week)  coming,  went  northward  from  the 
station  to  meet  it,  and  held  the  points  of  the  cross- 
over road,  and  allowed  the  engine-di'iver  to  set  back 
with  his  ^\^  coal  waggons,  on  their  way  to  the  siding. 
The  driver  of  the  coal-engine,  who  did  not  know  that 
the  excursion  train  was  running,  heai^  a  train  coming 
as  he  was  moving  his  waggons  back  along  the  cross- 
over road.  He  reversed  his  engine,  and  endeavoured 
to  get  out  of  the  way,  and  succeeded  in  clearing  the, 
down  main  line  with  two  of  his  waggons.  He  was 
unable  to  get  the  last  waggon  off  the  down  main  line 
before  that  waggon  was  struck,  as  above  described,  by 
the  excursion  train. 
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The  signalman,  Reuben  Johnson,  who  does  duty  in 
the  cabin  above  referred  to,  received  notice  on  the 
16th  July  of  the  excursion  train  from  Crewe  to 
Liverpool  on  the  17th  July.  He  knew,  therefore, 
that  it  was  to  leave  Crewe  at  6.30  a.m.,  and  that  he 
might  expect  it  to  pass  Winsford  without  stopping 
about  6.40.  He  told  the  porter,  John  Cheshire,  who 
usually  worked  the  points  of  the  cross- over  road,  not 
to  shunt  the  coal  train  across  until  after  the  excursion 
train  had  gone  by,  though  he  cannot  say  exactly  at 
what  time  he  told  him  so.  He  had  received  notice 
on  his  telegraph  instruments  of  the  approach  of  the 
excursion  train  from  MinshuU  Vernon,  and  of  the 
coal  train  from  Walton  goods  yard,  and  he  knew, 
therefore,  that  they  might  be  expected  at  Winsford 
about  the  same  time.  Having  told  Cheshire,  in  con- 
sequence of  this  information,  not  to  shunt  the  coal 
train  across,  Johnson  kept  his  signals  at  all  right  for 
the  excursion  train  to  pass;  and  be  was  unable  to 
see  through  the  thick  fog  already  referred  to,  what 
was  going  on  north  of  the  station.  Cheshire  admits 
having  been  told,  he  thinks  at  about  7.5,  by  Johnson, 
not  to  shunt  the  coal  train,  and  he  held  the  points  a 
few  minutes  afterwards  for  the  coal  waggons  to 
be  backed  along  the  cross-over  road,  forgetting  the 
warning  which  he  had  thus  received.  Cheshire  has 
been  tried  on  the  coroner's  inquisition  at  the  assizes 
at  Chester,  but  acquitted  on  the  ground  that  there 
might  have  been  a  misunderstanding  about  the  order 
that  was  verbally  given  to  him  by  Johnson. 

The  immediate  cause  of  this  collision  was  evidently 
the  forgetfulness  of  the  porter  Cheshire  ;  and  it  cer- 
tainly was  an  act  of  extreme  stupidity  on  his  part  to 
go  directly  from  the  platform  where  the  signalman 
had  told  him  not  to  shunt  the  coal  trucks  across 
because  the  excursion  train  was  approaching,  to 
forget  this  instruction  while  he  walked  100  yards 
through  the  fog,  and  within  two  or  three  minutes  to 
do  exactly  what  he  was  told  not  to  do.  No  blame 
can  be  attached  to  any  other  of  the  company's 
servants.  The  signals  were  all  right  for  the  excur- 
sion train.  The  driver  and  guard  of  the  goods  train 
were  unaware  of  the  approach  of  the  excursion  train, 
and  could  not  see  through  the  fog  whether  they  were 


protected  by  the  signals  as  they  obstructed  the  down 
line. 

But  the  primary  cause  of  the  collision  was  the 
same  as  that  to  which  I  had  occasion  to  refer  in  my 
report  of  the  20th  instant  on  the  collision  which 
occurred  at  Barnet  on  the  Great  Northern  Railway. 
The  working  of  the  points  was  entrusted  to  one  man, 
and  the  working  of  the  signals  to  another.  In  such 
a  case  there  is  always  risk  of  a  misunderstanding, 
which  may  lead  to  an  accident.  The  signalman  who 
lowers  the  signals  or  keeps  them  down  for  a  train  to 
pass,  ought  also  to  have  control  of  the  points  through 
which  it  is  to  run,  or  by  which  the  train  may  be 
obstructed.  Divided  responsibility  and  separate  con- 
trol in  such  a  case  are  inseparable  from  constant 
danger.  There  is  no  difficulty  in  collecting  the 
handles  of  the  signals  and  the  levers  of  the  points  into 
one  cabin,  and  it  is  further  perfectly  easy  so  to  inter- 
lock them  as  to  prevent  even  the  one  man  in  whom 
the  sole  responsibility  is  thus  vested  from  making  a 
mistake  which  shall  lead  to  a  collision.  The  cross- 
over road  at  Winsford  may  with  advantage  be 
brought  nearer  to  the  signal  cabin,  and  should  be 
worked  from  it.  The  siding  points  north  of  the 
cross-over  road  should  also  be  worked  from  it,  and 
the  main  line  should  be  protected  by  a  safety-point, 
connected  with  a  disc  and  lamp,  all  worked  by  the 
same  lever  as  the  siding  points  ;  and  the  siding  and 
safety  points,  and  the  cross-over  road  points,  should 
be  interlocked  with  the  main  line-signals.  A  clock, 
also,  should  be  furnished  in  the  signal-cabin,  as  I 
found  in  this  instance  that  the  signalman,  who  had 
no  means  of  ascertaining  it,  could  give  no  proper 
account  of  the  time  at  -svhich  the  trains  were  notified 
to  him,  or  of  any  other  circumstances  connected 
with  the  collision.  It  would  fiirther  be  better  if  the 
signalmen,  in  cabins  of  this  description,  were  re- 
quired, as  they  are  at  more  important  places  on  the 
London  and  North- Western  ^tem,  to  keep  a  record- 
book  of  the  arrival  and  departure  or  passing  of  all 
trains. 

I  have,  &c. 
J?.  G,  W.  Herbert,  Esq.,  H.  W.  TrLER. 

Board  of  Trade. 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  10th  September  1869. 


LONDON  AND  NORTH-WESTERN  RAILWAY. 


BroadJiecUhy 
Sib,  nth  September  1869. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  12th  August,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  my  inquiry  into  the  circumstances  which 
attended  the  collision  that  occurred  on  the  30th  July 
at  the  "Half"  junction,  near  the  Broadheath  station 
of  the  London  and  North-Western  Railway. 

Broadheath  is  eight  miles  from  Stockport  and  seven 
miles  from  Manchester,  on  the  line  from  Stockport 
via  Warrington  to  Liverpool.  The  goods-yard  and 
warehouse  are  on  a  lower  level  at  Broadheath  than 
the  passenger  station  ;  and  at  the  '^  Half"  junction, 
whidi  is  about  700  yards  west  of  the  passenger 
station,  the  goods  line  forms  a  single  junction  with 
the  down  main  line,  there  being  also  a  cross-over 
road  west  of  that  junction.  There  is  a  distant-signal 
in  each  direction  for  the  protection  of  the  junction, 
that  on  the  west  (towards  Warrington)  being  an  aim 
on  a  special  post,  610  yards  from  the  junction,  and 
that  on  the  east  being  an  arm  on  the  signal-post 
which  is  at  the  east  end  of  the  up  platform  at  the 
station.  There  is  a  falling  gradient  of  about  1  in  100 
from  the  station  to  the  junction,  on  a  curve  of  up- 
wards of  a  mile  radius. 

On  the  30th  July,  the  12.10  p.m.  passenger  train 
from  Stockport  for  Liverpool,  left  the  former  station 
punctually,  and  reached  Broadheath  in  proper  time. 


at  12.2o,  consisting  of  an  engine  and  tender,  two 
passenger-carriages,  and  a  bre^-van,  and  containing 
about  12  passengers.  After  a  detention  of  two 
minutes,  during  which  the  tickets  were  examined, 
the  guard  received  the  usual  instructions  from  the 
porter  in  charge,  to  proceed  towards  Warrington ;  and 
he  raised  his  hand,  and  said  *'  all  right,"  by  way  of 
conveying  the  same  instruction  to  the  engine-driver. 
The  porter-in-charge  asserts  that  he  called  out  to  the 
engine-driver,  after  the  train  had  started,  "  look  out 
for  the  goods,"  but  the  engine-driver  states  that  he 
did  not  hear  any  such  words  addressed  to  him,  and 
he  proceeded  forward  at  his  usual  speed  towards 
Warrington.  Before  leaving  Broadheath,  he  noticed 
that  there  was  a  goods  train  at  the  ^*  Half"  junction, 
but  the  engine  of  that  train  was  on  the  east  of  it,  and 
was  with  the  train  travelling  towards  the  Broadheath 
passenger  station,  apparently  on  the  up  line  ;  and  he, 
not  unnaturally,  supposed  therefore  that  the  down 
line  was  clear.  In  rounding  the  curve  from  Broad- 
heath, the  driver  observed,  however,  as  he  came 
opposite  to  the  goods*  engines,  that  certain  waggons 
of  the  goods  train  were  on  the  down  line,  and  that 
the  engines,  though  on  the  up  line,  were  only  then 
drawing  that  train  (which  was  a  very  long  one)  off 
the  down  line  ;  and  he  saw  the  goods  driver  hold  up 
his  arm,  as  he  passed  him,  as  a  warning  of  danger. 
The  passenger  driver  at  once  reversed  his  engine, 
whistled  for  the  breaks,  and  did  his  best  to  pull  up. 
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But  he  wad  only  able  to  redt«j6  liis  sp^fed  from  perhaps 
25  to  15  mOes  an  hour  before  his  engine  came  into 
collision  with  one  of  the  goods'  waggons. 

The  passenger  engine  left  the  rails  with  all  its 
wheels.  The  leading  wheels  of  the  tender  were  also 
thrown  off  the  line,  but  the  passenger  carriages  and 
van  all  remained  on  the  rails.  The  buffer-plank  of 
the  engine,  and  the  off-side  framing,  were  fractured, 
as  well  as  three  axle-boxes  of  the  tender.  The 
carriages  were  not  damaged,  any  more  than  the  van. 
The  guard,  who  was  knocked  against  the  framework 
of  the  van,  received  a  contusion  over  the  eye.  Three 
of  the  passengers  have  complained  of  injury. 

The  engine-driver  had  seen  the  distant-signal  from 
the  "Half"  junction,  which  works,  as  already  ex- 
plained on  the  platform  signal  post,  at  danger,  as  he 
passed  it  on  bis  way  to  the  down  platform.  But  that 
signal  was  65  yards  behind  him  as  he  stood  at  the 
station,  and  he  concluded,  when  he  was  told  by  his 
guard  and  the  porter  in  cha^e  to  proceed  forward, 
that  the  down  line  was  clear  at  the  junction.  He 
had  passed  the  same  signal  at  danger  in  the  same 
way  on  previous  occasions,  and,  having  been  similarly 
started  from  the  station,  had  found  the  down  line 
clear  on  his  approach  to  the  junction.  The  porter- 
in-charge  was  aware  that  another  porter  had  gone  to 
the  ^'Half**  junction,  to  attend  to  the  goods  train 
(which  was  partly  visible  there  round  the  curveV  and 
to  work  the  points,,  as  well  as  the  signals  for  its 
protection  ;  but  before  he  ordered  the  passenger 
train  to  start  he  had  seen  the  goods  engine  approach- 
ing Broadheath  on  the  up  line  ;  and,  not  having  been 
able  to  see  the  tail  of  the  train,  he  was  unaware  that 
it  was  coming  off  the  down  line,  nor  had  he  any 
means  of  knowing  that  it  had  been  shunted  on  the 
down  line.  He  did  not  pay  as  much  attention  to 
the  distant-signal  as  he  would  otherwise  have  done, 
because  he  had  noticed  on  previous  occasions  that  it 
was  frequently  left  at  danger  while  the  goods  train 
was  approaching  the  station  on  the  up  line,  and  even 
until  it  arrived  at  the  station. 

The  porter-in-Charge  had  been  at  the  station  for 
two  and  a  half  years,  and  bears  a  very  good  character. 
He  was  temporarily  in  chai'ge  while  the  station-master 
had  gone  down  into  the  goods  yard,  at  the  request  of 
a  customer,  who  was  pressing  for  information  as  to 
whether  certain  ornamental  bricks  which  he  expected 
had  arrived. 

This  "Half"  junction,  leading  to  the  goods  yard, 
is  used  ordinarily  three  times  a  day  for  goods  trains, 
and  once  for  passenger  trains.  There  is  no  man 
stationed  at  it.  But  the  station-master  sends  one  of 
his  porters  to  attend  to  the  points  and  signals,  and 
assist  in  the  shunting,  whenever  a  train  is  expecied 
or  requires  to  stop  at  the  junction ;  and  this  system 
has  been  in  force  for  certainly  upwards  of  seven  years, 
and  probably  for  a  much  longer  period. 

The  goods  train  which  was  thus  in  the  way  of  the 
passenger  train,  left  Garston  punctually  at  9.10  a.m. 
for  Longsight,  and,  after  stopping  at  various  places, 
reached  the  "  Half  junction  "  at  12.10,  which  was  its 
proper  time.  The  porter  from  the  station  met  it  at 
the  junction,  and  at  once  turned  his  distant-signals  to 
danger.  It  consisted  of  two  engines,  48  loaded  wag^ 
gons,  and  a  break-van.  It  was  first  shunted  over  the 
cross-over  road  from  the  up  to  the  down  line,  to  allow 
a  Great  Northern  goods  train  from  Liverpool  for 
Woodley  to  pass  on  &e  up  line,  which  it  did  at  12.14. 
The  leading  (pilot)  engine  was  then  detached,  and 
sent  across  to  the  up  line.  The  other  (the  train) 
engine  drew  10  waggons  forward  on  the  down  line. 
Tlie  pilot  engine  returned  to  the  down  line  behind 
those  waggons,  and  pushed  five  of  them  forward  to 


the  gbods  yai'd.  It  next  brought  back  an  empty  waggon 
from  the  goods  yard,  and  attached  it  behind  the  five 
waggons  coupled  to  the  train  engine,  retmned  to  the  up 
line  while  the  train  engine  and  the  six  waggons  were 
attached  to  the  remaining  waggons,  and,  crossing  to 
the  down  line,  was  reattached  in  front  of  the  train 
engine,  ready  to  go  forward  towards  Broadheath 
station.  As  the  train  was  passing  over  the  cross-over 
road  from  the  down  to  the  up  line,  the  draw-bar  of  a 
colliery  (private  owners')  waggon  broke,  and  that 
waggon  had  to  be  detached  from  the  train,  and  taken 
to  the  goods  line,  and  this  caused  a  delay  of  upwards 
of  five  minutes.  Before  the  goods  trwn  could  then 
get  clear  of  the  down  line,  the  passenger  train  came 
up,  and  struck  a  waggon,  3 1st  from  the  engine  and 
14th  from  the  van,  as  above  described.  Three  of  the 
waggons  were  so  much  damaged  that  they  were  obliged 
to  be  left  behind,  two  of  them  having  been  broken  up, 
and  a  fourth  was  slightly  damaged,  but  went  forward 
with  the  train  ;  but,  fortunately,  no  one  connected 
with  the  goods  train  was  injured. 

It  is  impossible  to  attach  any  blame  to  any  -one 
connected  with  the  goods  train.  That  train  was 
being  shunted  under  the  protection  of  the  signals  pro- 
vided for  the  junction,  and  was  unavoidably  detained 
on  the  down  main  line,  first  to  allow  the  Great 
Northern  goods  train,  which  was  a  special  cattle  train, 
to  pass  on  the  up  line,  and  secondly,  in  consequence  of 
the  fracture  of  the  draw-bar  of  ^e  colliery  waggon. 
Nor  can  the  engine-drivr  r  or  guard  of  the  passenger 
train  be  blamed.  They  were  duly  started  from  the 
station,  by  the  porter-in-charge,  after  they  had  stopped 
at  it  for  the  exchange  of  passengers  and  the  examina- 
tion of  tickets.  The  porter-in-charge  was  no  doubt 
misled,  by  seeing  the  engines  and  goods  train  ap- 
proaching him,  into  supposing  that  it  was  then  oflF 
the  down  line,  and  was  coming  along  the  up  line 
towards  the  station ;  but  he  would  have  acted  more . 
prudently,  to  say  the  least  of  it,  if  he  had  detained 
the  passenger  train  until  the  distant-signal  from  the 
junction  was  lowered  to  caution.  It  would  appear 
that  the  station-master  has  not,  however,  always 
waited  for  that  signal  to  be  lowered,  but  has  been  in 
the  habit  of  allowing  the  passenger-drivers  to  proceed 
under  similar  circumstances,  with  a  cantion  from  him- 
eelf.  The  porter-in-charge  seems  to  have  adopted 
the  same  system,  excepting  that  he  did  not  give  this 
caution  in  a  way  in  which  it  was,  or  could  apparently 
be,  heard  or  understood  by  the  engine-driver. 

For  the  safe  working  in  ftiture  of  this  junction,  it 
is  desirable,  that  the  distant-signal  from  the  junction 
should  be,  say,  30  yards  west  of  the  down  platform, 
instead  of  being,  as  at  present,  on  the  signal  post 
east  of  the  up  platform ;  that  there  should  at  least 
be  means  of  conununication,  by  telegraph  or  by 
bell  and  gong,  between  the  junction  and  the  station  ; 
and  that  there  should  be  a  home  signal  applying  to 
each  direction  at  the  junction;  and  it  is  further 
desirable  that  the  points  and  signals  should  be  so 
interlocked  that  the  signalman,  whether  kept  there 
permanently,  which  would  be  better,  or  sent  to  do 
duty  there  when  required,  should  be  unable  to  make 
such  a  mistake  in  working  those  points  and  signals 
as  could  lead  to  an  accident.  This  is  the  more  neces- 
sary, inasmuch  as  80  or  more  trains  pass  this  station 
daily  in  each  direction,  an  amount^  of  traffic  which 
would  surely  justify,  further,  the  employment  of  a 
system  of  telegraph^working. 

I  have,  &c. 

H.  W.  Ttlbb. 
R.  G.  W.  Herbert,  Esq., 

Board  of  Trade. 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  30th  September  1869. 
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LONDON  AND  NORTH-WESTERN  RAILWAY. 


Sir,  WiTidermere,  18th  September  1869. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  8th  instant,  1  have  the  honoui* 
to  report,  for  the  information  of  the  Boajd  of  Trade, 
the  result  of  my  inquiry  into  the  circumstances  which 
attended  the  accident  that  occurred  on  the  2nd  instant 
at  the  Windermere  station  on  the  London  and  North- 
western Railway. 

The  Windermere  station  is  10^  miles  from  the 
Oxenholme  junction  with  the  main  line  of  the  Lancaster 
and  Carlisle  section  of  the  London  and  North- Western 
Railway,  and  8^  miles  from  KendaL  There  are  rising 
gradients  from  Kendal  for  5  miles,  varying  from  1  in 
147  to  1  in  80,  as  far  as  the  summit  at  Black  Moss, 
a  falling  gradient  of  about  1  in  80  for  a  mile  and  10 
chains,  and  a  level  portion  for  10  chains  into  and 
through  the  Windermere  station. 

There  is  then,  on  the  immediate  approach  to  the 
Windermere  station,  a  falling  gradient  of  1  in  80, 
about  a  mile  long ;  and,  in  the  ordinary  practice  of 
working  the  passenger  traffic,  the  trains  are  brought 
to  a  stand  at  a  fixed  signal,  kept  always  at  danger,  236 
yards  from  the  passenger  platform.  The  engine  is 
detached  at  that  signal,  is  run  down  the  straight  line, 
and  IS  turned  off  into  the  turntable  siding  on  the  south 
of  the  main  line,  while  the  carriages  are  allowed  to 
descend  by  the  force  of  gravity  through  a  crossover 
road  to  the  north  line  platform.  When  the  north 
platform  line  is  occupied  by  an  ordinary  train,  any 
excursien  train  which  may  then  arrive  is  similarly 
allowed  to  run  down  to  the  south  platform ;  but,  in 
certain  cases,  when  it  is  thought  more  prudent,  in  con- 
sequence of  a  want  of  break  power,  the  engines  are 
run  down  in  front  of  the  excursion  trains  to  the  plat- 
forms. 

The  fixed  signal  above  refeiTcd  to  (236  yards  from 
the  east  end)  is  361  yards  east  of  the  west  end  of  the 
passenger  platforms.  There  is  a  public  road  level- 
crossing  490  yards  to  the  east  of  the  fixed  signal ; 
and  from  this  level-crossing  a  distant-signal  is  worked, 
334  yards  further  to  the  eastwai'd.  A  pointsman 
goes  from  the  station  to  meet  eveiy  train  at  the  fixed 
signal.  There  is  no  distant  signal  from  that  signal 
or  from  the  station,  but  the  woman  who  acts  as  gate- 
keeper at  the  level-crossing  is  expected  to  keep  her 
distant-signal  at  danger  as  long  as  any  train  is 
standing  east  of  the  fixed  sign^.  She  is  in  sight 
of  the  fixed  signal  in  clear  weather,  and  she  can, 
though  the  line  is  curved,  see  vehicles  standing 
on  the  line  to  the  east  of  it,  but  she  has  no  means 
of  communication  with  the  pointsman  at  the  fixed 
signal,  otherwise  than  by  hand-signals  or  whistles. 
Between  the  fixed  signal  and  the  west  end  of  the 
station  there  are  ^\q  pairs  of  facing  points,  over  which 
a  passenger  train  has  to  pass,  on  each  line  of  rails. 
The  levers  of  these  points  are  in  all  cases  at  the  points, 
which  are  weighted  to  stand  right,  on  the  north  side 
for  the  passenger  trains  entering  the  station,  and  on 
he  south  side  for  the  turntable  line,  south  of  the 
down  line,  after  passing  the  crossover  road  at  the 
fixed  signaL  The  points  opposite  the  fixed  signal 
require  to  be  held  over  for  a  passenger  train  proceeding 
to  the  north  platform,  and  the  points  leading  to  the 
turntable  for  a  train  proceeding  to  the  south  platform. 
The  passenger  platforms  are  115  yards  in  length. 

On  the  6th  instant,  a  special  excursion  train  left 
Liverpool  at  7.14  a.m.,  seven  minutes  late,  for  Winder- 
mere, consisting  of  an  engine  and  tender,  20  carriages, 
and  two  break-vans,  and  containing  about  500  pas- 
sengers. It  reached  Oxenholme  at  1 1.4,  started  again 
at  11.14,  stopped  at  Kendal  at  11.25,  left  Kendal  at 
11.29,  and  reached  Windermere  at  11.52  according  to 
the  guard,  or  12  o'clock  according  to  an  engine  driver 
who  rode  on  the  engine. 

The  engine,  Nt).  1408,  was  a  six- wheel-coupled 
goods  engine,  weighing  about  27  tons  10  cwt  without 
the   tender,  with  cylinders  measuring  17  inches  in 


diameter  by  24  inches  of  stroke,  and  wheels  five  feet 
in  diameter.  The  engine-driver  and  fireman  have 
been  dismissed  from  the  company's  service,  and  I 
have  had  no  opportunity  of  examining  them,  but  two 
extra  engine-drivers,  who  were  travelling  as  passengers 
with  their  friends  by  the  train,  rode  on  the  engine 
from  Oxenholme,  and  appeared  to  give  evidence,  as 
well  as  a  guard  of  24  years'  experience,  who  was  in 
charge  of  the  train,  and  a  porter  from  Liverpool,  who 
acted  as  under  guard.  As  far  as  I  have  been  able  to 
learn,  the  engine-driver  had  been  three  times  previously 
at  Windermere,  twice  as  fireman,  and  once  as  engine 
di*iver  to  au  excursion  ti-ain,  while  his  fireman  had  not 
been  on  the  line  before.  The  two  men  who  joined 
the  engine  at  Oxenholme  had  not  been  previously  on 
this  part  of  the  line,  and  were  invited  by  the  engine 
driver  at  Oxenholme  to  ride  on  the  engine,  with  a 
view  to  their  becoming  acquainted  with  the  line, 
which  might,  as  he  told  them,  be  of  use  to  them  on  a 
future  occasion,  in  the  event  of  their  being  sent  over 
it  with  an  engine.  The  guard  in  charge  had  been 
over  the  branch  four  times,  but  the  porter  who  acted 
as  under  guard  had  not  been  on  it  before. 

The  train  ran  steadily  down  the  steep  gradients 
between  Oxenholme  and  Kendal,  and  was  brought  to  a 
stand  outside  the  Kendal  station,^  in  obedience  to  the 
signals,  and  in  consequence  of  the  line  having  been 
blocked  by  a  passenger  tram.  Aft;er  leaving  Kendal, 
it  travelled  at  good  speed  until  it  reached  the  steeper 
portions  of  the  line.  Li  mounting  the  bank  the  speed 
was  reduced,  for  a  quarter  of  a  mile  before  reaching 
the  sumijiit,  to  three  miles  an  hour.  The  steam  was 
then  low,  and  the  water  was  low  in  the  boiler.  On 
passing  the  summit,  and  observing  that  the  water  was 
at  the  bottom  of  the  gauge  glass,  the  driver  opened 
the  regulator  slightly,  and  several  times,  to  lift  the 
water  on  the  top  of  the  fire-box,  by  way  of  saving  his 
lead  plug,  and  preventing  injury  to  the  top  of  the  fire- 
'  box ;  and  in  this  way  the  train  acquired  a  speed  of 
about  15  miles  an  hour  in  descending  towards  the 
Windermere  station.  The  guard  applied  his  break 
soon  after  passing  the  smnmit,  and  kept  it  tight  on  all 
the  way  down ;  and  the  assistant-guard  applied  his 
break  when  he  ^*had  got  fairly  over  the  summit," 
because  he  had  heard  from  the  head  guard  that  the 
descent  to  Windermere  was  something  like  that 
through  the  Lime  Street  tunnel  into  Liverpool.  The 
tender-break  was  also  applied  shortly  aft^r  the  (rain 
passed  the  summit,  and  the  engine  was  reversed  near 
the  level  crossing  before  referred  to,  or  upwards  of. 
700  yards  from  the  station.  The  two  extra  men, 
also,  who  were  on  the  engine,  did  their  utmost  to 
assist,  when  they  saw  the  fixed  signal  at  danger,  by 
applying  sand  to  the  rails  from  the  foot-plate.  But 
instead  of  coming  to  a  stand  at  the  fixed  signal,  the 
train  passed  that  signal  at  a  speed  of  ^^q  or  six  mUes 
an  hour,  according  to  the  guard,  or  13,  or  8,  to  the 
judgment,  respectively,  of  the  two  engine-drivers. 
One  of  the  diivers  jumped  off  the  engine  shortly  after 
passing  the  fixed  signal  and  the  other  before  reaching 
the  turntable  at  the  station. 

The  pointsman,  who  had  received  a  printed  bill 
of  the  excursion  train,  went  to  the  second  pair  of 
points  from  the  fixed  signal  leading  to  the  turntable, 
on  hearing  a  whistle  from  the  engine,  with  the  inten- 
tion of  tm'ning  the  train  into  the  south  platform  line ; 
but  seeing  it  approaching  him  at  a  speed  of  seven  or 
eight  miles  an  hour,  and  fearing  that  it  would  not  be 
able  to  pull  up  in  the  station,  he  left  the  points 
standing,  as  they  were  weighted  to  do,  for  Ihe  turn- 
table siding.  The  whole  train  then  passed  mto  that 
siding,  and  the  engine,  after  running  over  the  turntable^ 
destroyed  a  mound  of  timber  and  stone  on  the  further 
side  of  it,  and  knocked  down  a  portion  of  a  wall 
connected  with  the  station-buildings^ 

The  engine  stood,  partly  on  its  side,  an  partly  on 
its  wheels,  embedded  in  the  soft  ground  west  of  the 
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turntable  ;  the  tender  stood  in  advance  of  the  rails, 
over  the  spot  where  the  buffer-stop  had  been,  and  the 
leading  wheels  of  the  leading  van  dropped  off  the 
ends  of  the  rails.  The  wheels  of  all  the  other  vehicles 
in  the  ti'ain  remained  on  the  rails  of  the  turntable  or 
the  siding.  The  buffer-plank  of  the  engine  was 
broken,  and  the  framing  was  bent,  as  well  as  an 
eccentric  rod  ;  but  the  engine  went  back  to  Liverpool 
on  its  own  wheels,  and  was  not  otherwise  much 
damaged.  The  carriages  were  not  damaged,  except 
that  the  glass  of  one  quarter-light  was  broken.  None 
of  the  ofl&cers  or  servants  of  the  company  were  in- 
jured, except  that  one  of  the  engine-drivers  sti-uck 
his  shoulder  against  a  tree  after  jumping  from  the 
engine.  Twenty  of  the  passengers  have  complained 
of  injuiy. 

This  accident  has  been  occasioned  by  a  want  of 
caution  on  the  part  of  an  engine-driver  who  had 
acquired  but  little  experience  on  the  Windermere 
branch  of  the  London  and  North  Western  Railway. 
He  was  not  classified  as  a  regular  driver,  but  he 
appears  to  have  been  doing  duty  as  an  occasional 
driver  for  about  four  years,  and  an  extra  driver  for 
two  and  a  half  years,  and  I  do  not  hear  of  any  report 
having  previously  been  made  against  him.  A  little 
misty  rain  fe}l  as  he  was  passing  the  summit  from 
Kendal,  which  no  doubt  caused  the  rails  to  be  some- 
what slippery  on  the  descent  towards  Windermere  ; 
and  he  would  probably  have  reversed  his  engine 
sooner,  or  have  taken  care  to  prevent  his  train  from 
acquiring  so  much  speed,  if  he  had  been  more  inti- 
mately acquainted  with  the  line.  The  guards,  who 
were,  one  of  them  quite  inexperienced,  and  the  other 
not  much  experienced  in  the  line,  did,  nevertheless, 
all  that  the  most  experienced  men  could  have  done, 


in  applying  their  breaks  after  passing  the  summit, 
but  ihe  amount  of  break-power  at  their  disposal  was 
very  small  in  proportion  to  the  weight  of  the  train 
and  the  steepness  of  the  gradients.  When  such  trains 
are  despatched  through  such  districts,  it  is  exceed- 
ingly desirable  that  additional  break  power  should  be 
provided,  and  this  may  be  done  without  any  difficidty 
by  causing  two  or  three  carriages  with  continuous 
breaks  to  be  connected  with  each  guards  van. 

The  train  ought  in  this  case  to  have  been  brought 
absolutely  to  a  stand  at  the  fixed  signal,  about 
236  yai'ds  from  the  station  ;  and  the  question  of  the 
efiiciency  of  the  signals  had  no  bearing  upon  the 
accident.  But  it  would  be  better  if  there  were  an 
extra  arm  on  the  post  of  the  distant-signal  from  the 
lovel  crossing,  worked  from  the  fixed  signal,  in  order 
that  the  pointsman  should  have  the  power  of  protect- 
ing the  station  when  the  lines  are  obstructed,  or  are 
about  to  be  obstructed,  independently  of  the  gate- 
keeper; and  as  the  signal  would  be  out  of  sight 
of  the  pointsman,  the  necessary  apparatus  should  be 
supplied  to  show  that  the  arm  works  properly  by  day, 
and  that  the  lamp  is  alight  at  night.  I  would  take  the 
opportunity,  also,  of  observing,  though  this  has  no 
reference  to  the  accident,  that  the  permanent  way 
at  the  entrance  to  the  station  is  in  many  respects 
much  in  want  of  improvement,  and  that  the  various 
point  levers  sliould  be  concentrated  together,  and 
might  very  advantageously  be  interlocked  in  a  simple 
manner,  with  signals  for  the  admission  of  the  trains 
into  the  station. 

I  have,  &c. 

H.  W.  Tyleb. 
R.  G.  W.  Herbert,  Esq., 
Board  of  Trade. 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  30th  September  1869. 


LONDON  AND  NORTH-WESTERN  RAILWAY. 


Sir,  1,  Whitehall,  ISth  October  1869. 

Is  compliance  with  the  instructions  contained 
in  your  minute  of  the  15  th  ultimo,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  my  inquiry  into,  the  circumstances 
attending  the  collision  which  occurred  at  Grarston 
Dock  Branch  Junction  on  the  London  and  North- 
western Railway  on  the  6th  ultimo,  between  a  coal 
train  belonging  to  that  company  and  a  passenger 
train  from  Godley  Junction  to  Liverpool  belonging 
to  the  Cheshire  Lines  Joint  Committee,  this  Com- 
mittee having  running  powers  over  the  London  and 
North- Western  line  as  far  as  Garston  station  (about 
half  a  mile  on  the  Liverpool  side  of  the  junction), 
whence  into  Liverpool  the  line  is  their  own  property. 

As  the  result  of  this  collision,  15  passengers  are 
returned  as  having  been  injured  ;  14  had  bruises, 
shakes,  and  contusions,  and  one  poor  man,  who  had 
only  one  leg,  had  the  small  bone  of  it  broken.  The 
driver,  fireman,  and  guard  of  the  passenger  train 
were  also  bruised,  shaken,  and  otherwise  injured  ;  the 
driver  and  guard  so  seriously,  that  they  were  unable 
to  appear  before  me  on  the  22nd  ultimo,  when  I  held 
the  inquiry. 

At  Garston  Dock  Branch  Junction,  a  branch  line, 
used  only  for  mineral  and  goods  traffic,  leading  to 
Garston  Docks,  Leaves  the  main  line  from  St.  Helen's 
Junction  to  Garston  and  Liverpool.  It  is  an  ordinary 
double  junction,  the  signal  and  point  levers  of  which 
are  brought  together  in  a  raised  cabin  94  yards  on 
the  east  or  St.  Helen's  side  of  the  points,  but  they  are 
not  interlocked.  There  are  in  all  nine  levers  in  the 
dabin,  six  of  them  in  a  row,  the  three  on  the  left 
being  for  the  three  distant  signals,  the  fourth  for  the 
up  main  signal,  the  fifth  for  the  facing  points,  and 
the  sixth  for  thfe  points  of  a  cross-over  road ;  the 
down  main  signal  lever  is  in  a  different  part  of  the 
Cabin,  and  the  up  and  down   branch  signals  are  on 


the  post  which  passes  through  the  cabin  roof.  There 
are  no  names  or  distinguishing  marks  on  the  different 
levers ;  the  point  tevers  when  pulled  over  drop  into 
notches  in  the  quadrants  in  which  they  work,  the 
normal  position  of  that  which  works  the  facing 
points  being  right  for  the  down  main  line  into  the 
station. 

The  signalman  on  duty  in  this  cabin  on  the  occur- 
rence of  the  accident  had  taken  sole  charge  of  it  for 
the  first  time  on  this  very  day.  He  had  joined  the 
service  of  the  London  and  North- Western  Railway 
Company  about  two  yeai*s  ago,  and  was  employed 
as  a  porter  at  Liverpool  for  six  or  seven  months; 
thence  ho  had  been  removed  to  Broadheath  level- 
crossing  as  gateman  and  signalman,  where  he  re- 
mained till  the  middle  of  August ;  from  this  he  had 
gone  to  Speke  Junction  cabin  (where  the  signal-and 
point-levers  are  interlocked)  for  a  week,  to  be  trained 
as  a  junction  signalman,  and  in  the  following  week 
had  spent  three  days  in  Garston  Dock  Branch  Junc- 
tion cabin  under  a  signalman  learning  the  duties,  and 
three  more  nights  in  Speke  Junction  cabm  with  the 
same  object.  He  stated  that  he  felt  himself  quite 
competent  to  take  charge  of  the  cabin,  and  had  made 
no  objection  to  the  appointment. 

He  had  come  on  duty  at  5  a.m.  (an  hour  earlier 
than  the  regular  time,  it  being  Monday  morning),  to 
remain  till  6  p.m.  Up  to  10.53  a.m.,  six  up  and  six 
down  trains  had  passed  his  cabin,  for  all  of  which  he 
had  made  proper  use  of  his  signal  and  point  levers. 
At  10.55  a  down  coal  train  for  the  branch  approached 
the  junction ;  for  this  he,  in  answer  to  its  whistles, 
lowered  his  signals  and  opened  the  facing  points 
leading  to  the  branch ;  and,  on  the  train  passing 
them,  again  restored  the  signals  to  danger,  but^ 
through  forgetfulness,  left  the  lever  handle  of  the 
facing  points  in  the  notch  where  he  had  placed  it 
when  he  set  the  points  right  for  the  branch  train. 
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The  ooftl  ttaiikf  which  conBisted  of  engine  and  tender, 
18  loaded  coal  waggons,  and  a  break  van,  proceeding 
from  St.  Helen's  to  Garston  Dock,  then  entered  the 
branch  and  came  to  a  stand  with  the  van  about  100 
yards  inside  the  facing  points.  The  brcaksman  had 
taken  off  his  van  brei^s  (some  waggon  breaks  were 
still  on),  had  got  out  of  his  van,  and  was  standing  in 
the  6  ft,  when  he  saw  a  passenger  train  coming 
through  the  points  on  to  the  branch ;  he  shouted  to 
his  dnver,  who  moved  his  engine  ahead  (it  having 
been  just  uncoupled  for  running  round  the  train), 
vfhen  the  collision  occurred,  the  speed  of  the  pas- 
senger train  being,  in  the  estimation  of  the  breaksman, 
from  20  to  25  miles  an  hour.  The  break  van  was 
knocked  forward  10  to  15  yards,  but  no  waggons 
were  ii^nred  except  the  last  two  and  the  van.  The 
engine  knocked  the  body  of  the  van  off  its  frame,  and 
sent  it  over  the  boundary  wall  (6  ft.  high)  into  a  field, 
and  finally  stopped,  reared  up  on  its  trailing  wheels 
on  the  wreck  of  the  last  two  waggons,  the  tender 
mounting  on  the  framing  of  the  van. 

The  passenger  train  concerned  in  this  accident 
belonged  to  the  Cheshire  Lines  Joint  Committee,  and 
had  left  Godley  Junction  for  Garston  and  Liverpool 
at  9.45  a.m.,  consisting  of  engine  and  tender  and  four 
coaches,  the  last  being  a  second-class  carriage  with  a 
break  compartment,  in  which  there  was  a  guard. 
On  approaching  Crarston  Dock  Junction  the  signals 
were  all  right  for  the  train  to  come  on,  but  in  con- 
sequence of  some  repairs  to  a  culvert  a  little  east  of 
the  junction  a  platelayer  was  out  with  a  greeu  fiag, 
in  passing  whom  the  speed  is  said  to  have  been 
sladied  by  the  breaks,  steam  having  been  shut  off 
some  distance  previously,  as  the  train  had  to  stop  at 
Grarston  station.  A  few  yards  before  reaching  the 
facing  points,  when  the  speed  is  variously  estimated 
at  from  15  to  25  miles  an  hour,  the  fireman  observed 
that  they  were  op^  for  the  branch  line,  upon  which 
he  called  ont  to  his  driver  and  put  his  break  on. 
The  driver  tried  to  reverse,  but  could  not  get  his 
lever  over,  and  both  he  and  the  fireman  jumped  just 
before  striking  the  waggons,  the  former  being  seriously 
injured  and  the  latter  slightly.  The  effect  of  the 
collision  upon  the  engine  and  tender  of  the  passenger 


train  and  the  rear  of  the  coal  train  has  been  already 
described.  No  coaches  left  the  road,  nor  did  any 
couplings  give  way,  but  the  back  of  the  tender 
smashed  in  the  front  of  the  first  carriage.  The 
engine  and  tender  were  seriously  damaged. 

The  signalman,  in  explanation  of  his  conduct,  states 
that  after  the  coal  train  had  passed  he  entered  its 
time  in  his  train  register,  and  on  tiie  passenger  train 
whistling  lowered  both  main-line  signals  for  it,  entirely 
forgetting  that  the  facing  points  were  still  open  for  the 
branch ;  that  he  then  watched  the  passenger  train  as 
it  approached  and  passed  him,  and  only  perceived 
the  sad  mistake  he  had  made  when  he  saw  it  enter 
the  branch. 

There  can,  of  course,  be  no  question  as  to  the 
immediate  cause  of  this  accident,  viz.,  the  mistake  of 
the  signalman  in  not  putting  his  points  right  for  the 
main  Hue  before  lowering  his  main  line  signals. 
Had,  however,  the  junction  been  provided  with 
proper  locking  apparatus,  this  mistake  could  not  have 
occurred  ;  and  I  think,  therefore,  the  line  cause  of 
the  accident  must  be  attributed  to  the  want  of  this 
apparatus. 

I  am  aware  that  the  London  and  North-Western 
Railway  Company  (as  well  as  most  other  railway 
companies)  are  now  fully  alive  to  the  necessity  of 
interlocking  points  and  signals  at  junctions,  and  that 
the  necessary  improvements  are  being  gradually  car- 
ried out  I  would,  however,  take  advantage  of  this 
opportunity  for  urging  the  importance  of  completing 
the  impi*ovements  still  necessary  at  this  and  many 
other  junctions,  with  the  least  possible  delay. 

There  are  other  points  in  which  I  think  the 
company  are  not  free  from  blame,  viz.,  in  entrusting 
the  charge  of  a  junction  cabin  to  a  man  who  had 
only  had  half  a  week's  previous  training  in  it,  and  a 
week  and  a  halfs  in  a  cabin  provided  with  locking 
apparatus ;  and  again,  in  not  having  had  the  proper 
names  painted  on  the  levers  in  the  cabin. 
I  have^  &c., 

C.  S.  Hutchinson, 
The  Secretary,  Lieut.- Col.  R.E. 

Railway  Department, 
Board  of  Trade. 


A  copy  of  the  above  report  was  sent  to  the  London  and  North-Western  Company  and  to  the  Cheshire  Lines 

Committee  on  the  5th  November  1869. 


LONDON  AND  NORTH-WESTERN  RAILWAY. 


Sir,  Guernsey,  16th  October  1869. 

I  HAVE  the  honour  to  report,  for  the  informa- 
tion of  the  Board  of  Trade,  in  obedience  to  your 
minute  of  the  23rd  ultimo,  the  result  of  my  inquiry 
into  the  circumstances  which  attended  a  collision 
that  occurred  on  the  16th  ultimo  at  Blisworth  station 
on  the  London  and  North  Western  Railway  between 
the  up  limited  mail  and  an  up  goods  train,  about  a 
quarter  past  3  aon. 

The  portion  of  the  company's  system  between 
London  and  Rugby  is  worked  with  the  assistance  of 
the  electric  telegraph,  but,  except  in  certain  excep- 
tional cases,  the  number  of  trains  between  two  adjacent 
telegraph  stations  is  not  limited  to  one  on  each  line 
of  railway.  London  is  82|  miles  fi-om  Rugby,  and 
there  are  somewhere  about  41  or  42  telegraph  signal 
stations  between  the  north  end  of  Primrose  Hill 
tunnel  and  Rugby,  so  that,  on  the  aVierage,  the  tele- 
graph signal  stations  are  about  two  miles  apart,  and 
Banbury  Lane  and  Blisworth  are  the  11th  and  12th 
telegraph  signal  stations  from  Rugby,  the  latter  being 
also  a  junction  with  the  Northampton  branch,  and 
distant  about  19|  miles  from  Rugby.  Blisworth 
station  is  protected  on  the  north  side  by  a  station 
signal,  and  by  a  distant  signal  placed  about  1,010  yards 
north  of  the  station  stenal ;  and  this  distant  signal 
at  night  can  be  seen  from  an  up  train  proceeding 
from  Rugby  to  London  at  a  distance  of  about  650 


yards.  During  the  day  the  arms  of  this  signal  can 
be  seen  for  a  much  greater  distance.  This  distant 
signal  is  approached  on  an  easy  rising  gradient  of  1 
in  2,640. 

The  telegraphic  signal  stations  are  provided  with 
telegraphic  needle  instruments,  with  telegi*aphic  bells, 
for  the  up  and  down  lines,  and  the  company's  regu- 
lations limit  the  signals  to  be  given  on  them  to  the 
particular  "train  on  line,"  to  "line  clear,"  and  to 
"  line  blocked  and  impassable." 

The  signalmen  at  these  telegraphic  stations  are 
directed,  before  they  permit  a  train  to  proceed  to  the 
station  in  advance  of  it,  "  to  ring  a  bell,  to  call  the 
"  attention  of  the  signalman  in  advance,  and  the 
"  needle  must  be  moved."  The  signalman  at  the 
station  in  advance,  having  acknowledged  this  signal, 
is  then  ready  to  be  told  what  description  of  train 
is  coming  by  the  number  of  beats  of  the  needle  to 
the  left ;  and  he  is  directed  to  "repeat  the  beat  or 
"  beats,  registering  on  his  slate  or  indicator  the 
"  description  of  *  ti'ain  signalled,'  and  blocking  his 
"  needle- over  to  the  left  ^*  train  on  line')  until  the 
"  train  or  engine  has  safely  cleared  his  station,  unless 
"  the  needle  is  required  to  be  unblocked  for  the 
"  receipt  of  a  signal  of  a  succeeding  train." 

Upon  the  passage  of  any  train  or  engine  the  sig- 
nalman is  further  directed  to  "  turn  on  his  main 
"  DANGBB  signal,  and  continue  to  exhibit  that  signal^ 
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**  or  (as  herein-after  ineti^cted)  the  caution  signal, 
"  until  he  receives  the  telegraphic  signal  *  line  clear  ' 
"  from  the  station  in  advance.  Should  Mine  clear' 
"  not  be  i-eceived  at  the  expiration  of  thbee  minutes 
"  from  the  passage  of  a  train,  the  caution  signal  must 
"  then  be  substituted  for  the  *  danger '  signal,  except 
"  in  the  case  of  tunnels,  where  no  second  train  is 
**  allowed  to  enter  until  the  preceding  train  has  been 
"  signalled  as  out." 

The  51st  rule  is  a  very  importimt  one.  It  states 
that,  "  K  a  following  train  arrives  before  *  line  clear ' 
"  has  been  telegraphed  from  the  station  in  advance, 
"  and  prior  to  the  expiration  of  three  minutes  from 
^*  Ihc  passage  of  the  last  train,  the  danger  signal  must 
^'  jfOT  BE  LOWERED ;  but  the  train  must  be  brought  to 
"  a  stand,  and  the  driver  must  be  warned  of  the  train 
"  in  advance,  and  then  be  allowed  to  proceed." 

The  56th  rule  prescribes  that,  **If  a  train  or  an 
*^  engine  arrives  at  station  A  before  the  previous 
"  train  has  been  telegraphed  as  having  passed  the 
**  station  in  advance,  station  B,  the  signalman  at 
"  station  A  must  again  ring  the  bell  and  call  the 
**  attention  of  the  signalman  at  station  B,  aud  signal 
"  each  succeeding  train  in  accordance  with  the 
"  foregoing  instructions." 

I  must  not  omit  to  mention  that  some  of  these 
telegraph  signal  stations  are  provided  with  distant 
signals  in  each  direction,  others  have  only  one,  and 
some  have  none  ;  and  that  this  is  intentional,  and 
not  accidental,  may  be  inferred  from  the  49th  rule, 
which  says  :  "  Distant  signals  must  not  be  used  when 
**  the  main  signals  are  turned  on  merely  to  indicate 
"  that  a  train  is  on  the  length  to  the  next  telegraph 
"  station.  They  are  only  to  be  turned  on  to  *  danger  ' 
*'  when  there  is  a  train  or  other  obstruction  occu- 
"  pying  the  main  line  at  or  near  the  station." 

The  instructions  to  engine  drivers,  guards,  and 
break sm en  in  the  59th  rule  direct  that "  on  approaching 
"  a  telegraph  station,  should  the  signal  be  at  danger, 
"  the  driver  must  bring  his  engine  to  a  .  stand 
"  at  the  signal,  and  wait  verbal  instructions  from  the 
"  signalman  in  charge."  Such  are  the  main  pro- 
visions under  which  the  traffic  on  the  London  and 
North- Western  Railway  is  worked  when  the  electric 
telegj-aph  is  made  use  of,  where  the  number  of  trains 
between  two  adjacent  telegraph  stations  is  not  limited. 
No  records  of  the  times  when  the  various  trains  are 
telegraphed,  nor  of  the  times  when  they  pass  the 
telegraph  stations,  are  kept. 

On  the  morning  of  the  16th  ult.  tlie  7h.  20m.  p.m. 
up  goods  train  from  Liverpool  left  Rugby  at  2h.  8m. 
a.m.,  or  58  minutes  late.  It  consisted  of  two  engines 
and  58  waggons,  with  one  breaksman  riding  in  the 
van  at  the  rear  of  the  train.  The  driver  was  told 
by  the  inspector  on  duty  at  Rugby  that  a  coal  train 
had  just  gone,  and  he  had  orders  that  if  the  coal 
train  made  a  good  run  to  Weedon  (13^  miles  from 
Rugby),  both  trains  would  be  enabled  to  get  to  Blis- 
worth,  and  shunt  there  for  the  up  limited  maiL 
The  driver  sti\tes  that  **  they  got  the  first  red  signal 
"  at  Kilsby  tunnel  (north  end),  and,  in  consequence, 
"  they  worked  the  engines  easy  up  to  the  tunnel 
"  mouth,  and  when  about  ihroe  or  four  engines' 
"  length  from  the  signal  it  was  turned  off,  and  they 
"  then  had  '  all-right '  signals  to  Weedon.  At  Weedon 
"  tlie  st^ition  signal  was  standing  at  '  caution,'  and 
"  they  received  caution  signals  by  hand  lamp  from 
'"  each  of  the  signalmen,  and  they  still  kept  on 
"  running  at  14  or  15  miles  an  hour,  but  they 
**  were  not  stopped,  but  proceeded  on  to  Hey- 
"  ford,  2^  miles  south  of  Weedon,  and  received 
"  a  caution  signal  there  also.  On  approaching 
"  Banbury  Lane  telegraph  signal  station,  1|  miles 
"  north  of  Blisworth,  the  driver  found  the  main 
^  signal  at  *  danger,'  and  the  up  distant  signal  ^  all 
"  right' J  the  driver  sounded  the  whistle,  and  the 
**  signal  was  turned  off  before  they  got  up  to  it,  and 
"  they  kept  miming  at  the  same  rate  until  they 
*^  sighted  the  Blisworth  distant  signal,  which  was  at 
*'  '  danger,'  as  well  as  the  station  signal,  and  they  were 
**  stopped  by  tlic  coal  train  on  the  main  line,  stand- 


'^  ing  north  of  the  station  signaL  The  driver  stopped 
**  with  the  tail  of  his  train  inside  or  south  of  the  up 
"  distant  signal,  and  he  thinks  he  stopped  there  five 
^*  or  six  minutes  before  the  signalman  on  duty  sig- 
**  nailed  them  forwai-d  with  his  hand  lamp,  the  coal 
"  train  having  drawn  ahead  and  been  shunted  into 
"  a  siding."  The  driver  says  that  "  as  they  passed 
*'  the  signalman  he  said  he  would  shunt  them  into 
"  the  Cambridge  siding,  and  they  drew  ahead  until 
'^  the  last  waggon  passed  the  signalman,  who  then 
"  turned  his  hand  lamp  to  red«  shook  it,  and  then 
"  placed  it  on  the  floor,  still  showing  a  red  light 
"  towards  the  engines."  He  says,  also,  that  "  they 
^'  were  several  minutes  there,  perhaps  eight,  and  then 
**  they  were  called  easy  back  on  the  main  line  by  the 
*^  signalman,  and  when  they  came  up  to  him  he  (the 
**  driver)  saw  that  they  were  still  on  the  main  line, 
'*'  and  not  on  the  Cambridge  siding.  The  signalman 
^'  told  him  that  the  train  had  broken  loose,  that  a  head 
*'  stock  of  a  waggon  hud  come  out,  and  they  had  been 
*^  engaged  in  shunting  it  off  by  hand ;  that  some  one 
''  then  called  out  to  stop,  and  they  did  so,  a  little 
'^  north  of  the  signal  box  clear  of  the  siding ;  that 
**  just  at  that  time  some  one  said,  '  Your  waggons  * 
"  (seven  had  been  left  standing  on  the  main  Ime  by 
'^  the  breakage  of  the  head  stock)  'have  been  nm 
"  into.'  The  driver  then  got  off  his  engine,  and 
"  he  could  see  several  lamps  where  the  break  of  the 
^'  goods  train  had  stood,  and  one  of  these  showed  a 
''  red  hght  towards  Blisworth  ;  that  the  shunter  (he 
'<  thinks)  then  said  that  he  would  go  and  see  what 
^*  was  the  matter,  and  he  came  back,  and  told  him 
^'  that  the  up  limited  mail  had  had  a  coUisicm  with 
'^  the  waggons  which  had  become  detached  and  been 
"  left  standing  on  the  main  line."  He  says,  also, 
"  this  would  be  from  15  to  20  minutes  past  three 
"  o'clock." 

The  breaksman  of  the  goods  train  states  that  it 
was  ''eight  minutes  past  three  o'clock  when  they 
"  stopped  at  Blisworth,  and  he  immediately  went 
''  back  with  fog  signals,  and  had  got  back  570  yards 
'*  from  his  break,  when  he  saw  the  limited  mail 
"  approaching."  He  says  "he  had  put  down  five 
"  fog  signals,  two  dose  together,  the  first  that  the 
"  mail  train  ran  over,  and  both  exploded  ;  that  the 
*'  mail  train  was  about  400  yards  north  of  him,  when 
"  the  driver  opened  the  whistle,  sounding  a  fluttering 
"  whistle,  as  quick  as  could  be;  he  (the  breaksman) 
"  was  showing  a  red  light  with  his  hand  lamp,  and 
"  he  could  see  the  distant  signal  as  well  as  the  lights 
"  on  his  break  from  the  spot  where  he  had  put  down 
"  the  last  fog  signal."  He  says  '*  the  mail  train 
"  was  travelhng  at  great  speed  when  it  passed  him  ; 
**  that  he  heard  no  break  on  as  it  passed,  and  he 
"  stood  under  a  bridge,  and  ceuld  not  say  whether 
"  the  steam  was  on  or  off ;  that  he  did  not  notice 
"  any  breaks  being  on  on  the  guards'  vans  ;  and  that 
"  he  looked  at  his  watch,  and  it  was  about  15  minutes 
"  past  three  o'clock  when  the  mail  passed  him."  He 
also  gives  the  time  of  leaving  Rugby  "  as  2h.  5m. 
**  a.m."  He  thinks  "his  van  did  not  stand  more 
''  than  60  or  80  yards  inside  the  distant  signal." 
This  breaksman  had  been  23  years  a  breaksman,  aud 
he  states  that  he  never  had  a  mishap  before. 

The  up  limited  mail  which  had  overtaken  and  run 
into  those  waggons  which  had  become  detached  from 
the  Liverpool  goods'  train,  which  stood  inside  of  the 
Blisworth  up  distant  signal,  consisted  of  an  engine 
and  tender  and  10  vehicles,  including  two  breaks,  one 
placed  next  the  tender,  and  the  other,  at  the  tail 
of  the  train,  with  a  guard  in  each.  It  left  Rugby  at 
2h.  45m.  am.,  according  to  the  driver,  or  2h.  44m. 
according  to  the  head  guard,  nine  or  eight  minutes 
late. 

It  was  fitted  with  the  cord  communication  outside 
the  carriage,  under  the  eaves  of  the  roofs  of  the 
carriages,  recommended  by  the  general  m^iagers  of 
some  of  the  railway  companies,  and  temporarily 
sanctioned  by  the  Board  of  Trade.  This  cord  passed 
along  the  carriages  from  break  van  to  break  van,  but 
was  not  continued  on  to  the  engine,  so  that  the  guards 
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conid  not  communicate  by  it  to  the  engine  driver,  nor 
the  driver  to  the  guards,  if  he  found  it  necessary,  as 
it  was,  in  this  as  in  many  other  cases.  The  driver 
of  the  up  limited  mail,  who  had  been  driving  23  years 
on  the  main  line,  and  26  years  altogether,  states, 
**  that  after  leaving  Rugby  they  came  on  *  all  right,' 
"  until  they  approached  the  Blisworth  up  distant 
"  signal,  which  was  on  at  danger."  He  said  "  that 
"  they  caught  sight  of  it  at  a  distance  of  300  or  400 
"  yards,  and  that  they  were  travelling  at  45  miles  an 
"  hour  when  he  first  saw  the  signal;  that  he  shut 
"  off  the  steam,  told  the  fireman  to  apply  the  tender 
**  break,  and  he  whistled  for  the  signal,  and  afterwards 
"  for  the  guw-ds'  breaks  ;  that  they  ran  over  two  or 
"  three  fog  signals  somewhere  about  the  distant 
**  signal ;  that  he  observed  a  hand  lamp,  but  saw 
"  the  distant  signal  and  lights  on  the  break  van 
"  before  he  saw  the  hand  lamp,  near  the  place  where 
"  he  ran  over  the  first  fog  signal." 

He  further  states  "that  the  wind  was  blowing 
**  very  strong  at  the  time,  and  he  could  not  call  the 
"  attention  of  the  guards,  to  the  rear  guard  at  all 
"  events,  as  lie  did  not  put  on  his  break,  and  he  did 
"  not  feel  any  check  from  the  guards'  breaks,  and 
"  therefore,  just  before  he  reached  the  distant  signal, 
"  he  reversed  his  engine."  He  added  "  that  he  had 
"  no  means  of  communicating  with  the  guards,  ex- 
"  cept  by  the  engine  whistle,  and  that  he  did  not 
**  think  the  guards  at  the  tail  of  a  train  like  the  one 
"  he  was  driving  could  heai*  the  sound  of  the  whistle 
"  when  they  are  shut  up  in  their  vans,  checking  off* 
"  their  parcels." 

In  answer  to  questions  about  the  telegraphic  system, 
he  stated  "that  they  could  not  stop  at  the  signals 
"  sometimes,  but  that  he  had  never  been  actually 
"  stopped  by  a  red  block  signal,  as  these  have  been 
"  pulled  off  just  before  he  had  got  up  to  them  ;  but  if 
"  they  had  not  been  taken  off,  he  could  not  often 
"  have  stopped  at  them." 

TJic  head  guard,  riding  iu  the  van  next  to  the 
tender,  "  heard  the  whistle  for  the  breaks  when,  he 
I"  thinks,  they  were  about  300 yards  outside  the  distant 
"  signal ;  after  which  they  ran  over  three  fog  signals, 
"  and  he  put  his  break  on  as  quick  as  he  could,  and 
"  that  they  were  running  at  their  usual  pace  before 
"  the  whistle  was  souuded.  He  .could  not  sa^  when 
**  the  collision  took  place,  but  thinks  the  mail  train 
"  was  running  to  its  proper  time,  but  had  not  made 
"  up  any  lost  time." 

The  under  guard  in  the  van  at  the  tail  of  the  train 
"  heard  no  whistle  for  the  breaks,  nor  any  fog  signals 
'*  explode ;  he  was  busy  at  the  time,  and  the  first 
"  intimation  that  he  received  was  iu  being  knocked 
"  about  by  the  shock«of  the  collision,  and  was  hurt." 
He  had  noticed  a  diminution  in  the  speed  of  the  train 
before  it  took  place,  but  they  had  been  in  the  habit 
for  a  week  or  fortnight  before  that  time  of  slackening 
speed  in  consequence  of  some  alterations  being  made 
at  Blisworth  station. 

All  the  statements  agree  in  saying  that  the  speed 
of  the  limited  mail  had  been  reduced  to  about  10  miles 
an  horn*  at  the  time  of  the  collision. 

The  leading  and  driving  wheels  of  the  mail  train 
engine  were  thrown  off  the  rails,  the  buffer  beam  was 
broken,  and  the  buffers  knocked  off.  The  goods  train 
break  van  and  the  waggon  in  front  of  it  were  knocked 
off  the  rails ;  the  first  waggon  mounted  on  the  second, 
but  remained  coupled  to  it ;  but  the  break  van  was 
detached  from  the  waggon  in  front,  and  after  the 
collision  stood  on  the  side  of  the  bank  15  or  20  yards 
from  th©  waggon.  One  of  the  buffers  was  broken, 
^d  the  wa^on  rested  on  a  pair  of  wheels  only,  which 
were  removed  from  under  it  in  clearing  the  line. 
The  first  waggon  was  smashed,  and  the  second  had 
one  end  broken  in. 

Six  of  the  post-office  officials  and  one  passenger  are 
stated  to  have  been  injured;  one  a  "good  deal 
shaken,"  another  **  shaken "  and  the  remainder 
'^slightly  shaken."  The  under  guard  of  the  limited 
^  mail  bad  his  arm  sprained,  and  the  driver  apd  fiieman 
were  also  slightly  hurt. 


The  question  as  to  who  is  to  blame  for  this  collision 
lies  between  the  system  of  working  sanctioned  by  the 
railway  company,  with  the  appliances  furnished  for 
carrying  it  out,  and  some  of  the  servants  of  the  com- 
pany in  charge  of  the  ti-ain,  viz :  the  breaksman  of 
the  goods  train,  the  driver  of  the  limited  mail,  and  the 
signalman  at  Banbury  Lane.  With  respect  to  these 
men,  I  have  already  given  at  length  the  evidence  of 
the  two  first  men,  and  will  now  add  that  of  the  sig- 
nalman at  Banbury  Lane. 

When  I  took  down  his  evidence  he  told  me  that 
the  line  was  "  clear  "  for  the  coal  train  but,  as  he  had 
previously  been  examined  by  the  officers  of  the  rail- 
way company,  and  had  made  a  different  statement  to 
them,  he  was  called  in  again,  and  in  reply  to  further 
questions,  then  stated  "  that  he  had  made  a  mistake 
"  before,  and  the  line  was  *  not  clear '  for  the  coal 
"  train.  He  had  previously  told  me  that  he  could 
"  not  tell  when  the  coal  train  passed,  as  he  did  not 
"  look  at  his  watch  to  take  particular  notice ;  that 
"  about  10  minutes  after  it  passed  the  Liverpool 
"  goods  train  came  up ;  his  main  signal  was  at 
v^**  <  caution,'  his  distant  signal  at,  *  all  right';  it  passed 
:*•  about  2h.  54m.  a.m.  He  looked  at  his  watch, 
"  but  did  not  put  the  time  down  on  a  slate  or  on 
"  an  indicator.  When  the  goo<ls  train  anived  he 
"  had  not  had  *  line  cle«r '  for  the  coal  train,  but  he 
"  signalled  on  the  goods  train  to  Blisworth,  and  the 
"  signal  was  acknowledged.  He  had  not  had  •  line 
"  clear'  for  the  coal  train  when  the  limited  mail 
"  passed  at  3h.  10m.  a.m.  ;  that  his  main  signal  was 
"  at  *  caution '  while  the  distant  was  at  *  all  right  * ; 
"  that  about  15  minutes  after  the  goods  train  went  by 
"  he  received  the  telegraphic  signal  from  Bugbrook 
"  for  the  limited  mail ;  that  he  then  rang  the  bell  to 
"  Blisworth,  and  then  gave  the  ticks  on  the  needle  to 
"  indicate  that  the  limited  mail  was  coming,  but 
"  Blisworth  pinned  the  needle  to  *  ti-ain  on  line,'  and 
"  would  not  give  *  line  clear.'  This  was  before  the 
"  limited  mail  airived,  and  it  is  about  three  minutes 
"  in  running  from  Bugbrook  to  Banbury  T^nfi  ;  that 
"  he  tried  to  telegraph  again,  but  could  not  move  the 
'^  needle,  and  there  was  not  time  to  put  his  signal  on 
"to  *  danger '  after  the  needle  became  vertical  before 
"  the  limited  mail  passed,  as  the  engine  was  passing 
"  his  door  when  the  needle  became  vertical.  Blisworth 
"  had  rung  the  bell  and  the  needle  went  vertical.  He 
"  says  he  looked  at  his  watch  as  the  limited  mail 
"  passed,  but  he  did  not  put  it  down,  but  recollected 
"  the  time.  About  14  or  15  minutes  after  the  limited 
*'  mail  passed  the  breaksman  of  the  goods  train  came 
"  back,  and  asked  how  his  signal  was  when  the 
"  limited  mail  passed,  and  he  told  him  that  it  was  at 
"  'caution.'" 

The  fireman  of  the  limited  mail  engine  states,  that "  he 
"  did  not  see  the  Banbury  Lane  signals ;"  and  thus  (ho 
state  of  the  Banbury  Lane  up  main  signal  is  in  dispute. 
The  driver  of  the  limited  mail  says  it  was  at  "all  right," 
showing  a  white  and  not  a  gi*een  light ;  while  the 
Banbury  Lane  signalman  maintains  that  his  signal  was 
at  "  caution,"  ana  therefore  it  exhibited  a  green  light. 
1  have  no  means  of  clearing  up  this  most  important 
discrepancy  between  these  two  men. 

The  driver  of  the  limited  mail  evidently  acted,  at 
the  peril  of  his  life  and  of  the  lives  of  all  in  the  train, 
as  if  he  had  received  an  "  all  right "  signal  at  Banbuiy 
Lane,  as  he  was,  according  to  all  the  testimony,  di-iviug 
at  the  usual  high  speed  at  which  this  train  travels  up 
to  the  moment  of  seeing  the  Blisworth  distant  signal. 
The  spot  at  which  broken  fragments  were  found 
after  the  collision  had  taken  place  was  pointed  out 
to  me,  and  the  distance  between  this  spot  and  the 
over -bridge  under  which  the  breaksman  of  the  goods 
train  states  that  he  stood  as  the  limited  mail  passed 
is,  according  to  my  measurements,  about  566  yards ; 
corresponding,  as  nearly  as  possible,  with  the  distance 
which  he  says  he  went  back  to  protect  the  rear  of  his 
train.  It  is  true  that  this  spot  is  242  yards  inside 
the  distant  signal,  instead  of  60  or  80  yards,  as  he  had 
supposed  ;  and!  think  he  must  also  have  been  in  error 
in  saying  that  it  was  eight  minutes  past  three  o'clock 
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when  the  goods  train  stopped  at  Blisworth  station. 
Either  the  signalman  at  Banbury  Lane  was  wrong  in 
saying  that  the  goods  train  passed  at  2h.  64m.,  or  the 
breaksraan  was  wrong  as  to  its  being  eight  mmutes 
past  three  o'clock  when  the  goods  train  stopped. 

According  to  the  regulations,  the  breaksman  should 
have  gone  back  1,200  yards  with  fog  signals  to 
protect  the  rear  of  his  train,  if  he  had  time  to  get 
that  distance;  but,  with  the  uncertainty  that  exists  as 
to  the  time  of  the  ai-rival  of  the  goods  train  at  Ells- 
worth, I  am  unable  to  say  that  he  had  sufficient  time 
to  do  so.  I  believe  that  this  distance  is  seldom 
reached  by  breaksmen  or  guards  when  they  go  back 
to  protect  the  rear  of  their  trains,  unless  there  has 
been  a  previous  mishap.  There  was  no  other  breaks- 
man  to  this  train. 

Notwithstanding  the  fact  of  the  driver  of  the 
limited  mail  keeping  on  running  at  the  usual  high 
speed  which  this  train  must  maintain  in  order  to 
keep  time,  up  to  the  spot  where  he  could  first  see 
the  distant  signal,  there  was  still  a  margin  for  the 
avoidance  of  a  collision  if  the  train  had  been  a  well- 
appointed  train,  as  this  spot  is  about  800  yards  distant 
from  the  place  where  the  collision  took  place.  But 
the  limited  mail,  on  this  occasion,  cannot  be  con- 
sidered to  have  been  a  well-appointed  train. 

It  was,  as  1  have  already  stated,  provided  with  two 
breaks  besides  the  tender  break  ;  but,  according  to  the 
evidence,  the  driver  could  not  communicate  with  the 
guard  in  the  rear  break,  and  the  latter  did  not  hear 
the  whistle  for  the  guards'  breaks,  no  unusual  occur- 
rence, as  it  is  perfectly  well  known  that  the  engine 
whistle  cannot  at  all  times  be  depended  on  to  give  a 
signal  to  the  guards  in  trains  even  of  moderate  length. 
Under  such  circumstances  it  might  have  been  pre- 
sumed that  when  the  general  managers,  after  some 
experiments,  selected  a  means  of  communication 
between  passengers  and  the  servants  of  a  company  in 
charge  of  a  train,  in  fulfihnent  of  the  Act  of  Parlia- 
ment, they  would,  at  all  events,  have  taken  care  that 
the  dnver  should  have  the  means  of  signalling  to  the 
guards  to  put  on  their  breaks  when  he  required  them 
to  do  so,  however  inexpedient  they  may  have  con- 
sidered it  to  afford  imperilled  passengers  the  means  of 
giving  an  alarm  ;  but  this  was  not  done,  and  thus  the 
limited  mail  had  practically  one  break  among  10 
vehicles,  irrespective  of  the  tender  break,  to  assist  thv 
driver  in  stopping ;  an  amount  of  break  power 
altogether  insufficient  for  a  train  that  at  times  travels 
60  miles  an  hour,  and  for  very  great  distances  without 
stopping. 

In  reviewing  all  the  circumstances  connected  with 
this  collision,  it  appears  that  the  Cambridge  goods 
train  is  appointed  to  leave  Rugby  at  12h.  25m.  a.m. ; 
a  coal  train,  which  actually  followed  it,  at  llh.  40m. 
p.m.  ;*and  the  Liverpool  goods  train  at  Ih.  10m.  a.m. ; 
while  the  limited  mail  should  leave  at  2h.  36m.  a.m. 
But  the  goods  and  mineral  trains  respectively  left 
at  Ih.  4()m.,  Ih.  43m.,  and  2h.  8m.  a.m.,  and  were 
all  assembled  together  at  Blisworth  somewhere 
about  three  o'clock,  so  that  when  the  Banbury 
Lane  signalman  had  his  signal  at  "  caution "  or 
at  "  all  right,"  according  to  the  driver  of  the  limited 
mail,  for  that  train  to  go  on  to  Blisworth,  he  did 
not  know  whether  or  not  all  these  trains  were 
actually  on  the  line  between  Banbury  Lane  and 
Blisworth.  I  am  not  blaming  this  man  for  not 
knowing.  This  want  of  knowledge  is  inseparable 
from  the  system.  If  he  did  show  a  caution  signal  he 
did  all  that  the  company's  regulations  required  him 
to  do  ;  but  if  he  gave  an  "  fdl  right "  signal  he  was 
clearly  to  blame,  according  to  his  own  evidence. 

Again  the  driver  of  the  limited  mail  was  not 
"  informed  of  the  period  of  time  "  that  the  Liverpool 
goods  train  was  "  in  advance  "  as  he  passed  Banbury 
Lane,  nor  the  driver  of  the  Liverpool  goods  train  of 
the  time  the  coal  train  had  gone  by.  The  regulations 
do  not  require  such  information  to  be  given.  If  a 
acution  signal  was  shown  at  Banbury  L^e  it  would 


be  an  intimation  to  the  driver  that  some  train  or 
trains  were  between  Banbury  Lane  and  Blisworth  ; 
but  whether   the   previous  train  had  passed  4    or 
as  much   as  16   minutes    before   the   limited   mail, 
as  stated  by  the  signalman,  would  not   be  notified 
to  the  driver.     When  one  train  follows  another  ^at 
an  interval  less  than   three  minutes,  if  the  leading 
train  has  not  reached  the  telegraphic  signal  station 
in    advance,    then,    according    to    the    regulations, 
the  following  train  is  to  be  stopped  and  ^e  driver 
verbally  told.    The  general  manager  (Mr.  Cawkwell) 
and   the  superintendent  of    this  particular  section 
(Mr.  Bruyeres)  assured  me  that  this  regulation  was 
fully  carried  out ;   and  I  learn  from  the  drivers  on 
the  line  that  every  representation  which  they  make 
as  to  signals  not  being  well  seen  is  promptly  attended 
to,  and  that  much  greater  strictness  in  enforcing  this 
regulation  has  been  adopted  for  the  last  yeai*  or  so. 
But  the  infoimation  that  reaches  me,  and  the  inr 
quiries  which  I  have  made  into  collisions,  where  this 
system  b  in  operation,  together  with  my  own  observar 
tion  of  the  appliances  and  facilities  for  carrying  this 
regulation  into  effect,  leads  me  to  a  very  difierent 
conclusion.      Thus  I   have  already   menlioned   that 
many  of  the  telegraph  signal  stations  are  not  provided 
with  distant  signals,  and  the  distance  that  the  main 
signals  can  be  seen  by  day  is  not  sufficient  in  some 
cases,  with  the  amount  of  break  power  usually  sup- 
plied by  this  railway  company,  to  enable  the  drivers 
of  fast  trains  to  stop  at  these  signals,  however  much 
they  may  try  to  do  so.     Of  course  the  case  becomes 
so  much  stronger  during  thick  weather,  and  it  is  out 
of  the  question  altogether  when  there  is  fog,  when 
the   signals   cannot  be  seen   until  they  are   nearly 
reached,  unless  the  train  is  crawling  along  at  a  few 
miles  an  hour.    Further,  in  my  opinion,  the  company's 
telegraphic  regulations  are  not  sufficiently  compre- 
hensive to  insure  their  being  acted  on  ;  for  instance, 
if  a  following  train  is  to  be  actually  stopped  at  a 
telegraph  station,   in  order  to   tell  the  driver  the 
particiUars  about  a  train  in  advance,  when  "line 
clear"  has  not  been  received  from  the  station  in 
advance,  for  a  period  of  three  minutes  after  it  had 
gone  by,  the  company  should  insist  that  entries  are 
at  once  made,  in  ink,  in  a  book  of  the  times  when 
the    several    signals    are    received,    forwarded,  and 
acknowledged ;    and  also   of   the    times  when   the 
various  trains  passed,  with  remarks  to  show  which 
are  stopped  and  cautioned.    Now,  in  this  recent  col- 
lision   the    signalman    on    duty    at   Blisworth,    an 
important  station   as  well  as    a   tel^raphic   signal 
station,  could  not  tell  me  when  the  Cambridge  goods 
train,  the  following  coal  train,  and  the  Liverpool 
goods  train  had  arrived  there.     He  had  no  clock  in 
his  box.     His  watch  was  at  N<orthampton  for  repair 
during  the  week  he  had  been  on  night  duty,  and  he 
had  not  asked  for  one  of  the  company's  watches. 
Comment  is  unnecessary  ;  but  this  man  had  nothing 
to  do  with  causing  the  collision. 

If  such  a  record  book  as  I  have  referred  to  were 
properly  kept  at  all  the  telegraphic  signal  stations, 
and  carefully  looked  after  by  travelling  inspectors,  it 
would  afford  the  best  possible  evidence  of  the  in- 
tervals of  time  between  following  trains  that  could  be 
produced  when  any  mishap  whatever  takes  place,  as 
the  viva  voce  evidence  given  after  an  accident  has 
happened  is  most  generally  given  with  a  very  strong 
bias. 

To  show  the  further  necessity  for  such  records  I 
should  state  that  I  was  desirous  of  ascertaining  the 
intervals  of  time  between  the  goods  train  and  the 
limited  mail  passing  between  Bugby  and  Blisworth 
at  any  of  the  stations,  but  was  unable  to  do  so. 

I  could  have  learnt  when  the  limited  mail  passed 
Weedon,  but  not  the  time  when  the  Liverpool  goods 
train  had  previously  gone  by. 

I  do  not  think  highly  of  this  telegraphic  system  on 
the  London  and  North- Western  Railway,  but  to  make 
it,  what  I  suppose  it  is  simpiy  intended  to  be,  a  fair 
system  of  cautioning  drivers,  I  hold  that  it  ia  abso- 
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lately  necesdarj  tliat  distant  signals  should  be  put  up 
and  made  to  tell  the  same  tale  as  the  main  signals  at 
the  telegraphic  stations;  and  that  a  record  book 
should  be  kept  at  every  signal  station. 

When  these  improvements  have  been  introduced 
the  system  of  cautioning  the  drivers  of  trains  by  the 


aid  of  the  telegraph  may  be  successfully  accomplished 
on  the  London  and  Noi-th- Western  Railway. 

I  have,  &c. 
The  Secretary,  W.  Yolland, 

Railway  Department,  Colonel. 

Board  of  Trade, 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  12th  November  1869. 


LONDON  AND  NORTH-WESTERN  RAILWAY. 


Sir,  Bletchleyy  20th  October  1869. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  27th  ultimo,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  my  inquiry  into  the  circumstances  which 
attended  the  collision  that  occurred  on  the  20th 
September  near  the  Bletchley  station  of  the  London 
and  North- Western  Railway. 

Hiere  are  three  divisions  under  the  passenger  shed 
of  tiie  Bletchley  station,  of  which  the  central  span  is 
used  for  main  line  traffic,  the  down  line  or  western 
span  for  the  Oxford  and  Banbury  traffic,  and  the  up 
line  or  eastern  span  for  the  Bedford  and  Cambridge 
traffic.  A  hundred  yards  south  of  the  passenger 
platform  there  is  a  signalman's  cabin,  from  which 
the  points  and  signals  on  the  south  of  the  station  are 
worked. 

The  Oxford  brandi,  which  is  laid  with  a  double 
line  of  rails,  runs  south  from  the  passenger  station,  on 
the  west  of  the  signal  cabin,  and  the  outgoing  line, 
for  about  a  hundred  yards,  is  used  also,  under  a 
singular  and  defective  arrangement,  for  incoming 
trains,  in  order  that  the  incoming  line  may  serve  for 
that  distance  as  a  siding,  A  signal  post  opposite 
the  cabin  protects  this  portion  of  single  line  from 
outgoing  trains,  and  a  home  and  distant  signal  work 
in  the  opposite  direction,  at  distances  of  168  and  406 
yards  respectively  from  the  signal  cabin,  to  protect 
the  single  line  firom  incoming  trains. 

The  7.30  p.m.  passenger  train  from  Oxford  to 
Bletchley  started  from  Oidbrd  punctually  on  the  day 
in  question,  consisting  of  an  engine  and  tender,  three 
carriages,  and  one  break-van  ;  and  three  more  car- 
riages and  a  van  from  Banbuiy  were  attached  to  it 
at  Winslow.  The  joint  train  left  Winslow  at  its 
proper  time,  8.17,  and  approached  Bletchley  one 
minute  late,  at  8.39.  The  engine-driver  whistled  for 
the  signals  as  he  came  within  sight  of  them,  about 
three  quarters  of  a  mile  from  the  station,  while  he 
was  travelling  at  a  speed  of  15  or  16  miles  an  hour. 
The  signals  having  been  loAvered  in  answer  to  his 
whistle,  he  took  off  his  tender  break,  and  allowed  his 
train  to  run  forward  to  within  20  yards  of  the  signal 
cabin.  He  then  saw,  while  travelling  at  a  speed  of 
five  miles  an  hour,  that  a  train  was  approaching  the 
portion  of  single  line  above  referred  to  in  the  oppo- 
site direction.  He  did  his  best  to  pull  up,  but  his 
engine  came  into  collision  with  the  engine  of  the 
other  train,  opposite  the  signal  cabin,  at  a  speed  of 
three  or  four  miles  an  hour. 

The  buffer-plank  of  the  engine  was  broken,  as  well 
as  the  valve  spindle  glands,  and  a  window  of  the 
front  van  was  also  broken  by  the  head  of  the  acting 
guard,  who  received  a  cut  over  the  eye  ;  but  none  of 
the  passengers  in  this  train  appear  to  have  complained 
of  injury,  and  none  of  the  caiTiages  left  the  rails. 

The  ti'ain  which  came  thus  into  collision  with  the 
Oxford  train  was  due  to  leave  Bletchley  for  Banbury 
at  8.20,  but  it  had  been  detained  for  the  down  train 
(6.15  p.m.)  from  London,  which  was  14  minutes  late. 
As  soon  as  that  train  arrived,  and  the  passengers  had 
joined  tlie  Banbury  train,  the  foreman-porter  told  the 
acting  guard,  at  8.37,  that  the  latter  train  was  right 
far  starting;  upon  which  the  acting- guard  blew  his 


whistle,  and  the  engine-driver  opened  the  engine 
whistle,  and  moved  forward  towards  the  signal  cabin. 
The  signal  already  alluded  to  at  that  cabin  was  at 
danger,  and  the  light  of  a  shaded  lamp  was  reflected 
as  usual  from  the  semaphore  ann,  there  being  no  red 
light  attached  to  the  signal  post  The  engine-driver, 
expecting  the  arm  to  be  lowered  in  answer  to  his 
whistle,  looked  first  at  his  watch  as  he  proceeded 
towards  the  signal  cabin,  and  then,  on  raising  his  eyes 
towards  the  signal,  observed  that  it  had  not  been 
lowered.  He  reversed  his  engine,  and  told  his  fire- 
man to  apply  the  tender  break,  but  while  he  was  thus 
bringing  his  train  to  a  stand  he  saw  the  Oxford  train 
coming  through  the  points  from  the  up  towards  the 
down  line.  The  Banbury  train  appears  to  have 
stopped  before  the  collision  occurred,  but  the  engine 
driver  had  not  time  to  get  it  into  backward  motion. 

The  buffer-plank  of  the  engine  was  l  roken,  but  it 
was  not  otherwise  damaged.  No  damage  was  done  to 
the  carriages,  nor  did  any  of  the  wheels  leave  the 
rails.  Five  of  the  passengers  have  complained  of 
injury. 

The  signalman  who  w^  on  duty  at  the  cabin  heard 
the  usual  whistle  from  the  engine  of  the  Oxford  train 
as  that  train  approached  Bletchley  ;  and,  as  the  Ban- 
bury train  did  not  appear  to  be  ready  to  start,  he  set 
his  points  and  lowered  his  signals  for  the  Oxford  train 
to  run  into  the  station.  He  thus  locked  the  signsd  for 
the  outgoing  Banbury  train  at  "  danger."  When  the 
Oxford  train  -was  about  200  yai'ds  from  his  cabin  he 
heai'd  the  engine-driver  of  the  Banbury  train  whistle, 
as  a  signal  that  he  was  about  to  start  from  the 
station.  He  ran  out  of  his  cabin  door  with  his  hand 
lamp,  and  shook  a  red  light  towards  the  Banbury 
trjun,  in  the  hope  of  stopping  it.  But  the  driver  did 
not  appear  to  see  it  till  he  was  near  the  Oxford  train. 
The  two  engines  met  immediately  afterwards  oppo- 
site the  cabin;  the  Oxford  train  at  a  speed,  as  it 
appeared  to  the  signalman,  of  four  miles  an  hour, 
and  the  Banbury  train  having  nearly  or  quite  come  to 
a  stand. 

In  this  case  the  engine-driver  of  the  Banbury 
ti'ain  started  from  the  passenger  platform  at  Bletchley 
in  the  face  of  a  danger  signal,  70  yards  from  him,  at 
the  signal  cabin,  and,  as  he  had  no  excuse  for  doing 
so,  ho  has  been  severely  punished  by  the  company  for 
his  misconduct.  The  signal  would  be  somewhat 
plainer  and  more  efficient  if  it  were  moved  a  little 
nearer  to  the  passenger  platform,  but  it  will  hereafter 
be  of  less  importance,  inasmuch  as  the  company  now 
propose  to  construct  an  additional  siding,  and  to  work 
the  trains  into  and  out  of  the  station  on  separate  lines, 
in  place  of  using  a  portion  of  the  up  line  as  a  siding, 
and  of  the  down  line  as  a  single  line,  as  they  have 
hitherto  done.  In  doing  away  thus  with  the  portion 
of  single  line  on  the  immediate  approach  to  the 
station,  they  will  apply  the  remedy  really  required 
to  prevent  the  recun*ence  of  an  accident  of  this 
description. 

I  have,  &c. 
jR.  G.  W.  Herbert,  Esq.,  H.  W.  Tyler. 

Board  of  Trade^ 
Whitehall 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  4th  November  1869. 
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LONDON  AND  NORTH-WESTERN   RAILWAY. 


Board  of  Trade 
{Railway  Departmeni)^ 
Sir,  Whitehall,  I2th  November  1869. 

In  compliance  with  tha  instructions  contained 
in  your  minute  of  the  25th  ultimo,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  my  inquiry  into  the  circumstances 
which  attended  the  collision  that  occurred  on  the 
21st  ultuno,  at  Hyde  Road  Junction,  near  Longsight, 
on  the  London  and  North- Western  Railway. 

Eleven  passengers  are  reported  to  have  been  in- 
jured, and  the  driver  of  the  passenger  train  was  hurt 
in  the  back  and  thigh. 

On  the  day  in  question,  a  train,  which  consisted  of 
an  engine  and  tender,  a  break  van,  three  composite 
carriages,  three  first  class,  and  a  guard^s  van  with  a 
guai'd  at  the  tail,  of  the  train,  left  Chelford  for 
Manchester  at  the  proper  time,  8.30  a.m.  The  train 
proceeded  all  right  as  far  as  Stockport  station,  which 
it  left  at  the  proper  time,  9  a.m. 

The  train  was  not  timed  to  stop  between  Stockport 
and  Manchester.  This  section  of  the  London  and 
North- Western  Railway  is  worked  on  the  block 
telegraph  system.  I  am  informed  that  no  two  trains 
are  allowed  to  be  on  the  same  section  of  the  line, 
between  two  telegraph  stations,  at  the  same  time. 
Longsight  and  Hyde  Road  Junctions  are  two  telegn^h 
stations  between  Stockport  and  Manchester.  They 
are  about  two  thirds  of  a  mile  apart,  and  are  provided . 
with  block  telegraph  instruments,  but  not  with  speak- 
ing telegraph  instruments.  The  signal  at  Longsight 
hut  is  used  as  the  down  distant  signal  to  protect  Hyde 
Road  Junction;  but  the  signal  is  worked  by  the 
signalman  in  the  Longsight  hut. 

On  the  morning  in  question,  the  8.30  a.m.  passenger 
train  from  Chelford  was  telegraphed  forward  to  Long- 
sight  from  Levenshulme  at  9.2  a.m.  according  to 
the  signalman  at  Longsight. 

The  signahnan  at  Longsight  had  just  allowed  a  single 
engine  to  pass  his  hut  towards  Hyde  Road,  from  whence 
it  had  to  fetch  a  truck  of  ice  out  of  the  sidings  at  the 
up  side  of  the  line ;  but  as  this  engine  was  crossing 
from  the  up  to  the  down  road  near  Longsight  hut, 
the  signalman  turned  it  into  the  down  sidings,  instead 
of  letting  it  go  to  Hyde  Road,  so  as  to  allow  the 
8.30  a.m.  passenger  train  to  proceed  at  once  towards 
Manchester,  instead  of  the  single  engine. 

The  signalman  at  Longsight  had  already  tele- 
graphed the  single  engine  to  Hyde  Road;  but  he 
stated  that  he  recalled  that  message,  "  single  engine 
on  line,"  and  gave  the  passenger  train  in  its  place. 
He  further  stated,  that  the  Hyde  Road  signalman 
acknowledged  and  received  all  his  telegrams,  which 
were  given  on  the  down  block  telegraph  instrument, 
and  that  consequently  he  took  ofif  his  Longsight  signal 
to  allow  the  8.30  a.m.  passenger  train  to  pass  towards 
Manchester. 

The  signalman  at  Hyde  Road  Junction  stated  that 
he  bad  kept  the  down  road  between  Hyde  Road  station 
and  Longsight  blocked  from  the  time  that  a  pas- 
senger train  passed  his  hut  at  8.52  a.m.  that  morning. 
He  allowed  a  goods  train  to  commence  to  shunt  from 
the  up  to  the  sidings  at  the  down  side  of  the  line  at 
8.55  a.m.  according  to  his  clock.  He  admitted  that  he 
took  out  the  pin  from  the  down  road  block  telegraph 
instrument  when  he  perceived  the  Longsight  signal- 
man calling  about  9  a.m.^  that  he  then  got  four  ticks 
to  the  left  on  the  down  line  block  instrument,  which 
denoted  4i  single  engine  coming  on  the  down  road. 
He  admitted  repeating  that  signal,  and  then  pinning 
his  needle  again  to  "  line  blocked."  He  intended  to 
allow  the  single  engine  to  come  on,  although  the  line 
was  then  occupied  with  the  goods  train,  because  he 
believed  he  could  do  so  in  safety,  as  he  knew  that  the 
single  engine  was  only  going  into  the  up  sidings  near 
his  hut.  He  then  got  another  notice  bell  signal  from 
Longsight,  and  again  unpinned  hia  down  line  block 


needle  to  see  what  was  wanting.  He  said  that  he 
got  two  ticks  to  the  right  on  the  down  block  in- 
strument, which  would  denote  that  a  passenger  train 
was  coming ;  but  he  stated  that  he  did  not  acknow- 
ledge those  ticks,  and  did  not  know  what  they  meant, 
but  pinned  over  his  needle  at  once  to  ''  train  on  line," 
and  kept  the  signals  at  his  hut  at  ^'  danger."  He 
stated  that  the  8.30  a.m.  passenger  train  arrived  at 
9.3  a.m.  according  to  his  clock,  which  appears  to  have 
been  slow,  as  this  train  arrived  at  the  crossing  from 
the  down  line  to  the  down  line  sidings  near  Hyde 
Road  hut  about  9.7  a.m.,  and  there  came  into  collision 
with  the  goods  train,  which  was  being  pushed  back- 
wards into  the  sidiugs. 

The  goods  train  consisted  of  an  engine  and  tender, 
24  loaded  waggons,  and  a  break  van.  The  sixteenth 
waggon  from  the  engine  was  struck  by  the  engine  of 
the  8.30  a.m.  passenger  train,  and  nine  of  the  goods 
waggons  were  knocked  off  the  rails  and  much  damaged. 
The^passenger  engine  and  tender,  the  front  break  van, 
and  two  composite  carriages  were  thrown  ofTthe  rails. 
The  van  was  broken  up,  and  two  carriages  were  badly 
damaged.  The  other  carriages  were  slightly  damaged, 
and  th^  buffer  plank  of  the  passenger  engine  was 
broken. 

The  driver  of  the  passenger  train  was  too  unwell 
to  attend  the  inquiry.  His  fireman  stated  that  the 
fog  was  80  thick  that  he  saw  the  goods  train  before 
he  could  see  the  Hyde  Road  Junction  signals,  and  that 
the  speed  of  the  passenger  train,  which  was  about  20 
miles  an  hour,  was  only  slightly  checke<l  before  the 
collision  occurred. 

The  guard  of  this  train  also  stated  that  he  could  not 
see  the  Hyde  Road  Junction  signals  before  the  coN 
lision  occurred,  owing  to  the  fog. 

The  signalman  in  Hyde  Road  hut,  on  the  morning 
in  question,  was  a  shunter  from  Longsight  goods 
yard.  The  regular  signalman  was  sick,  and  the 
shunter  had  done  duty  as  a  relieving  man  under  such 
circumstances  for  two  years.  He  tuad  been  employed 
in  place  of  the  sick  man  for  three  weeks  when  the 
accident  took  place. 

He  should  not  have  allowed  the  'goods  train  to  com- 
mence shunting  at  8.55  a.m.  when  a  passenger  train  was 
due  about  9.7  a.m.  Owing  to  the  incorrectness  of  his 
clock,  he  appears  to  have  allowed  the  goods  train  to 
commence  shunting  about  8,58  a.m.  Secondly,  he  had 
no  right  to  receive  the  single  engine  when  his  line  was 
blocked  by  the  goods  train.  The  act  of  taking  out 
his  pin,  and  repeating  the  four  ticks  given  on  the 
down  telegraph  block  instrument  for  this  single  engine, 
was  calculated  to  lead  the  signalman  at  Longsight  to 
believe  that  the  down  line  was  clear  at  5ie  time 
that  the  single  engine  started  from  Longsight,  and  as 
the  block  pin  at  Hyde  Road  was  again  taken  out 
when  the  signalman  at  Longsight  rang  the  notice 
bell  for  the  8.30  a.m.  down  passenger  train,  it  was 
calculated  to  mislead  the  Longsight  signalman,  who 
himself  had  detained  the  engine,  for  which  the  down 
line  had  been  previously  blocked. 

This  does  not,  however,  excuse  the  Longsight 
signalman  in  sending  forward  the  passenger  train 
without  having  got  **  line  clear/'  from  Hyde  Road,  and 
having  received  the  distinct  replies  to  his  telegrams 
relating  to  the  passenger  train. 

The  Longsight  signalman  stated  that  he  did  receive 
the  required  acknowledgments  of  the  detention  of  the 
single  engine,  and  of  the  notice  bell  and  telegram  for 
the  passenger  train.  The  Hyde  Road  signalman  dis- 
tinctly denies  this.  On  this  point  I  am  inclined  to 
believe  the  latter. 

The  detention  of  the  single  engine  by  the  Long- 
sight  signalman,  after  he  had  telegraphed  it  forward, 
was  also  cakmlated  to  teaose  confusion.  The  Hyde 
Road  signalman  appears  to  have  a  very  indistinct 
idea  of  the  meaning  of  the  block  telegraph  system. 
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He  «ffinB€d  that  be  did  not  take  off  tl^e.  block  from 
8.52  a  Jn.  till  dinner  time,  whilst  he  admitted  receiving 
the  single  engine  on  the  line  at  9  a.m.,  and  that  he 
unpinned  bis  needle,  and  thus,  again  took  off  the 
block,  when  be  beard  the  notice  bell  from  Longsight 
for  tbe  8.30  a.m.  down  passenger  train. 

Both  the  Hyde  Boad  and  Longsight  Junction  signal- 
men appear  to  have  worked  their  block  telegraph  instru- 
ments solely  to  expedite  the  traffic  over  the  section  of 
line  between  their  huts,  without  any  reference  to  the 
safety  of  the  trains. 

The  block  system  as  used  by  them  is  no  block  at 
all ;  and  such  will  generally  be  the  case  in  emergencies 
when  the  signalmen  are  not  provided  with  speaking 
instruments  to  tell  each  other  what  they  want,  and 


when    they    use    tbe    block    instruments    for    this 
purpose. 

The  down  road  signal  at  Longsight  Junction  hut 
should  be  worked  by  a  wire  from  Hyde  Road  Junction 
with  a  slot,  so  that  the  Longsight  signalman  could 
not  take  it  off  till  Hyde  Boad  signalman  had  given 
him  permission,  and  the  up  road  signal  at  Hyde  Boad 
Junction  should  be  similarly  worked  from  Longsight 
Junction  hut.  I  recommend,  further,  that  speaking 
instruments  be  provided  in  aJl  the  telegraph  signal 
huts. 

I  have,  &c., 

The  Secretary^  F.  H.  Bioh, 

Board  of  Trade  Lieut,-  Col.,  R.E. 

{Railway  Department). 


A  copy  of  tbe  above  report  was  sent  to  the  company  on  the  7th  December  1869, 


LONDON  AND  NORTH-WESTERN  RAILWAY, 


Railway  Departmenty 
Board  of  Trade^ 
Sir,  Whitehall,  2nd  December  1869. 

I  HAVE  the  honour  to  report,  for  the  information 
of  the  Board  of  Trade,  in  obedience  to  your  minute  of 
the  16th  ult,  the  result  of  my  inquiry  into  the  cir- 
cumstances which  attended  a  collision  that  occurred 
on  the  13th  ult.,  between  a  portion  of  a  coke  train 
and  a  passenger  train,  on  the  Huddersfield  and  Man- 
chester section  of  the  London  and  North- Western 
Railway,  between  Golcar  and  Slaithwaite  stations. 
Three  passengers  complained  at  the  time  of  being 
slightly  hurt ;  the  guard  of  the  passenger  train  was  a 
good  deal  injured,  and  the  breaksman  of  the  coke 
train  was  also  hurt,  while  attempting  to  retard  the 
progress  of  the  coke  waggons  aJter  he  quitted  his 
break  van. 

There  is  a  long  incline  of  upwards  of  seven  miles 
in  length,  commencing  close  to  Huddersfield  station, 
and  rising  to  and  ending  near  the  eastern  end  of 
Stanedge  tunneL  It  varies  in  steepness  from  1  in 
100  to  1  in  1 10,  but  is  principally  on  1  in  105. 

Golcar  station  is  3  miles,  and  Slaithwaite  4^  miles 
from  Huddersfield.  About  August  1866  a  long  siding 
was  constructed  between  these  two  stations,  off  the 
up  line  to  Manchester,  which  siding  is  entered  by  a 
pair  of  back  points  on  the  up  line,  at  an  occupation 
level  crossing  called  Cox's.  The  signalman  at  Cox*s 
siding  is  furnished  with  an  up  distant  signal,  placed 
at  another  occupation  crossing,  called  Low  Westwood, 
880  yards  lower  down  the  incline  towards  Hudders- 
field than  Cox's  crossing  ;  and  the  signalman  at  Low 
Westwood  level  crossing  is  also  provided  with  an  up 
distant  signal  370  yards  still  further  down  the 
incline. 

These  two  men  are  also  supplied  with  gongs  and 
disc  signals  worked  by  wires  into  their  respective 
boxes,  by  which  they  have  all  proper  facilities  for 
protecting  goods  or  dow  trains  from  a  following  fast 
train  while  in  the  act  of  entering  or  leaving  Low 
Westwood  siding. 

Instructions  on  the  subject  were  issued  on  the  7th 
July  1866,by  the  then  superintendent  of  the  district 
(Mr.  Sutton)  as  follows:  '*  On  a  train  stopping  at 
•*  Cox's  crossing  box  for  the  purpose  of  shunting  into 
'^  the  siding,  the  signalman,  after  placing  his  signal 
"  at  *  danger '  to  protect  the  siding,  will  give  two 
"  strokes  of  the  gong  to  the  signalman  at  Low  West- 
"  wood  box,  and  inmiediately  show  by  disc,  *  Up 
"  Main  Ltkb  Blocked.' 

**  The  signalman  at  Low  Westwood,  to  intimate 
**  that  he  is  aware  the  up  main  line  is  blocked,  will 
"  repeat  two  strokes  of  the  gong,  and  work  his  disk 
"  also  to  show  in  Cox's  crossing  box,  '  Up  main  line 
*'  bk)cked.'  Before  working  either  tlie  gong  or  disc, 
**  he  will  place  his  signal  at  '  danger '  to  stop  any 
**  approaching  train." 

No  directions  are  given  whether  the  signalman  at 


Low  Westwood  is  to  take  off  his  up  distant  for  an  up 
train  to  approach  his  crossing  whUe  another  train  is 
in  the  act  of  entering  or  leaving  the  siding,  or  to  keep 
it  on  for  the  purpose  of  bringing  the  up  train  to  a 
stand. 

On  the  morning  of  the  13th  ult.  a  coke  train,  con- 
sisting of  two  engines,  39  waggons,  and  one  break 
van,  left  Copley  Hill,  near  Leeds,  for  Macclesfield, 
at  its  proper  time,  7  o'clock.  It  is  appointed,  in  the 
company's  working  time  tables,  to  shunt  at  Low 
Westwood  siding  for  the  7h.  50m.  a.m.  fast  passenger 
train  from  Leeds  to  Liverpool ;  it  is  marked  to  pass 
Huddersfield  without  stopping  at  8h.  15m.,  but  no 
time  is  given  for  its  arrival  at  Low  Westwood  siding. 
It  is  stated  that  this  train  reached  Heaton  Lodge 
about  7h.  55m.,  stopped  outside  the  junction,  and  pro- 
ceeded at  8h.  Om.  The  time  of  its  leaving  Hudders- 
field is  disputed.  The  driver  and  breaksman  of  the 
train  state  that  it  reached  Huddersfield  about  8h.  15m., 
but  was  stopped  outside  the  station  on  the  viaduct, 
in  consequence  of  a  Lancashire  and  Yorkshire  down 
train  having  to  cross  from  the  one-sided  platform  on 
to  its  proper  line,  when  leaving  the  station.  They 
and  tbe  fireman  assert  that  the  train  left  at  8h.  25m. 
by  the  station  clock.  The  driver  of  the  leading 
engine  says  it  was  8h.  22m.,  and  his  fireman,  between 
8h.  20m.  and  8h.  25m.  The  books  kept  at  the  north 
and  south  ends  of  the  station  show  that  it  passed  at 
81l  21m.,  while  the  inspector  on  duty  says  it  was  only 
8h.  20m.  The  train  is  said  to  have  reached  Low 
Westwood  siding  about  8h.  40m.,  and  when  it  stopped 
for  the  purpose  of  being  shunted  into  the  siding  the 
break  van  and  a  pair  of  wheels  of  the  waggon  next 
to  it  were  below  the  points  leading  into  the  siding. 

The  driver  was,  in  consequence,  signalled  to  go 
ahead,  to  draw  the  break  van  clear  of  the  points,  and 
in  the  act  of  starting,  the  shackle  of  a  North-Eastem 
goods  waggon,  standing  about  the  tenth  from  the  en- 
gine, broke,  and  the  afterpart  of  the  train,  consisting 
of  30  vehicles,  immediately  began  to  run  backwards 
down  the  incline,  although,  according  to  the  breaks- 
man,  he  had  put  on  his  break  when  the  train  stopped, 
and  fastened  it  on  by  a  chain  and  strap. 

It  is  stated  that  sleet  was  falling  at  the  time  ;  that 
there  was  a  tremendous  high  wind,  and  that  the  rails 
were  wet  and  greasy ;  and  when  the  signalman  at 
Cox's  crossing  called  out  that  the  train  had  broken 
loose  and  was  descending,  the  breaksman  says  he  ran 
after  the  train  and  got  into  his  van,  and  tried  to  put 
the  break  harder  on,  but  found  that  he  could  not  do 
so.  He  then  got  out  of  his  van  with  a  spragg,  and 
tried  to  put  it  between  the  spokes  of  the  wheels  of 
two  following  waggons,  but  was  knocked  down  while 
attempting  to  insert  it  in  the  second.  The  fireman  of 
the  train  engine,  the  signalman  at  Cox's  crossing,  and 
a  labourer  employed  in  the  engineer  department  all 
state  that  they  each  put  on  three  of  the  waggon  breaks 
as  the  train  descended,  but  the  run-away  waggons 
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continued  to  descend,  though  apparently  not  at  a  high 
velocity,  until  they  came  in  contact  with  the  7h.  50m. 
a.m.  fast  passenger  train  135  yards  higher  up  the 
incline  than  Low  Westwood  crossing.  The  passenger 
train  having  been  brought  almost,  if  not  quite,  to  a 
standstill,  in  consequence  of  the  up  distant  signal 
standing  close  to  Low  Westwood  crossing,  but  worked 
from  Cox's  crossing,  being  on  at  "danger,"  the 
signalman  at  Low  Westwood  crossing  had  taken  off 
bis  up  distant  signal  to  allow  the  passenger  train  to 
come  up  to  his  crossing,  according  to  his  usual 
practice,  but  he  showed  the  driver  a  red  flag. 

I  have  already  stated  that  Mr.  Sutton's  instructions 
did  not  describe  what  this  signalman  should  do  under 
such  circumstances,  but  I  consider  that,  in  accordance 
with  the  object  for  which  an  up  distant  signal  was 
provided  in  1866,  it  should  not  have  been  taken 
off  for  the  passenger  train  to  pass,  until  the  distant 
Signal  worked  from  Cox's  crossing  showed  "all 
right,"  to  indicate  that  the  coke  train  had  got  into 
the  siding. 

This  7h.  50m.  a.m.  fast  train  consisted  of  an  engine 
and  tender,  four  carriages,  and  one  van  at  the  rear, 
with  a  guard  riding  in  it.  The  train  left  Leeds  one 
minute  late,  arrived  at  Huddersfleld  at  8h.  29m., 
and  left  at  8h.  31m.,  according  to  the  driver  and 
guard ;  but  the  report  signed  by  the  latter,  who  was 
cut  over  the  eye  and  seriously  hurt  in  the  side  and 
back,  states  the  time  of  arrival  to  be  8h.  30m.,  and 
that  of  departure  8h.  32m.  The  inspector  says  it 
left  at  8h.  34m.,  and  the  signalman  at  the  south  end 
of  the  station  at  8h.  35m. 

The  driver  found  the  distant  signal  worked  from 
Cox's  crossing  on  at  "  danger  "  against  him,  and  tried 
to  whistle  it  off,  and  he  observed  the  Low  Westwood 
signalman  exhibit  a  red  flag,  and  perfectly  understood 
that  a  train  was  in  the  act  of  shunting  out  of  the  way 
at  the  siding  above.  But  the  line  a  little  higher  up 
than  Low  Westwood  crossing  curves  to  the  right 
round  the  side  of  a  hiU,  and  the  view  in  front  is,  in 
consequence,  very  limited.  He  says,  he  had  brought 
his  train  to  a  standstill,  and  the  fireman  and  himself 
had  got  off  before  the  collision  took  place.  The  guard 
says  that  it  had  nearly  come  to  a  standstill.  The 
run-away  waggons  continued  to  descend  at  a  speed 
which  is  said  not  to  have  exceeded  seven  or  eight 
miles  an  hour,  until  they  came  in  contact  with  the 
passenger  train  engine  about  750  yards  from  Cox's 
crossing. 

The  effect  of  the  collision  was  to  break  the  buffer 


plank  of  the  passenger  train  engine  ;  to  throw  several 
of  the  waggons  off  the  rails,  rearing  two  of  them  up 
on  their  ends,  damaging  three,  and  fdso  the  break  van. 
The  passenger  train  was  forced  back  some  50  yards 
by  the  shock  of  the  collision,  but  no  vehicles  in  it 
were  thrown  off  the  rails. 

The  primary  cause  of  this  collision  was  the  fracture 
of  the  shackle  of  the  coupling  ;  and  on  examination, 
it  was  found  that  there  was  an  old  facture  in  it,  nearly 
to  the  amount  of  one  half  of  the  whole  sectional  area^ 
which  old  fracture  might  have  been  seen  if  the  shackle 
had  been  cai-efuUy  examined.  The  quaUty  of  the  iroa 
appeared  to  be  very  good. 

The  collision  would  not  have  taken  place  if  the 
company's  regulations  had  been  enforced. 

Rule  No.  127,  page  51  of  the  Regidations  for  1869 
directs  that  "Passenger,  goods»  mineral,  cattle,  or 
"  ballast  trains,  when  appointed  in  the  time  tables  to 
"  shunt  for  following  trains,  or  when,  from  slow 
"  travelling  or  other  circumstances,  they  are  likely  to 
"  be  overtaken  by  a  following  train,  must  be  shunted 
"  at  stations  or  sidings  where  there  are  fixed  signals, 
"  at  least  ten  minutes  before  such  following  train 
«  is  due." 

Now  the  7.50  a.m.  fast  passenger  train  from  Leeds 
to  Liverpool  is  due  at  Huddersfleld  to  arrive  at  8h. 
28m.,  and  to  depart  at  8h.  30m.  I  think  it  is  proved, 
notwithstanding  the  inspector's  statement  to  the  con- 
trary effect,  that  the  coke  train  left  Huddersfleld  not 
earlier  than  8h.  21m.,  as  recorded  in  the  train  time 
books  ;  and,  according  to  my  reading  of  the  above  inile, 
I  hold  that  it  should  have  been  shunted  at  Hudders- 
fleld to  allow  the  passenger  train  to  precede  it  in 
going  up  the  incline,  as  there  was  no  deficiency  of 
accommodation  there. 

There  is  little  use  in  making  regulations  unless  it 
be  determined  to  uphold  them. 

The  signalman  at  Huddersfield  received  no  instruc- 
tions from  the  inspector  on  duty  to  let  the  coke  train 
go,  but  when  the  engine  whistled  he  lowered  the 
signal  for  it  to  proceed. 

The  inspector  states  that  he  had  been  told  by  tele- 
graph that  the  7h.  50m.  train  was  two  minutes  late  at 
Dewsbury.  If  that  was  his  reason  for  permitting  the 
coal  train  to  proceed,  the  driver  of  the  train  should 
have  been  cautioned. 

I  have,  &c.. 
The  Secretary  W.  Yolland, 

{Railway  Department),  Colonel, 

Board  of  Trade. 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  30th  December  1869. 


LONDON  AND  NORTH-WESTERN  RAILWAY. 


Sir,  Manchester,  10  Jan,  1870. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  29th  November,  I  have  the 
honour  to  report,  for  the  information  of  the  Board  of 
Trade,  the  result  of  my  inquiry  into  the  circumstances 
which  attended  the  collision  that  occurred  on  the  25th 
November  at  the  Ditton  station  on  the  London  and 
North-western  Railway. 

Ditton  is  27  miles  from  Manchester,  and  about  10 
miles  from  Liverpool,  on  the  Timperley  and  Garston 
section  of  the  above  railway,  and  it  is  the  site  of  the 
junction  with  the  Runcorn  branch.  The  signals  at  the 
junction-cabin^  east  of  the  station,  are  also  used  for  the 
protection  of  the  station;  the  home-signals  being  at  the 
east  end  of  the  up  passenger  platform,  and  the  distant- 
signal  towards  Widnes  and  Manchester  being  840  yards 
from  the  home-signal.  The  line  is  straight,  and  rises 
slightly  from  Widnes  old  station  to  Ditton  station. 

The  7.50  a.m.  express  passenger  train  from  Man- 
chester to  Liverpool  started  from  the  London  Road  sta- 
tion at  Manchester  punctually  on  the  day  in  question, 
consisting  of  an  engine  and  tender,  six  passenger 
carnages,  and  a  bre^-van,  and  conveying  about  100 


passengers ;  and  left  Widnes,  a  mile  from  Ditton,  at 
9.16,  one  minute  late.  The  morning  was  very  foggy, 
so  much  so  that  in  approaching  Ditton,  the  engine- 
driver  could  not  see  30  yards  ahead  of  him.  He 
approached  the  Ditton  distant-signal  at  a  speed  of 
24  miles  an  hour,  and  was  only  able  to  see,  when  he 
was  almost  under  that  signal,  that  it  was  at  danger. 
He  had  already  shut  off  his  steam,  and  he  imme- 
diately applied  the  tender-break,  put  his  engine  in  mid- 
gear,  and  sanded  the  rails.  As  he  passed  the  distant 
signal  he  saw  close  to  it  a  platelayer,  with  a  red  flag, 
who  was  employed  to  act  as  a  fog-man ;  and  he  passed 
over  two  fog-signals,  also  close  to  the  distant-signal. 
When  he  had  gone  260  yards  beyond  the  distant 
signal,  he  saw  the  breaksman  of  a  goods  train,  who 
called  to  his  flreman  to  jump  off  the  sand-box  in  front 
of  the  engine  on  which  he  was  sitting.  Forty  yards 
further  his  engine  came  into  collision  with  the  break- 
van  of  a  goods  train,  at  a  speed  of  7  or  8  miles  an 
hour,  according  to  his  own  evidence,  or  7  to  10  miles 
an  hour  according  to  that  of  the  guai*d. 

The  buffer-castings  in   front  of  the  engine  were 
broken,  and  the  end  of  the  bufler-plank  was  splintered. 
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But  neither  the  engine,  nor  any  of  the  carriages,  nor 
the  van,  were  thrown  off  the  rails.  The  carriages 
were  only  slightly  damaged  as  regarded  their  buffers. 
Up  to  the  present  time  eight  passengers  have  com- 
plained of  injury. 

The  goods  train  which  stood  thus  in  the  way  on 
the  main  line,  was  a  Great  Northern  train,  which 
had  come  from  London,  and  left  Grodley  junction, 
32  miles  from  Ditton,  about  6.45  a.m.  After  stopping 
at  Woodley,  it  left  Stockport,  26  miles  from  Ditton, 
about  7.20,  ten  minutes  late.  It  reached  Ditton, 
where  it  was  not  due  to  stop,  at  8.58  ;  and  after  being 
stopped  by  the  distant-signal  and  one  fog  signal,  the 
engine-driver  drew  within  the  distant-signal,  and 
brought  his  train  to  a  stand,  with  his  engine  close 
behind  the  break- van  of  a  train  which  he  found  at  the 
station,  and  with  the  break-van  of  his  own  train  300 
yards  within  the  distant-signal. 

The  goods  guard,  knowing  that  there  was  a  fog- 
man,  whom  he  had  seen  in  passing,  near  the  distant 
signal,  out  for  his  protection,  expecting  that  his  train 
would  go  forward  immediately,  and  fearing  to  be  left 
behind  when  it  did  so,  remained  in  his  break-van. 
The  first  notice  that  he  had  of  the  approach  of  the 
passenger  train  was  from  hearing  the  explosion  of  two 
fog  signals.  He  then  jumped  out  of  his  van,  and 
concluding  from  the  noise  of  the  approaching  pas- 
senger train  that  it  was  not  likely  to  stop,  he  ran 
back,  and  shouted  by  way  of  giving  an  additional 
warning  to  the  engine  driver.  He  had  not  got  more 
than  20  yards,  however,  from  his  van,  before  the 
passenger  train  passed  him,  and  the  collision  occurred 
as  above  described.  He  thought  that  the  passenger 
train  passed  him  at  a  speed  of  ^*  at  least  8  to  10  mUes 
an  hour." 

The  break-van  was  knocked  off  the  rails,  and  its 
end  was  smashed  in.  One  waggon  was  also  knocked 
off  the  rails,  and  its  end  was  similarly  damaged,  as 
well  ai3  the  ends  of  two  other  waggons.  No  one  with 
the  goods  train  was  injured. 

In  this  case,  the  engine-driver  of  the  London  and 
North-western  passenger  train  had  300  yards  in 
which  to  slacken  his  speed,  between  the  distant- 
signal,  with  the  fog-man  and  two  fog-signals  near  it, 
and  the  point  of  collision.  The  passenger  guard, 
though  he  heard  no  whistle  from  the  engine,  applied 
his  break  in  passing  the  distant-signal.  He  was 
unable,  on  account  of  the  fog,  to  see  the  condition  of 
that  signal,  and  he  did  not  hear  the  fog  signals  explode, 
but  he  appued  his  break  as  a  matter  of  precaution, 
and  according  to  his  usual  custom,  in  passing  the 
distant-signal,  with  a  view  to  pulling  up  at  the 
station  where  his  train  was  due  to  stop. 

The  en^e-driver  excuses  himself  for  not  having 
sooner  reversed  his  engine  by  saying  that  seeing  only 
the  distant-signal  at  danger,  and  hearing  only  two 
fog-signals,  and  not  being  warned  by  violent  waving 
or  by  a  greater  number  of  fog  si^ials,  and  having 
heard  from  the  station-master  at  Widnes  that  the  pre- 
vious train  had  been  gone  25  minutes,  he  did  not  think 
that  there  was  likely  to  be  any  obstruction  at  the  sta- 
tion so  near  to  the  distant  signal  on  the  east  of  the 
home  signal  and  the  passenger  platform.  He  there- 
fore contented  himself  by  placing  his  reversing-lever 
in  mid-gear  only,  and  he  did  not  place  it  in  backward 
gear,  and  apply  his  steam, — by  which  he  might  further 
have  reduc^  his  speed,  if,  indeed,  he  could  not  also  have 
avoided  the  collision, — until  he  saw,  at  40  yards  from 
the  goods  van,  the  guai-d  of  the  goods  train  20  yards 
from  that  van.     His  fireman  was  on  the  sand-box  all 


the  way  from  Widnes,  the  rails  having  been  in  a  very 
slippery  state.  The  engine  was  a  single  engine,  with 
driving  wheels  5  ft.  6  in.  in  diameter,  and  leading  and 
trailing  wheds  3  ft.  6  in,  in  diameter.  The  diameter  of 
the  cylinders  was  15^  ins.,  with  a  stroke  of  20  inches. 

The  goods  train  was  standing  for  17  minutes  in  the 
pK>sition  above  described,  300  yards  within  the  distant 
signal,  before  the  collision  occurred ;  and  the  Great 
Northern  goods  guard  relied,  as  above  stated,  during 
the  whole  of  that  time,  on  the  protection  of  the  distant 
signal  and  the  fog-man  near  it. 

Rule  268,  at  page  97  of  the  London  and  North- 
western Company's  printed  regulations,  provides  thai, 
"  In  cases  where  trains  are  stopped  outside  the  main 
"  signal  and  within  the  distant-signal,  guards  and 
**  breaksmen  must  not  consider  their  ti'ains  protected 
"  by  the  distant-signal,  unless  they  are  well  covered 
^*  by  it,  but  they  must  go  back,  and  protect  theii  trains, 
"  as  directed  by  Rule  38."  And  Rule  38  provides  for 
the  guards  proceeding,  in  cases  of  irregular  or  acci- 
dental stoppage,  1,200  yards  to  the  rear  of  their  trains. 
It  is  not  easy  to  ascertain  or  to  define  precisely  the 
number  of  yards  indicated  by  the  expression  "  well 
covered  by  the  distant-signal,"  but  upon  the  interpre- 
tation of  that  expression  hinges  the  question  as  to 
whether  the  Great  Northern  guard  ought,  under  the 
above  rule,  to  have  gone  back  to  protect  his  train. 

The  fog-man  who  was  on  duty  at  the  distant-signal 
when  the  two  trains  passed  it,  had  been  working  at  the 
same  post  from  11  o'clock  on  the  previous  night.  He 
had  also  been  doing  his  regular  duty  as  a  platelayer 
from  7  a.m.  till  5  p.m.  on  the  previous  day.  He  had 
thus  been  working  for  21  hours,  with  six  hours  of  rest 
between  his  10  houi*s  of  day-work  and  his  1 1  hours  of 
night-work,  and  he  did  his  day's  work  the  next  day 
as  usual.  As  fog-man,  he  was  guided  simply  by  the 
distant-signal, — applying  fog  signab  to  the  rails,  and 
leaving  them  down  while  the  signal  was  in  its  normal 
position  of  danger, — and  taking  them  off  again  when  it 
was  tuiTied  to  caution,  from  time  to  time,  to  allow  a 
train  to  pass.  He  was  not,  of  course,  aware,  while  the 
fog  was  so  thick,  how  far  any  obstruction  might  be 
from  him  within  the  distant-signal. 

There  was  no  system  of  telegraph  working  on  this 
part  of  the  line  when  the  accident  occurred,  but  the 
permissive  train-telegraph  system  has  since  been  intro 
duced  between  the  Ditton  junction  and  the  Widnes 
deviation  junction,  as  well  as  from  the  latter  junction 
for  3^  miles  towards  Manchester  ;  and  it  is  in  process 
of  extension  towards  Liverpool.  If  that  system  had 
been  in  force  the  collision  might  have  been  avoided, 
inasmuch  as  the  engine  driver  would,  no  doubt,  have 
been  checked  at  the  Widnes  deviation  junction,  about 
a  mile  from  the  Ditton  junction,  and  would  there  have 
been  informed  that  a  train  was  in  front  of  him  which 
had  not  passed  Ditton  junction  ;  and  he  would  pro- 
bably, after  such  a  warning,  have  approached  the 
Ditton  distant-signal  with  gieater  caution.  There 
ai*e  now  75  trains  passing  Ditton  in  each  direction 
on  this  line  during  the  24  hours,  and  although 
the  gradients  are  not  severe,  nor  the  obstructions 
to  view,  except  in  the  neighbourhood  of  War- 
rington, serious,  yet  it  would  in  my  opinion  be 
better  if  the  absolute  block,  rather  than  the  permissive 
train-telegraph  system,  were  to  be  adopted  for  the 
security  of  the  traffic. 

I  have,  &c. 
The  Secretary,  H.  W.  Tyixu. 

Railway  Department^ 
Board  of  Trade, 


A  copy  of  the. above  report  was  sent  to  the  Great  Northern  and  the  London  and  North- Western  Railway 

Companies  on  the  27th  January  1870* 
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LONDON  AND  NOBTH-WESTERN  RAILWAY. 


Board  ef  Trade, 
SiB^  21th  December  1869. 

In  compliance  with  the  instructioDS  contained 
in  your  minute  of  the  15th  inst,  I  have  the  honour  to 
report,  for  the  information  of  the  Board  of  Trade,  the 
result  of  my  inquiry  into  the  circumstances  which 
attended  the  collision  that  occurred  on  the  7th  inst. 
at  Wigan  station  on  the  London  and  North-western 
Bailway. 

One  passenger  is  reported  to  have  complained  of 
heing  shaken. 

On  the  night  of  the  7th  inst.  17  cattle  trucks  and 
goods  waggons  were  pushed  hy  an  engine  and  tender 
from  the  goods  yard  at  the  south  side  of  Wi^an 
station,  through  the  station,  with  the  view  of  placing 
tliese  trucks  and  waggons  in  a  siding  at  the  west  side 
of  the  station,  so  as  to  he  taken  on  by  one  of  the 
goods  trains  proceeding  to  the  north. 

In  order  to  reach  this  siding  at  the  west  side  of 
Wigan  station,  the  waggons,  after  being  pushed 
through  the  station  on  the  down  line  of  rails,  were 
pulled  back  and  brought  to  the  siding  by  a  cross-over 
road  at  the  north  side  of  Wigan  station. 

The  railway  at  the  north  side  of  the  station  is  on  a 
gradient  of  one  in  330,  rising  towards  the  north  ;  the 
gradient  in  the  station  and  to  the  south  falls  one  in 
100  tQwards  Newton  Bridge. 

It  appears  that  three  cattle  waggons  at  the  north 
end  of  th§  train  of  waggons  became  unhooke<l  from 
the  rest,  when  the  engine  was  reversed  froih  pushing 
them  up  the  gradient  to  pulling  them  back  into  the 
station. 

The  yard  shunter,  who,  according  to  the  company's 
rules,  was  riding  on  the  leading  waggon  when  the  lot 
were  being  pushed  northward  through  the  station, 
jumped  off  when  he  reached  the  north  end  of  the 
station  platform,  as  he  saw  a  train  of  empty  passenger 
carriages  and  a  van  in  the  west  siding  which  required 
to  be  eased  down  the  incline  southwards,  to  make 
room  for  the  goods  and  cattle  waggons  being  placed 
there. 

The  shunter's  duty  was  to  remain  on  the  leading 
waggon  (which  would  become  the  tail  waggon  when 
the  engine  was  reversed)  until  the  shunting  operation 
was  completed,  but  he  thought  that  moving  the  empty 
coaches  was  the  more  ditficult  operation,  and  he 
therefore  jumped  off  to  do  this  work.  He  asked  the 
yard  watchman  who  was  standing  close  by,  taking  the 
numbers  of  the  waggons,  and  whose  duty  it  was  to 
assist  the  shunter  in  the  yard  work,  to  stand  by  and 


signal  to  him  when  the  waggons  were  pulled  back 
into  the  siding  clear  of  the  main  line,  so  that  he 
might  know  how  far  it  was  necessary  to  ease  the 
carriages  down  the  incline  to  make  room  for  the 
waggons. 

The  watchman  did  not  take  the  shunter's  place  on 
the  leading  waggon,  nor  did  the  shunter  tell  him  to 
do  so. 

The  points  of  the  cross-over  road  ^by  which  the 
train  was  to  be  shunted  into  the  west  siding  were 
worked  by  a  signalman  stationed  in  a  hut  close  by  the 
point  at  the  north  side  of  the  station. 

This  shunting  operation  was  made  about  8.45  p.m. 
The  night  was  dark.  Neither  the  shunter,  watch- 
man, or  signalman  observed  that  the  waggons  had 
become  detached  and  remained  standing  on  the  main 
down  line  about  180  yards  to  the  north  of  Wigan 
station. 

The  7.30  p.m.  'train  from  Liverpool,  which  con- 
sisted of  an  engine  and  tender,  two  composites,  one 
third,  a  guards'  van  with  a  guard,  an  empty  third 
class  carriole,  and  two  carriage  trucks,  coupled  in  the 
order  given,  arrived  at  Wigan  at  8.59  p.m.  It  left 
Wigan  for  Preston  at  9.1  p.m.  The  down  signal  [at 
the  north  side  of  the  station  was  "  all  right "  for  it  to 
proceed  ;  and  the  train  had  attained  a  speed  of  about 
nine  miles  an  hour,  when  the  engine  struck  the  three 
cattle  trucks  that  were  standing  on  the  down  rails, 
and  drove  them  forward  400  yards.  The  driver  of 
the  passenger  train  did  not  observe  the  cattle  trucks 
till  he  was  within  about  an  engine's  length  of  them. 
He  had  only  time  to  shut  off  steam,  and  he  got  on  his 
tender  break  as  his  engine  struck  the  waggons. 
The  passenger  train  only  moved  about  20  yards 
forward  beyond  the  point  of  collision.  Neither  the 
engine,  tender,  passenger  carriages,  or  cattle  trucks 
were  thrown  off  the  rails,  but  one  of  the  latter  and 
the  engine  were  slightly  damaged.  The  passenger 
train  proceeded  on  its  journey  about  12  minutes  after 
the  collision. 

The  accident  was  caused  by  the  shunter  not  re- 
maining on  the  last  waggon  of  the  train,  and  by  his 
neglecting  to  double  shackle  the  cattle  waggons,  as  he 
should  have  done. 

I  have,  &c 

F.  H.  Rich, 
The  Secretary  J  Lieut,- CoL  Royal  Engineers. 

Railway  Department, 
Board  of  Trade. 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  18th  January  1870. 


LONDON  AND  NORTH-WESTERN  RAILWAY. 


8iK,  Manchester,  10  Jan.  1870. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  21st  December,  I  have  the 
honour  to  report,  for  the  information  of  the  Board  of 
Trade,  the  result  of  my  inquiry  into  the  circumstances 
which  attended  the  collision  that  occurred  on  the 
17th  December  between  Greenfield  and  Mossley  on 
the  London  and  North-western  Railway. 

The  Greenfield  and  Mossley  stations  are  2\  miles 
apart,  on  the  line  from  Huddersfield  to  Manchester ; 
and  this  section  of  railway,  for  two  miles,  from  Green- 
field to  Roughtown  crossing,  has  beewworked  since  the 
10th  of  December  on  what  has  been  called  the  per- 
missive block,  but  which,  not  being  a  block,  is  better 
named  the  permissive  train-telegraph  «ystenir 
is  a  falling  gradient  towards  Mossley  of  1  in  125,  and 
the  line  is  much  curved. 

On  the  17th  December,  the  3  p.m.  passenger  train 
from  Leeds  to  Manchester  left  Greenfield  at  4.38, 


eight  minutes  late,  consisting  of  an  engine  and  tender, 
fiYQ  caiTiages,  and  two  break-vans.  The  engine 
driver  found  the  signals  at  Greenfield  junction,  150 
yards  west  of  Greenfield  station,  at  all  right,  and  ran 
forward  in  due  course  towards  Mossley.  When  within 
a  mile  of  the  Roughtown  crossing  distant- signal,  he 
noticed,  while  travelling  at  a  speed  of  about  30  miles 
an  hour,  that  the  distant-signal  was  at  all  right.  After 
travelling  at  an  increased  speed  for  a  quarter  oi  a 
mile  ftirther,  he  saw,  in  rounding  a  curve,  first  a  red 
light  on  the  right,  then  one  at  the  tail,  and  next  one 
on  the  left  of  a  goods-van  in  a  cutting  before  him. 
He  at  once  shut  off  his  steam,  whistled  for  the  breaks, 
reversed  his  engine,  and  re-applied  his  steam,  whilst 
fireman  screwed  on  his  tender  break ;  and  they 
thenDpen^  their  sand  boxes.  In  running  254  yards 
from  the  polst  at  which  he  first  sighted  the  red  lights 
on  the  goods  tisf  in>  h©  thus  reduced  his  speed  from 
35  to  15  miles  aris^our,  before  he  struck  the  van  of  a 
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goods  train  in  front  of  him.  He  heaard  no  fog-Bignal, 
and  had  no  warning  of  any  sort,  until  he  sighted  the 
lights  at  the  tail  of  the  goods  train  as  above  described; 
bot  he  saw  the  goods  guard  waving  a  hand-lamp  from 
liis  van  when  he  was  within  about  60  yards  of  it,  and 
lie  saw  him  jump  out  of  the  van  just  before  he  struck 
it  with  his  engine. 

The  engine  of  the  passenger  train  was  considerably 
damaged.  The  buffer-plank  and  both  buffers  were 
broken,  the  framing  was  bent  and  broken,  and  the 
gibs  and  cotters  of  the  small  ends  of  both  connecting 
rods  were  broken.  Neither  engine,  tender,  nor  any 
of  the  vehicles  of  the  passenger  train  were  thrown  off 
the  rmls.  Two  of  the  carriage  bodies  were  slightly 
shifted  on  their  framings,  but  the  carriages  sustained 
otherwise  very  little  damage.  Altogether,  20  passen- 
gers out  of  about  170  have  complained  of  injury. 

The  goods  train  which  was  thus  in  the  way  of  the 
passenger  train  on  the  main  line,  left  Leeds  at 
12.30  p.m.,  15  minutes  late,  and  Copley  Hill,  a  mile 
from  Leeds,  at  1.40,  an  hour  and  ten  minutes  late. 
It  was  detained  at  Copley  Hill  by  extra  shunting, 
and  by  a  North-eastern  goods  train,  which  was  in 
front  of  it.  In  running  towards  Greenfield  the 
engine  driver,  having  a  through  load,  and  not  being 
obliged  to  stop  at  intermediate  stations,  nearly  made 
up  his  time  again;  and  he  passed  Greenfield,  after 
having  been  (decked  at  the  distant-signal,  at  4.20, 
10  minutes  late.  In  running,  as  he  estimates  it,  at 
12  to  15  miles  an  hour,  but  probably  at  higher  speed, 
he  observed  that  the  engine  struck  a  platelayer,  about 
150  yards  west  of  the  junction  signal-cabin.  The 
platelayer  was  walking  in  the  6-foot  intermediate  space, 
with  his  back  to  the  train ;  and  when  the  fireman 
opened  the  whistle  to  warn  him  of  his  danger,  he  jumped, 
unfortunately,  into  the  way  of  the  train,  in  place 
of  taking  refuge  on  the  other  hne  of  rails.  The  engine 
driver  was  not  able  to  see  whether  the  platelayer  fell 
between  the  rails  or  in  the  intermediate  space,  and  he 
accordingly  brought  his  train  to  a  stand,  after  running 
rather  more  than  a  mUe,  with  the  break- van  just  within 
the  distance-post  marked  as  31^  miles  from  Leeds. 
Fearing  that  the  platelayer  who  had  been  knocked 
down  might,  if  he  had  survived,  receive  further  in- 
jury from  a  following  train,  the  engine-driver  jumped 
off  his  engine,  and  ran  back  towards  Greenfield, 
leaviog  his  fireman  in  charge  of  the  engine.  The 
engine-driver  got  back  past  the  van  before  the  train 
came  to  a  stand;  and  after  asking  the  guard  why  he  bad 
not  applied  his  break  previously,  in  obedience  to  the 
engine  whistle,  he  directed  him  at  once  to  apply  it.  The 
guard,  who  had  applied  his  break  in  the  first  instance, 
and  had  taken  it  off  again,  in  ignorance  of  what  had 
occurred,  and  under  the  impression  that  the  speed 
was  only  sufficient  for  running  forward  to  Mosley 
station,  then  turned  his  break  on  again;  and,  dropping 
from  his  van  he  followed  the  engine-driver  towards 
Greenfield. 

The  engine-driver  went  back  to  a  platelayer's  cabin, 
about  150  yards  west  of  the  Greenfield  junction  cabin  ; 
and,  finding  a  foreman  and  another  platelayer  neai*  it,  he 
requested  them  to  go  back  to  the  station,  to  report  what 
had  occurred,  and  to  go  in  search  also  of  the  injured 
platelayer.  He  then  returned  towards  his  train,  and 
he  met  his  guard,  on  his  way,  near  the  Royal  George 
siding,  about  600  yards  in  the  rear  of  his  train.  The 
guard  learnt  then,  for  the  first  time,  the  reason  why 
the  engine-driver  had  stopped  the  train  and  gone  back 
towards  Greenfield.  He  had,  he  states,  already  placed 
two  fog-signals  on  the  rails,  and  he  had  four  more  in 
his  pocket.  There  is  no  doubt  that  he  had  fog-signals 
in  his  van,  but  it  is  a  question  whether  he  took 
any  with  him  along  the  line.  No  fog  signal  was 
heard  to  explode,  nor  was  any  exploded  signal  found 
after  the  collision.  He  adds,  however,  that  he  took 
up  the  fog-signal  he  had  placed  on  the  rails  nearer  to 
his  train,  as  he  returned  to  it ;  but  that  he  left  on  the 
rail  the  fog-signal  he  had  placed  on  it  near  the  Royal 
Gkorge  siding.  The  engine  driver  asserts  that  he 
twice  directed  the  guard  to  place  fbg  signals  on  the 
rails  near  the  Royal  George  siding,  but  the  guard 


denies  that  the  engine-driver  said  anythiog  of  the 
sort  to  him. 

The  regulations  of  the  company  require  that  the 
guard  should,  in  such  a  case,  "  go  back  1,200  yards 
**  with  danger  signals,  to  stop  any  coming  engine  or 
^^  train,  and  should,  in  addition  to  his  hand  signals, 
"  take  detonators,"  and  further  that,  at  **  every  inter'^ 
**  val  of  300  yardis  he  must  place  upon  one  of  the  rails 
"  of  the  line  on  which  the  stoppage  has  happened  one 
*'  of  the  detonators  ;  and  on  arriving  at  the  distance 
**  of  1,200  yards  he  must  place  one  detonator  upon 
'^  each  rail,  and  opposite  each  other,  so  as  to  make 
"  one  report,  to  check  any  approaching  engine  or 
"  train,  when  he  will  return  (picking  up  the  inter^ 
"  mediate  detonator),  and  conspicuously  show  bis  hand 
"  danger  signal  to  within  600  yards  of  the  stoppage, 
**  where  he  will  continue  to  show  his  danger  signal 
"  until  the  obstruction  is  removed  and  safety  ensured, 
"  when  he  will  return  to  his  train,  and  remove  the 
**  remaining  detonators,  except  the  two  which  he 
<*  placed  at  the  1,200  yards." 

The  guard  excuses  himself  for  not  having  rigidly 
carried  out  the  above  regulations,  by  saying  that  he 
met  the  engine-driver  on  his  return  before  he  had  got 
out  to  the  foil  distance  of  1,200  yards,  or  gone  more 
than  about  800  yards  from  his  van.  And  he  states 
that  he  heard  from  the  engine-driver  of  his  having 
warned  the  platelayers  near  Greenfield  to  remove  the 
injured  platelayer,  and  lo  stop  the  passenger  train. 
The  engine-driver,  on  the  other  hand,  denies  positively 
that  he  gave  any  information  of  this  description  to  the 
guard.  Be  that  as  it  may,  the  engine-driver  rejoined 
his  engine,  and  had  got  his  train  into  motion,  and  was 
moving  forward  at  four  or  five  miles  an  hour  when 
the  collision  occurred ;  while  the  guard  waited,  he 
says,  near  the  Royal  G^eorge  siding,  until  he  saw  his 
train  moving  forward,  and  then  ran  towards  it  to 
rejoin  it.  He  saw  the  passenger  train  following  after 
he  had  been  in  his  van  for  a  minute  and  a  half,  and  he 
then  took  off  his  break,  waved  his  hand-lamp,  and 
jumped  out  of  the  van  again  just  in  time  to  avoid  the 
effects  of  the  collision. 

The  van  was  not  much  damaged,  but  mounted  on  a 
waggon  of  pig-iron  in  front  of  it.  The  loadings  of  the 
waggons  were,  in  some  instances,  displaced,  but  none 
of  the  waggons  were  thrown  off  the  rails,  and  the 
whole  35  travelled  forward  to  their  respective  desti- 
nations after  the  collision. 

The  platelayers  who  were  at  the  cabin  near  Green- 
field junction,  after  hearing  from  the  engine-driver 
that  one  of  their  gang  had  been  knocked  down  by  the 
goods  engine,  went  towards  Greenfield  in  search  of  him. 
The  foreman  found  him,  with  his  shoulder  broken, 
near  the  junction,  where  he  was  already  being  assisted 
by  another  platelayer ;  while  the  second  platelayer, 
who  had  been  with  the  foreman,  went  to  a  ground 
pointsman,  100  yards  from  the  junction  cabin,  and  told 
him  that,  as  the  driver  of  tf  goods  train  had  been  back, 
he  supposed  the  goods  train  was  standing  on  the  line 
below,  and  that  he,  the  pointsman,  had  better,  there- 
fore, warn  the  driver  of  any  passing  train,  and  see 
the  driver  of  the  express,  and  give  him  a  signal. 

The  ground-pointsman  not  only  heard  thus  from 
the  platelayer  of  the  man  having  been  knocked  down 
by  the  goods  train,  but  he  also  saw  the  poor  man 
after  his  removal.  He  admits  having  heai'd  that 
the  goods  driver  had  been  back  to  look  after  the  in- 
jured man,  and  having  been  told  by  the  platelayer  to 
warn  the  driver  of  the  express  train.  But  he  states 
that  he  was  engaged  for  10  minutes  afterwards  in 
shunting  operations  with  a  train  from  Oldham,  and 
that  he  was  behind  the  Oldham  engine  when  the 
express  passenger  train  passed  him.  He  was  thus 
prevented  from  cautioning  the  engine-driver  of  that 
train  ;  and  he  had  not,  for  the  same  reason,  told  the 
junction  signalman,  who  was,  however,  within  80  yards 
of  him,  of  the  necessity  for  warning  that  engine- 
driver. 

The  goods  train  passed  the  Greenfield  junction 
cabin  at  4.20,  and  the  express  passenger  train  at 
4.40.    Working  in  conformity   with  the  permissive 
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train-telegraph  r^gulationB,  the  signalman  at  the 
Roughtown  crossing  kept  his  needle,  and  the  needle 
in  the  cabin  at  Greenfield  junction,  at  « ti-ain  on  line," 
while  the  goods  train  was  standing  between  the  two 
cabins,  and  because  that  train  had  not  passed  the 
Boughtown  crossing  cabin.  It  was  the  duty  of  the 
Greenfield  signalman,  therefore,  to  have  given  a  warn- 
ing with  green  lights  from  his  fixed  signal  and  hand- 
lamp,  to  the  driver  of  the  passenger  train;  but,  on 
seeing  the  passenger  train  starting  from  the  Greenfield 
station  and  approaching  his  cabin,  he  forgot,  so  long 
a  time  having  elapsed,  that  the  line  had  not  been 
cleared,  and  he  simply  lowered  his  semaphore  signal 
(which  will  not  go  to  "all  right")  to  ** caution,"  to 
authorize  the  engine-driver  to  proceed — ^without  giving 
the  additional  green  light  from  his  hand-lamp,  which 
would,  under  the  regulations,  have  indicated  to  him 
that  there  was  a  train  on  the  length  in  front  of  him, 
and  within,  at  all  events,  two  miles  of  him.  This 
signalman  had  been  four  years  in  the  service  on  simi- 
lar duties,  and  had  been  12  months  at  Greenfield.  He 
had  worked  the  absolute  block  system  for  four  years 
at  the  Staleybridge  tunnel  and  on  the  Oldham  line, 
but  had  not  been  working  the  permissive  system  more 
than  a  fortnight  in  learning  it,  and  one  week  in 
carrying  it  out  in  practice. 

This  collision  resulted  from  a  combination  of  cir- 
cumstances. No  blame  can  be  attached  to  the  engine 
driver  of  the  goods  train  for  bringing  his  train  to  a  stand, 
and  running  back,  as  he  did,  with  great  activity,  in  the 
hope  of  saving  the  platelayer  who  had  been  knocked 
down  by  his  engine  from  further  injury.  He  did  not 
forget  to  instruct  the  platelayers  whom  he  met  near 
Greenfield  to  warn  following  trains.  He,  no  doubt, 
speaks  the  truth,  when  he  states  that  he  told  his  less 
active  guard  to  place  fog-signals  on  the  rails ;  and  he 
must  be  excused  for  stopping  his  train  at  the  earliest 
moment,  instead  of  running  a  little  further  forward  to 
place  it  under  the  protection  of  fixed  signals,  which 


he  might,  in  a  less  urgent  case,  be  expected  to  kavd 
done.  The  goods  guiurd,  who  did  not  see  the  plate- 
layer knocked  down,  or  know,  in  the  first  instance, 
the  cause  of  the  stoppage,  ought  to  have  taken  fog 
signab  back  with  him,  and  to  have  taken  better 
measures  himself,  in  place  of  trusting  to  what  he  sup- 
posed the  engine  driver  had  done  for  the  protection 
of  his  train.  Neither  the  platelayer,  who  commoni- 
cated  with  the  ground-pointsman,  nor  the  pointsman 
himself,  were  as  zealous  as  they  might  have  been.  By 
communicating  with  the  junction  signalman,  or  by 
giving  warning  directly  and  distinctly  to  the  engine 
driver  of  the  express  train,  they  might  possibly  have 
prevented  the  collision  from  occurring.  The  signal- 
man, himself,  admits  frankly  his  forget^ness  in  not 
exhibiting  a  green  light  from  his  hand-lamp,  in 
obedience  to  his  train-telegraph  regulations. 

But  this  caution  signal  from  his  hand-lamp  was  all 
that  he  omitted,  and  it  is  a  question  whether  that 
alone  would  have  been  sufficient  to  prevent  the  acci- 
dent Admitting  that  the  other  servants  of  the  com- 
pany might  have  been  expected  to  be  more  active  or 
zealous  in  protecting  the  goods  train,  or  in  warning 
the  engine-driver  of  the  passenger  train,  still  the  whole 
case  rather  tends  to  the  conclusion  that  the  absolute 
block  system  would  be  more  effective  in  this  or  other 
cases  of  accidental  stoppage  than  the  permissive  train- 
telegraph  system.  And,  having  regard  to  this  par* 
ticular  line,  on  which  49  trains  pass  within  the  24 
hours  in  each  direction,  where  the  gradients  are 
severe,  the  curves  ai^e  frequent,  and  the  view  is  much 
obstructed,  I  consider  that  the  London  and  North- 
western Company  would  adopt  the  block  with  greats 
advantage  than  the  permissive  system. 

I  have,  &c.. 
The  Secretary,  H.  W.  Tyler. 

Railway  Department, 
Board  of  Trade. 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  3 1st  January  1870. 


LONDON  AND  NORTH-WESTERN  RAILWAY. 


1,  WhiUhall, 
Sir,  29M  January  1870. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  23rd  ultimo,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  my  inquiry  into  the  circumstances  attend- 
ing a  collision  which  occurred  at  Wan*ington  low-level 
station  on  the  London  and  North-western  Railway  on 
the  18th  ultimo. 

Fourteen  passengers  are  returned  as  having  been 
shaken  and  bruised  by  the. collision. 

Warrington  low-level  station  is  situated  on  the  line 
between  Liverpool  and  Manchester,  vi&  Widnes  and 
Broadheath,  the  next  stations  west  and  east  of  it  being 
Sankey  Bridge  and  Latchford.  Close  to  the  east  end  of 
the  station  there  is  a  level  crossing  called  *'  Slutcher's 
Lane,"  and  about  600  yards  west  of  this  crossing  there 
is  another  called  **  Crosfield's  ;"  the  signalmen  at  these 
two  crossings  have  a  gong  communication  with  each 
other,  and  regulate  the  traffic  in  and  out  of  the  station. 
In  consequence  of  the  density  of  the  traffic,  and  the 
obstructed  view  of  the  line  between  "  Crosfield's  '*  cross- 
ing and  the  station,  the  portion  of  the  line  between 
*^  Slutcher's  Lane  "  and  "  Crosfield's  "  cabins  is 
worked,  by  means  of  the  gongs,  on  a  species  of 
block  system,  which  is  continu^  from  "  Slutcher's 
Lane  "  cabin  to  the  next  one,  nearly  half  a  mile  distant 
in  the  Manchester  direction.  Between  "  Crosfield's  " 
cabin  and  Sankey  Bridge,  in  the  Liverpool  direction, 
the  Une  is  worked  by  train  telegraph.  One  of  the 
rules  for  the  guidance  of  the  signalmen  in  the  cabins 
east  and  west  of  the  station  is  that  "  in  the  case  of 
line  blocked  being  given  "  (four  strokes  of  the  gong), 
in  reply  to  passenger  or  goods  train  approaching  (two 


or  three  strokes  of  the  gong),  "  any  approaching  train 
*^  or  engine  must  be  brought  to  a  stand  and  cautioned, 
♦*  in  accordance  with  Rule  No.  181.  of  the  company's 
"  regulations."  I  am,  however,  informed  that,  in 
practice,  this  rule  is  so  far  supplemented  that  no  train 
is  allowed  to  pass  "  Crosfield's  "  cabin,  when  going  in 
the  Manchester  (or  up)  direction,  or  "  Slutcher's  Lane  " 
cabin  in  the  Liverpool  (or  down)  direction,  while  a 
passenger  train  is  standing  at  the  station  on  the  up  or 
down  lines  respectively.  The  signalman  at  '<  Slutcher's 
Lane  "  has  two  home  signals  and  an  up  distant  signal 
on  the  home  signal  post  at  "Crosfield's"  cabin,  the 
signalman  at  the  latter  having  also  two  home  signals 
and  an  up  distant  signal.  The  normal  position  of 
these  signals  is,  according  to  the  special  rules,  to  be 
at  danger,  and  they  are  only  to  be  lowered  for  the 
passing  of  trains.  From  "  Crosfield's  "  cabin  up  to  the 
west  end  of  the  station  the  line  faUs  at  1  in  220  and 
1  in  152,  whence  it  rises  up  to  "  Slutcher's  Lane  " 
at  1  in  94. 

On  the  morning  of  the  18th  December,  at  about 
9.45,  Nichols,  the  signalman  at  "  Crosfield's "  cabin, 
passed  on  to  Francis,  the  signalman  at  ^'  Slutcher's 
Lane "  cabin,  by  two  beats  of  his  gong,  the  signal 
that  a  passenger  train  fiom  Liverpool  to  Manchester, 
due  at  Warrington  at  9.46,  was  approaching  the 
station.  Fmncis'  up  distant  signal  was  at  this  time 
off,  and  he  stated  that  he  was  in  the  habit  of  keeping 
it  so  (thus  departing  from  the  rule  relating  to  these 
signals)  when  the  up  line  between  Nichols  and  him 
was  unoccupied,  unless  a  train  was  signalled  forward 
to  him  while  Hliunting  was  going  on  between  him  and 
the  next  block  station  eastward,  when  he  would  put 
this  signal  to  danger.    He  replied  to  Nichols  by  one 
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beat  of  his  gong,  meaning  ^^  line  dear,"  and,  as  soon  as 
he  saw  the  engine  of  the  passenger  ti*ain  coming  round 
the  carve  into  the  station,  put  his  up  distant  signal  to 
danger,  and  blocked  the  up  line  by  giving  Nichols 
four  beats  of  his  gong.  The  passenger  train,  which 
consisted  of  engine,  tender,  two  third  class,  one  second 
class,  two  composite  carriages,  and  a  guard's  break 
van,  then  drew  up  to  the  platform  at  9.46  (coiTect 
timeX  where  it  had  to  remain  till  10  o'clock. 

As  the  passenger  tram  was  passing  Nichols'  cabin 
a  goods-train  was  being  signalled  forward  to  him  fVom 
Siuikej  Bridge;  and  for  this  he  gave  line  clear  as 
soon  as  the  tiul  of  the  passeoger  train  had  passed,  but 
kept  on  at  danger  both  his  main  and  distant  signals,  as 
the  .passenger  train  was  standing  in  the  block  in 
advance. 

This  goods  train,  which  consisted  of  tender,  engine, 
22  load^  waggons,  and  a  break  van,  had  left  Runcorn 
at  8.dO,  and  was  due  at  Warrington,  the  terminus  of 
its  journey,  at  9.30  ;  but,  haviug  been  detained  at 
Widnes  junction,  it  was  nearly  half  an  hour  late,  and 
drew  up  at  **  Crosfield's "  cabin,  in  obedience  to  the 
signals,  at  about  9.52  (or  9.54  by  Nichols'  clock, 
which  appears  to  have  been  two  or  three  minutes 
&8t),  with  the  footplate  of  the  engine  opposite  to  the 
signal  post  At  this  time  it  was  stated  to  have  been 
raining  very  heavily,  and  that,  in  consequence,  the  driver 
and  fireman  of  the  goods  engine  alighted  and  went 
into  the  cabin  for  shelter ;  there  were  also  in  the  cabin 
a  ganger  and  two  platelayers  working  on  the  line  near 
the  spot  Nichols  gouged  forward  the  goods  train  to 
Francis  on  its  arrival,  and  received  back  four  beats, 
implyingl  ine  obstructed.  Nichols  then  states  that  as  he 
was  telegtaphing  forward  a  down  goods-train  toSankey 
Bridge,  the  driver  in  the  cabin  said,  '<  It  is  past  ten  "  (the 
clock  being  then  two  minutes  past),  walked  out  of  the 
cabin,  followed  by  his  fireman,  jumped  on  his  engine,  and 
went  away;  imd  that  by  the  time  he  (Nichols)  had  finished 
sending  his  message  the  goods  engine  had  gone  some 
distance  ahead.  Nichols  is  positive  that  "  line  clear  " 
had  not  been  received  from  Francis,  that  the  latter's 
distant  signal  had  not  been  lowered,  and  that  he  him- 
self had  given  no  permission  to  the  driver  to  start ; 
in  these  assertions  he  is  home  out  by  independent  and 
collateral  evidence ;  but  he  gives  no  explmiation  as  to 
why  he  did  not  take  some  means  to  prevent  the  driver 
carrying  out  his  evident  intention  of  starting.  The 
driver  and  fireman, both  declare  that  they  had  peimis- 
sion  from  Nichols  to  start,  and  that  Francis'  up  distant 


signal  was  lowered  to  signify  that  the  up  line  was 
clear  ;  but  the  weight  of  the  evidence  is  so  strong 
against  their  statements  that  I  cannot  believe  the 
greater  i»art  of  them.  The  fact  of  Nichols*  clock 
showing  past  10  (the  passenger  train  being  due  out 
of  the  station  at  10)  may  have  possibly  led  Sie  driver 
to  conclude  that  the  road  would  be  clear  for  him,  and 
he  may  also  have  mistaken  the  sound  of  the  fall  of  the 
down  signal  for  that  of  the  up  distant  signal,  as  he 
was  not  in  a  position  to  get  a  direct  view  of  the  arms. 

The  goods  train  accordingly  proceeded  towards  the 
station ;  and  the  driver  states  that  he  had  attuned  a 
speed  of  about  six  miles  an  hour,  when,  at  about  100 
yards  in  fi^ont  of  him,  he  caught  sight  of  the  van  of 
the  passenger  train  standing  at  the  west  end  of  the 
platform.  He  used  every  effort  to  stop,  but  in  con- 
sequence of  the  slippery  state  of  the  ridls  from  the 
rain  and  the  descending  gi-adient  he  was  unable  to 
do  so,  and  pitched  into  the  van  at  a  speed  estimated 
at  from  three  to  five  miles  an  hoar. 

No  damage  at  all  was  sustained  by  the  goods  train. 

At  about  9.59  by  the  station  clock  the  guai-d  of  the 
passenger  train  heard  a  rumble  and  then  a  whistle. 
He  had  got  his  passengers  in  and  his  doors  shut,  and 
had  just  time  to  give  his  driver  a  signal  to  draw  ^ead 
(which  he  had  commenced  to  do)  when  the  collision 
occurred.  The  front  wheels  of  the  van  were  knocked 
off  the  road,  one  of  its  front  buffers  broken,  and  its 
body  shifted  on  its  frame  ;  the  end  of  the  composite 
next  it  was  broken  in  by  the  van-but!er ;  and  the  third- 
class  body  next  the  tender  shifted  on  its  frame.  As 
before  stated,  14  passengers  were  more  or  less  injured. 

This  accident  was  caused  by  the  act  of  the  driver  of 
the  goods  train  in  starting  from  "  Crosfield's "  cabin 
before  receiving  a  proper  signal  or  peimission  for  so 
doing. 

The  signalman  Nichols  is  to  blame  for  having  taken 
no  means  to  prevent  the  driver  of  the  goods  train 
from  starting. 

The  signalman  Francis  appears  to  have  adopted  a 
peculiar  practice  in  the  use  of  his  up  distant  signal ; 
this    practice    might,   under   certain   circumstances, 
lead  to  the  occurrence  of  an  accident. 
I  have,  &c., 

C.  8.  Hutchinson, 
Tlie  Secretary,  Lieut- Col.  RE. 

Railway  Department^ 
Board  of  Trade. 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  15th  Februaiy  1870. 


LONDON  AND  NORTH-WESTERN  RAILWAY. 


Board  of  Trade^ 
Sib,  14^A  January  1870. 

Ik  compliance  with  the  instructions  contained 
in  your  minute  of  the  29th  December  1869,  I  have 
the  honour  to  report,  for  the  information  of  the  Board 
of  Trade,  the  result  of  my  inquiry  into  the  circum- 
stances which  attended  the  collision  that  occurred  on 
the  27th  ultimo  on  the  London  and  North-western 
Railway,  between  the  Anglesea  sidings  and  Brownhills 
station. 

Four  passengers  have  complained  of  being  slightly 
hrnised. 

On  the  day  in  question  an  up  train,  which  con- 
sjssed  of  an  engine  and  tender,  32  empty  waggons,  and 
a  guard's  van,  arrived  at  Anglesea  sidings  from  Wick- 
nor  junction.  Twenty-three  empty  waggons  were 
shunted  across  the  down  line  into  the  sidings  at  the 
north  side  of  the  railway,  and  16  waggons  loaded  with 
coal  were  taken  out  of  the  sidings,  and  attached  to  the 
train  which  was  standing  on  the  up  line  of  rails. 
The  shunting  was  then  stopped  by  the  directions  of 
the  signalman,  who  was  in  charge  of  the  sidings,  as  a 
down  passenger  train  was  due  to  pass  at  1 1.31  a.m. 


When  the  shunting  was  stopped,  three  loaded 
waggons,  which  were  intended  to  be  sent  on  by  the 
coal  train,  had  not  been  lifted  out  of  the  sidings. 
The  down  passenger  train,  due  to  pass  Anglesea 
at  about  11.31,  was  about  25  minutes  late,  and  as  a 
special  up  passenger  train  from  Wicknor  junction  was 
due  to  pass  Anglesea  about  11.51  a.m.,  the  goods 
train  was  started  from  Anglesea  towards  Brownhills 
station,  without  taking  the  three  loaded  waggons  that 
still  remained  in  the  sidings,  so  that  the  up  line  might 
be  cleared  for  the  up  passenger  train. 

The  signalman  in  chaige  of  the  Anglesea  sidings 
had  received  a  printed  notice  of  the  running  of  the 
special  up  passenger  train,  but  he  stated  that  he  for- 
got all  about  the  special  up  passenger  train,  which  was 
an  extra  train,  run  during  the  Christmas  holidays, 
five  minutes  in  advance  of  the  ordinary  passenger 
train,  to  prevent  the  ordinary  train  being  of  an  incon- 
venient size.  The  special  up  passenger  train  was  five 
minutes  late,  and  therefore  arrived  at  the  time  when 
the  ordinary  passenger  train  was  due. 

The  signalman  stated  that  he  started  the  coal  train, 
or  rather  allowed  it  to  start,  10  minutes  before  the 
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special  ap  pasj^eog^r  train  arrived  ;  bat  it  appears  that 
be  started  the  coal  train  only  aboat  three  minutes 
before  the  special  arriTed* 

The  rule  aa  the  London  and  North-western  Rail- 
way for  stations  like  Anglesea  sidings  is,  that  signal- 
men are  to^keep  their  signals  at  ♦'danger"  for  five 
minutes  after  a  train  has  passed,  and  at  **  caution  '* 
from  tire  minutes  till  10  minutes  have  elapsed,  after 
a  train  has  passed. 

The  signalman  at  Anglesea  pulled  his  up  distant 
signal  to  "^  all  right,"  and  placed  his  station  signal  at 
**  caution  "  for  ^e  special  up  pass^iger  train,  which 
ran  passed  his  station  at  a  speed,  which  the  driver 
estimated  as  between  15  and  20  mUes  an  hour.  It 
was  snowing  hard  at  the  time.  The  line  rises  fixHn 
the  Anglesea  sidings  to  Br^wnhills  station,  which  is 
rather  more  than  |  of  a  mile  firom  Anglesea,  on  a 
gradient  of  1  in  112.  The  coal  train,  which  consisted 
of  an  engine  and  tender,  16  loaded,  9  empty  waggons, 
and  a  break  van,  was  proceeding  up  the  indine  at  a 
rate  of  about  4  to  5  miles  an  hour,  according  to  the 
evidence  of  the  driver  and  two  guards,  who  were  in 
charge  of  the  train.  When  the  van  in  rear  of  the  coal 
train  was  about  160  yards  inside  the  BrownhiUs  up- 
distant  signal,  it  was  ovwtaken  and  run  into  by  the 
engine  of  the  special  up  passenger  train. 

The  BrownhiUs  up  distant  signal  is  only  about  400 
yards  ftxjm  the  place  where  the  engine  of  the  coal  train 
stood,  when  it  was  started  from  Anglesea  sidings. 

The  passenger  train  consisted  of  an  engine  and 
tender,  a  third-class  break,  a  composite,  six  thirds, 
one  fii"st,  a  second-class  carriage,  and  a  guard's  break 
van  with  a  guard.  The  carriages  were  coupled  in 
the  onler  given.  The  driver  of  this  train  stated  that 
he  observed  that  the  station  signal  at  Anglesea  was 
at  caution;  but  he  does  not  appear  to  have  slackened 
his  s|mmhI  in  consequence  (any  further  than  it  was 
retardril  by  the  incline)  until  he  got  opposite  the 
nn)wnhillH  up  dintaut  signal,  which  was  at  danger, 
llo  porcrlviMl  tlie  ooid  train  about  160  yards  in  front 
of  hiiii  lit  thU  tliius  and  did  his  best  to  stop  his  train, 
liy  nliuHin^  oir  utoiun,  rovei-sing  his  engine,  using  the 
h'lMlor  l»niuk»»,  iuu\  wliUdliig  for  the  guard's  breaks; 
ImiUmmmimM  lint  »(m|m  liiMl  ho  Htattnithat  he  struck 
Hi«i  «hihI  ii'iiln  Ht  w  »*|Mi*id  of  ttbimt  live  miles  an  hour. 


The  bufiers  and  buffer  plank  of  the  passenger  eagiae 
were  broken,  and  the  lubricator  of  this  engine  was 
damaged,  but  no  other  injuries  were  done  to  any 
vehicles  in  either  train,  or  to  the  permanent  way. 
None  of  the  vehicles  left  the  rails.  The  senior  breaks- 
man  of  the  goods  train  jumped  off  his  van ;  the  second 
breaksman  remained  in  the  van,  and  was  not  hurt^ 
the  guard  of  the  passenger  train  was  knocked  back 
by  the  collision,  but  felt  no  further  injury  than  a 
slight  etiffhess  the  next  day. 

The  driver  and  fireman  of  the  passenger  train 
remained  on  their  engine,  and  were  not  hurt. 

The  driver  of  the  passenger  train  stated  that 
owing  to  the  snow,  which  was  very  thick,  he  could 
not  see  the  Brownhills  up  distant  mgneA  until  he  got 
opposite  to  it,  when  he  also  saw  the  train  in  firont  of 
him. 

The  Brownhills  up  distant  signal  stands  on  the  top 
of  a  high  bank.  It  is  a  fine  high  signal,  and  can  be 
seen  for  a  long  distance  in  clear  weather.  It  is  925 
yards  from  the  Anglesea  signalman's  station  hut.  The 
up  distant  signal  for  Brownhills  station  is  on  the  same 
post. 

The  accident  was  caused  by  the  neglect  of  the 
signalman  in  charge  of  the  Anglesea  sidings,  who 
should  have  put  the  coal  train  into  the  sidings,  and 
cleared  both  main  lines  for  the  passenger  trains  10 
minutes  before  they  were  due ;  instead  of  which,  he  ^ 
started  the  coal  train  about  the  very  time  when  a 
passenger  train  was  due  on  the  same  line  of  rails,  and 
jdaced  his  signals  at  "  all  right  **  and  "  caution,**  in- 
stead of  at  "  danger,**  which  was  calculated  to  make 
the  driver  of  the  passenger  train  believe  that  the  coal 
train  had  gone  more  than  five  minutes  prior  to  his 
arrival;  whereas  the  coal  train  had  only  started  about 
three  minutes  before  the  passenger  train  ran  past 

The  driver  of  the  passenger  tnun  does  not  appear 
to  have  been  impressed  with  caution  by  finding  tiie 
Angel  sea  signal  at  "  caution.*'  Had  he  kept  a  good 
look-out,  I  am  of  opinion  that  the  accident  would  have 
been  prevented. 

I  have,  kCf 
The  Secretary,  F.  H.  EiCH, 

Bailway  Department,  U.-CoLj  R,E, 

Board  of  Trade, 


A  ot»py  of  tho  above  report  was  sent  to  the  company  on  the 


LONDON  AND  NOttTH-WESTERN  (SHREWSBURY  AND  HEREFORD)  RAILWAY. 


Bmtni  ot  TrQde^ 

SlH,  n'kiteAaii,  \st  January  IS7(K 

I  II WK  tho  honour  to  report^  fi>r  the  iuformation 

of  tho  lUmvd  ivt*  'IVmlo,  ^*^  obtHiieui'^  to  vour  minute  \>f 

tho  1 8th  Nv^vomlH^r,  tho  rtv^ult  of  mv  iunuirr  into  the 

viiHHau^Uho^H*  \>hioh  attomW  a  o\^Uisiou  that  octnirred 

oM  tho  Itith  NvaoiuUt   botwwu  a  Loudvui  and  North* 

woHtoru  |WJ«*ou^or  aiul  a  iirt>at  Western  ix>al  train, 

IhHw^hmi  tho  Ci-uvt^x  Arm*  ami  Marsh  Krvx^  station 

iui    tho   Sluvwshury   aiul    Hereford   Railway.      One 

|uvswou^n*  iH  wtununl  as*  havit^g  betni  slightly  shaken. 

U  ap^tears  i\\m\  tho  ovidouce  thataGrwkt  Wetstem 

oaiU  ti'ttiu  wa»  ap^HMUttHl  to  leave  Hereford  R>r  Shrews* 

burv  at  tv^>  in\u     U  w«»  due  to  stop  at  Leominster, 

l^^uUow,  aiul  vhureh  8t  ret  ton.     It  cousi:>ted  of  eugiue 

and  toudor*  5Jt>  Wdo<l  wa^gx^ns  **^d  one  break  v!«v 

when  it  reachtnl  Ludlow  at  k3l\  %V>  miuute:<t  late.     It 

lort  l^udlow  at  ii,J^  juu*,  imt^  hiHir  Into,   aiul   a:*  it  ap« 

proaohtnl  tho  iVntrsHl  Walo:>  Junotiv^u,   a  qiiAttor  of  a 

milo  south  ^>t*the  Oavon  Arms  stativHU  tho  distant  ai^d 

juiH'tK4\  signals  wvre  fl^uiul  to  be  at  dai'-ivr,  and  the 

diiv^fr  whistUnl  tor  them  to  be  takou  off.     WWu  he 

bad  brought  his    tnun    iwarhr   to   a  stand    between 

the  distant  and  junction  si^oais  they  w^re  taken  i^lt 

and  the  coal  tram  proc«^kd«  and  ran  through  the 

CraT«ft  Ants  station  witbo«i  stopping. 


There  is  some  nncertaintj  as  to  the  exact  time 
when  this  coal  train  passed  ihe  junction  and  through 
the  station.  The  signalman  on  dutj  at  the  station 
sars  it  passed  at  9.3^  and  it  appears  that  he  had 
given  this  information  to  the  station-master^  when  the 
latter  went  on  to  the  {^form  to  meet  the  London 
and  North-western  passenger  train.  The  driver  of  the 
coal  train  sajs  it  was  9.40  by  his  watch,  but  he  could 
not  say  how  his  watch  agreed  with  the  station  clock. 
The  signalman  at  the  junction,  strange  to  saj,  who 
Kx>kod  all  trains  to  or  from  the  Central  Wales 
Railway,  doe#  not  appear  to  have  been  instructed  to 
rec<4\i  the  times  when  the  main  line  trains  passed  his 
box«  but  he  dbunctly  states  that  it  was  not  9.40,  as 
he  had  hne  bl^vked  from  the  Central  Wales  station 
at  that  time^  and  the  coal  train  had  then  gone  out  of 
his  si^ht*  and  he  o\>uld  see  it  for  half  a  mile.  I  do  not 
see  any  rva^m  t^.>r  doubting  that  it  left  about  9.35. 

Tho  LvHivkm  arrd  North-western  passenger  train 
which  i>i  »iKv  ".:<\i  K^  loave  Llandovery  at  6.53,  is  due 
to  leaNo  tho  Cravvn  Arms  station  at  9.25,  and  the 
si^oauu^i  »t  tho  Cr^ivon  Arms  station  gives  as  his 
Tv^a^Hi  kh:  iji!  ow***^  thv*  c\>al  train  to  go  before  the 
passeu^r  traivu  tivat  bt'  had  received  a  telegram  from 
KuiichtiHu  I:? J  miles  Irvw  Craven  Arms,  that  the 
pas5<eo^:er  train  dui*  lo  Waxt»  that  plaee  at  8.52  did 
not  kave  until  ai:^  a»i  ttjsjWMitig  that  it  would  keep 
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time,  that  it  would  leave  at  9«dd  instead  of  9.25,  and 
thus  be  still  20  minutes  behind  the  coal  train  in 
leaving  the  Craven  Arais  atation. 

The  coal  train  was  allowed  one  hour  to  run  from 
Ludlow  to  Church  Stretton,  14J  miles,  and  it  appears 
from  the  preceding  to  have  reached  Craven  Arms 
(7  J  miles  from  Ludlow)  in  half  an  hour,  so  that  it 
was  running  very  nearly  to  its  proper  rate  of  speed 
as  far  as  the  Craven  Aims  station,  although  the  train 
was  undoubtedly  a  heavy  one  ;  and  it  had  got  to 
nearly  half  way  to  Marsh  Brook,  or  near  two  miles 
from  Craven  Arms  station,  when  it  was  overtakwi  and 
nm  into  by  the  London  and  North-western  passenger 
train  on  its  way  from  the  Craven  Arms  to  Shrews- 
bury ;  and  the  van  of  the  coal  train  had  a  pair  of  its 
wheels  thrown  off  the  rails,  and  the  step  and  machinery 
of  the  break  damaged.  The  breaksman  jumped  out 
just  befdre  the  collision  took  place,  but  there  was  a 
drover  in  the  van,  who  fortunately  was  not  hurt 

The  signalman  at  Craven  Arms  station  told  the 
driver  of  the  passenger  train  that  the  coal  train  was 
before  him,  and  he  received  a  caution  signal  signifying 
that  the  previous  train  was  not  10  minutes  ahead 
from  the  gatekeeper  at  the  level  crosdng,  rather  more 
thim  ^  of  a  mile  north  of  the  Craven  Arms  station, 
because  the  coal  train  was  a  heavy  one. 

It  appears  further  that  the  passenger  train  had  made 
up  some  of  the  time  which  had  been  lost  when  it 
arrived  at  Knighton,  so  that  it  reached  Craven  Arms 
at  d.47,  and  leSt  at  9.48,  according  to  the  signalman, 
and  at  9.48  and  9.50  according  to  the  driver,  thus 
leaving  several  minutes  before  the  proper  time  of 
doing  so,  if  no  time  had  been  made  up. 

The  London  and  North-western  passenger  train, 
which  consisted  of  engine  and  tender,  three  carriages, 
a  guard^s  van,  and  a  carriage  truck,  is  said  by  the 
driver  to  have  been  running  at  from  15  to  20  miles 
an  hour  when  they  first  came  in  sight  of  the  red 


lights  on  the  coal  train.  The  guard  names  20  or  25  » 
and  the  fireman  30  miles  an  hour,  which  in  my 
opinion  is  the  moat  probable  rate,  and  the  distance 
which  the  coal  train  could  be  seen  in  front  at  that  part 
would  from  the  nature  of  the  line,  probably  not  be  more 
than  140  to  160  yards. 

The  driver  of  the  coal  train  says  he  was  running 
upwards  of  seven  nules  an  hour  when  he  was  over- 
taken by  the  London  and  North-western  train,  which, 
according  to  its  driver,  was  only  travelling  at  from 
four  to  six  miles  an  hour !  ! 

Again,  the  time  when  the  collision  occurred  is 
disputed.  The  driver  and  guard  of  the  coal  train  say 
it  was  about  9.52,  and  the  driver  and  fireman  of  the 
passenger  train  name  9.57,  and  the  guard  says  9.56. 
One  thing  is  quite  certain,  and  that  is,  that  the  driver 
of  the  passenger  train  was  driving  too  fast,  under  the 
circumstances,  he  having  been  cautioned  at  the  Craven 
Arms,  and  not  keeping  a  sufficiently  good  look-out 
ahead,  or  the  collision  would  not  have  occurred. 
One  buffer  of  the  passenger  train  engine  was  broken 
and  the  buffer  plank  damaged,  but  nothing  was 
thrown  off  the  rails. 

This  collision  could  not  have  taken  place  if  the 
traffic  had  been  worked  on  the  absolute  block  system, 
which  is  in  operatiou  on  certain- parts  of  the  Shrews- 
bury and  Hereford  Railway,  and  on  the  Central  Wales 
Railway,  but  not  on  this  portion,  as  under  that  system, 
if  properly  worked,  the  passenger  train  would  have 
been  detained  at  the  Craven  Arms  station. 

I  am  in  hopes  that  no  long  interval  of  time  will  elapse 
before  it  will  be  adopted  throughout  on  the  Shrews- 
bury and  Hereford  Railway. 

I  have,  &c., 

W.  YOLLAND, 

The  Secretary/,  Colonel, 

Railway  Department y 
Board  of  Trade. 


A  copy  of  the  above  report  was  sent  to  the  London  and  North-Western  and  the  Great  Western  Railway 

Companies  on  the  18th  January  1870. 


LONDON  AND  SOUTH-WESTERN  RAILWAY. 


I 


Sm,  1  Whitehall,  S.  TF.,  2Brd  October  1869. 

Ik  compliance  with  the  instructions  contained 
in  your  minute  of  the  28th  ult.,  I  have  the  honour  to 
report,  for  the  information  of  the  Board  of  Trade  the 
result  of  my  inquiry  into  the  circumstances  attending 
the  collision  which  occurred  on  the  23rd  ult.,  at 
Fremington  station  on  the  North  Devon  line  of  the 
London  and  South  Western  Railway. 

As  the  result  of  this  collision  four  or  five  passengers 
were  shaken  and  slightly  injured. 

Fremington  is  a  station  between  Barnstaple  and 
Bideford,  next  to  and  three  miles  from  the  former,  the 
line  being  single  from  Exeter  to  Bideford  and  the 
gauge  mixed.  Fremington  being  used  as  a  crossing 
place,  it  is  provided  with  a  loop,  and  has  also  extensive 
sidings,  connected  with  coal  wharves  on  the  Taw. 
There  are  low  standard  signals  at  the  points  at  each  end 
of  the  loop  which  serve  as  the  ordinary  station  signals, 
and  also  distant  signals  in  both  directions.  The  down 
distant  signal  on  the  Barnstaple  side  is  360  yards  from 
the  down  standard  signal,  and  is  visible  for  at  least  a 
mile  ;  the  latter  on  account  of  a  cutting  in  a  shai*p  curve, 
some  bushes  growing  on  the  side  slope,  and  its  own 
want  of  height,  can  be  seen  for  only  220  yards. 

The  crossings  of  the  trains  are  arranged  in  the  time 
tables,  and  if  any  alterations  have  to  be  made  instruc* 
tions  are  given  to  the  several  station  masters  concerned, 
by  telegraph. 

The  following  rules  bearing  upon  this  accident  were 
issued  on  the  24th  May  1862,  and  form  part  of  the 
London  and  South-Westem  Railway  company's  special 
instructions  (printed  in  their  rules  and  regulations) 
^  as  to  the  working  of  signals  at  stations  on  single  lines 
of  railway  and  caution  to  engine  men." 


1.  *^  When  two  trains  are  to  pass  each  other  at  any 
station  upon  a  single  line  of  railway,  either  according 
to  the  time  tables  or  by  special  instructions,  the  signals 
at  such  station,  both  stationary  and  distant,  in  both 
directions  should  be  placed  so  as  to  show  the  danger 
signals  both  to  down  and  up  trains  J* 

2.  **  When  either  the  down  or  up  train  is  heard  ap- 
proaching the  station  the  danger  signals  must  not 
be  taken  offy  but  kept  on  uiUil  the  train  lias  actually 
stoppedy  when  the  caution  signals  for  that  train  will  be 
shown  to  bring  it  into  the  station.'' 

4.  '^  After  one  train  has  stopped  at  the  platform  the 
other  train  can  be  admitted  into  the  station  by  showing 
the  caution  signals." 

A  comment  upon  the  above  then  follows :  "  Particu- 
larly observe,  that  the  instructions  in  the  2nd  paragraph 
provide  that  the  danger  signals  shall  not  be  taken  off 
for  either  train  unUl  that  train  has  stopped ;  after  it 
has  stopped  it  has  to  be  admitted  into  the  station  by 
the  *  caution '  signal." 

"  That  instruction  may  be  an  excess  of  caution,  but 
still  it  is  necessary  to  make  sure  that  the  two  trains  shall 
not  oveiTun  the  station  and  come  into  collision  ;  and 
the  whole  instructions  must  be  observed  to  the  letter 
when  two  trains  meet  at  a  station  on  a  single  line." 
(The  italics  are  in  the  original.) 

On  the  23rd  ult.  an  up  mixed  goods  and  passenger 
broad-gauge  train,  consisting  of  engine  and  tender, 
break-van  without  guard,  two  loaded  waggons,  one 
composite  carriage,  and  one  second-class  carriage  with 
break  compartment,  in  which  there  was  a  guard,  left 
Bideford  for  Crediton  at  3.15,  p.m.',  five  minutes  late, 
and  arrived  at  Fremington  platform  at  3.33,  also  five 
niiiiutes  late,  having  been  admitted  through  the  points 
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ate  the  Bideford  end  of  the  loop  by  the  Fremington 
pointsman.  Although,  as  before  explained,  Fremington 
is  a  passing  place  for  certain  trains,  it  is  provided  with 
only  one  plaiform  on  the  down  side ;  and  up  trains 
therefore  use  the  down  or  wrong  line  in  passing  from 
one   end  of  the  loop  to   the  other.     The  pointsman 
followed  the  train  up  to  the  platform,  and  as  soon  as  the 
passengers    had   alighted  told  the  driver  to  go  and 
shunt,  meaning  that  he  was  to  go  forward  to  the  points 
at  the  Barnstaple  end  of  tJie  loop,  and  back  through  them 
into  the  loop  or  sidings,  so  as  to  get  out  of  the  way  of  the 
down  passenger  train  due  at  Fremington  station  at  3.35. 
The  pointsman  rode  up  to  the  points  on  the  step  of  the 
front  van,  in  order   to  be  ready  to  lower  the   signals 
(now  at  danger),  and   hold  the  points  for  the  admis- 
sion of  the  Barnstaple  train  as  soon  as  the  other  train 
should  have  backed  out  of  the  way.     As  the  engine 
was  passing  through  the  points  (at  about  3.34  or  3.35) 
the  driver  caught  sight  of  the  engine  of  the  down 
train  coming  round  the  curve  about  200  yards  off ;  he 
immediately  reversed,  got  his  engine  into  backward 
motion,  and  had  moved  his  train  back  about  an  engine's 
length  when  he  was  struck  by  the  other  engine.     His 
leading  and  driving  \/heels  were  at  once  knocked  off 
the  road,  but  his  trailing  and  tender  wheels  kept  it. 
The  front  break-van  left  the  road  with  all  its  wheels, 
but  no  couplings  gave  way.     The  broad  guage  engine 
came  to  a  stand  about  70  yards  from  the  point  of  col- 
lision, with  no  serious  injury  either  to  engine  or  car- 
riages, and  none  to  the  company's  servants  ;  only  one 
passenger  complained  of  being  slightly  hurt. 

The  down  train  which  caused  the  collision  was  the 
1.25  P.M.  narrow-gauge  passenger  train  from  Exeter 
to  Bideford.  It  had  started  from  Exeter  ^ve  minutes 
after  time;  but,  although  generally  late  during  the 
summer  months,  had  on  this  occasion  made  up  its 
time  on  reaching  Barnntaple,  from  which  it  started 
at  3.29,  (its  correct  time),  consisting  of  a  four 
wheel-coupled  tank  engine,  two  second-class,  two 
first-class,  two  third-class  carriages,  and  two  break- 
vans  with  a  guard  in  the  last  but  one,  it  having  to  stop 
and  cross  the  broad-gauge  train  at  Fremington.  The 
driver  stated  that  he  shut  off  steam  about  half  a  mile 
from  the  Fremington  distant  signal  (which  was  at 
*•  danger,"  as  it  always  was  when  trains  had  to  cross)  and 
whistled  for  it  to  be  taken  ioff;  that  as  it  was  not  he  had 
his  break  applied,  but  that  finding  his  speed  was  being 
reduced  too  much  (viz.,  to  eight  or  ten  miles  an  hour 
on  passing  the  distant  signal  post)  Jiis  fireman  took  it 
off  again  ;  that  on  rounding  the  curve  between  the  two 
signal  posts  he  caught  sight  of  the  broad-gauge  engine 
coming  towards  him  ;  that  he  then  sounded  his  break 
whistle  and  had  his  break  applied,  but  did  not  reverse 
his  engine,  as  the  break  blocks  already  had  the  wheels 
tight  (it  being  a  tank  engine).  The  fireman  and 
guard  corroborated  the  driver's  statement,  the  guard 
declaring  that  he  put  his  break  on  hard  on  catching 
sight  of  the  broad-gauge  engine,  at  which  time  the 
speed  was  not  niore  than  eight  to  ten  miles  an  hour. 
All  three  stated  that  the  speed  on  collision  did  not 
exceed  four  to  six  miles  an  hour  ;  the  guard  of  the 
other  train  and  the  pointsman  estimating  it  at  from  15  to 
20  miles.  Nothing  left  the  rails  in  the  narrow  gauge 
train  ;  the  bufier  plank,  and  the  cover  and  rim  of  one  of 
cylinders  of  the  engine  were  broken  and  there  was 
other  minor  damage  sustained.    Three  or  four  pas- 


sengers in  the  carriage  next  the  engine  complained  of 
slight  injury.  The  nairow  and  broad  gauge  engines 
kept  together  after  collision  until  they  stopped,  as 
stated  above,  about  70  yards  from  the  point  at  whlcli 
they  first  struck  and  about  260  yards  from  the  point 
at  which  they  first  came  in  sight  of  each  other. 

The  permanent  way  suffered  to  the  extent  of  one 
rail  and  45  to  50  chairs  being  broken. 

The  prime  cause  of  this  accident  was  the  complete 
disregard  of  the  special  instructions  (quoted  above),  aa 
to  the  working  of  signals  at  stations  on  single  iines,  on 
the  part  of  the  driver  of  the  cn^ne  of  the  narrow 
gauge  train.  He  had  besjen  employed  as  a  driver  on 
the  North  Devon  line  for  the  last  10  years,  and  thero 
is  therefore  no  excuse  for  his  conduct  on  the  ground 
of  want  of  experience.  By  his  own  confession  he  was 
running  past  a  distant  signal,  at  which  there  was  a 
special  order  for  him  to  stop,  at  a  speed  of  eight  to  ten 
miles  an  hour  ;  and,  judging  from  the  distance  run 
(about  260  yards,  including  70  yards  after  collision,) 
after  the  broad-gauge  engine  had  been  seen  and  the 
breaks  applied  this  speed  must  doubtless  have  been 
very  much  greater. 

From  the  evidence  of  the  pointsman,  however,  it 
seemn  that  at  Fremington  the  rule  as  to  the  actual 
stopping  of  trains  until  the  distant  signal  is  taken  off 
had  become  a  dead  letter,  and  that  if  the  signals  are 
at  ^'  danger  "  they  come  in  at  a  vxdkmg  pace,  ready  to 
stop  if  necessary  outiicie  the  points.  This  statement 
is  also  borne  out  by  tho  evidence  of  the  guard  of  the 
br(«ad  gauge  train,  whci  stated  that  he  remonstrated 
with  the  pointsman  about  shunting  at  the  points  at 
the  Barnstaple  end  of  the  oop  just  at  the  time  the 
p'Msenger  train  was  due,  showing  that  he  did  not 
believe  much  in  the  protection  afforded  by  the  signals 
being  at "  danger."  The  pointsman  probably  depended 
upon  the  fact  of  the  down  passenger  train  being 
usually  late,  which  would  give  the  other  train  ample 
time  to  get  out  of  its  way. 

The  pointsman  (or,  j>erhap8,  rather  the  station-mas- 
ter) knowing  of  this  lax  practice  with  i^gard  to  signals, 
is  much  to  be  blamed  for  sending  the  broad-gauge  train 
to  shunt  at  a  part  of  the  single  line  where  the  down 
train  was  then  almost  due. 

Want  of  discipline  is  therefore  at  the  root  of  this 
accident,  and  it  is  to  be  hoped  that  its  occurrence  may 
induce  the  company  to  take  more  pains  to  ensure  that 
rules  so  cai'efuUy  framed,  as  those  above  quoted,  for 
the  prevention  of  accidents  should  not  be  treated  as 
dead  letters. 

The  present  accident  would  not  have  occurred  had 
an  up  platform  existed  and  been  in  use  at  Fremington 
station,  as  in  this  case  the  broad  gauge  train  would 
have  used  its  proper  line  and  not  have  had  to  shunt. 

I  would  recommend,  therefore,  that  an  up  platform 
be  constructed  at  Fremington,  and  that  up  and  down 
trains  always  use  the  proper  lines  of  the  loop  at  this 
and  other  stations  on  the  North  Devon  line. 

The  position  of  the  standard  signal  at  the  Barnstaple 
end  of  the  loop  may  be  much  improved,  as  pointed  out 
on  the  spot,  and  the  bushes  which  impede  its  view 
should  be  cut  down. 

I  have,  &c., 

The  ScvretoTyy  C.  S.  Hutchinson., 

Railway  Dcparf.menf^  Lieui^CoL^  R^E^ 

Board  of  Trade. 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  9th  November  1869. 


LONDON  AND  SOUTH-WESTERN  RAILWAY. 


Hampton  Courts 
Sib,      "  31*^  December  1869. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  24th  instant,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  my  inquiry  into  the  circumstances  wliich 
attended  the  collision  that  occurred  on  the  15th  instant 


at  the  Brentford  station  of  the  London  and  South- 
western Railway. 

Brentford  is  10^  miles  from  the  Waterloo  terminus 
of  the  London  and  South-western  Railway.  There 
are  up  and  down  passenger  platforms  ;  and  goods 
sidings,  on  both  sides  of  the  line,  on  the  east  of  those 
platforms.     The  sidings  on  th^  npith  of  the  line  are 


Digitized  by 


Google 


113 


connected  with  both  main  lines  by  a  through  crossing 
and  slip  points  a  short  distance  on  the  east  of  the 
platforms,  and  again  with  the  up  main  line,  in  two 
places  at  400  yards  to  the  east  of  the  platforms. 
There  is  a  cross-over  road  between  the  two  main  lines, 
one  end  of  which  is  at  the  most  distant  junction  of 
the  sidings  with  the  up  main  line,  so  that  these  two 
connections  with  the  up  main  line  are  worked  as 
three-throw  switches.  It  was  in  consequence  of  a 
pointsman  mistaking  the  handle  of  the  points  at  the 
east  end  of  this  cross-over  road  for  the  handle  of  the 
siding  points  that  the  present  collision  occurred. 

This  section  of  the  London  and  South-western 
Kailway  is  worked  under  tlie  absolute  block  system  of 
Mr.Preece,a  cabin  on  the  up  platform  at  Brentford  com- 
municating with  a  cabin  at  Old  Kew  Junction  about 
three  quarters  of  a  mile  from  it  on  the  east,  and  with  an- 
other at  cabin  at  Isle  worth  about  one  and  a  half  miles 
from  it  on  the  west.  For  the  better  protection  of  the 
main  line  from  the  sidings  above  referred  to,  the  gate 
keeper  stationed  at  a  level  crossing  325  yards  east  of 
the  platforms  communicates  by  means  of  an  electric  bell 
with  the  signalman  at  the  station.  !No  train  is 
allowed  to  start  from,  or  to  pass  along  the  up  line  from 
Brentford  eastward,  unless  the  station  signalman  has 
first  obtained  by  means  of  his  bell  the  permission  of 
the  gate-keeper  ;  and  no  train  is  allowed  to  run  into 
the  Brentford  station  from  the  westward  until  the 
gate-keeper  has  obtained  the  permission  of  the  station 
signalman,  and  sees  himself  that  the  main  line  is  clear 
for  the  purpose. 

The  station  signalman  works  a  "stop"  signal 
applying  to  the  down  line  at  410  yards  from  his 
cabin  ;  and  the  above  permission  to  allow  a  down 
train  to  enter  the  station  is  given  to  the  gate-keeper 
as  well  as  to  the  servants  in  charge  of  the  train  by  the 
lowering  of  this  stop  signal.  The  gate-keeper  works 
a  distant  signal,  farther  to  the  eastward,  and  296 
yards  from  his  cabin  ;  and  he  only  turns  this  distant 
signal  to  all  right,  for  the  admission  of  a  train,  after 
seeing  that  the  station  signalman  has  so  lowered  his 
stop  signal.  The  men  working  thus  in  communication 
wiUi  one  another  have  not  yet,  however,  been  pro- 
vided with  any  of  the  improved  systems  of  mechanical 
apparatus  which  prevent  their  making  mistakes  in  the 
working  of  the  points  and  signals  which  may  lead  to 
accidents.  The  points  are  also  worked  from  the  ground, 
from  scattered  positions,  and  in  many  cases  independ- 
ently of  the  gate-keeper  and  signalman.  In  the  course 
of  a  great  amount  of  shunting,  which  occurs  at  this 
station,  as  the  connecting  link  for  traffic  between  the 
London  and  Southwestern  system  on  the  one  hand  and 
the  London  and  North-western  and  Midland  systems  on 
the  other,  via  the  North  and  South  Western  Junction 
Railway,  the  points  are  commonly  (and  necessarily 
underexisting  circumstances)  worked  by  guard s,breaks- 
men,  and  others,  who  are  not  so  well  acquainted  with 
them  as  regular  pointsmen  told  ofTfor  that  special  pur- 
pose; but  this  is  done  under  a  foreman  of  shunters,  and 
with  the  assistance  of  porters  sent  down  from  the 
station  to  attend  to  the  trains. 

On  the  day  in  question,  the  9  a.m.  passenger  train 
from  Waterloo  to  Hounslow  left  Waterloo  at  9.1, 
consisting  of  a  tank-engine,  three  first-class,  two 
second-class,  two  composite,  and  one  third-class 
carriages,  and  a  break-van.  It  reached  Kew  Bridge 
station  at  9.31,  and  left  it  again  at  9.32.  The  engine 
driver  found  both  the  distant-signal  above  referred  to, 
worked  by  the  gate-keeper,  and  the  stop  signal,  worked 
by  the  station  signalman,  at  danger,  and  he  slackened 
speed  accordingly,  so  as  to  be  able  to  stop  short  of  the 
stop  signal,  if  necessaiy.  When  he  was  within  25 
yards  of  that  signal,  he  noticed  that  it  was  turned  to 
all  right,  and  he  applied  his  steam  in  order  to  draw 
forward  to  the  station.  Having  taken  three  minutes 
to  run  from  Kew  Bridge  to  the  above  signal,  he  drew 
up  at  the  stop  signal  at  9.35  ;  and  he  was  travelling 
at  four  or  five  miles  an  hour  when  he  again  applied 
his  steam  on  seeing  that  signal  turned  to  all  right. 
After  proceeding  20  or  30  yards  he  saw  that  a  van  and 
coal  waggon,  which  were  being  shunted  on  the  up 


line,  were  suddenly  turned  along  the  cross-over  road 
towards  the  down  line  as  he  passed  them  on  his 
engme.  He  shut  off  his  steam  again,  blew  his  whistle, 
and  did  his  best  to  pull  up ;  but  the  leading  first-class 
carriage  next  behind  the  engine  caught  the  shunting 
coal  waggons,  and  the  third  and  fourth  vehicles  of  the 
train,  a  break  van  and  a  composite  carriage,  were 
thrown  off  the  i-ails. 

The  engine,  which  went  ahead  of  the  shunting 
waggon,  was  not  touched,  but  five  of  the  carriages  in 
the  passenger  train  were  more  or  less  gra^  or 
damaged.  No  passenger  has  made  any  complaint  to 
the  company  of  personal  injury. 

The  waggon  and  van  which  were  thus  turned  onto  the 
down  line  in  the  way  of  the  passenger  train,  belonged 
to  a  regular  coal  train  8  a.m.  from  Brent,  the  junction 
with  the  Midland  Railway  near  Hendon.  It  reached 
Brentford  at  9.5,  consisting  of  an  engine  and  tender, 
32  loaded  coal  waggons,  and  two  break-vans.  After 
coming  to  a  stand  on  the  down  line,  the  guard  un- 
hooked five  coal  waggons,  and  shunted  them  into  a 
siding  ;  he  then  moved  his  train  to  the  up  line,  to 
allow  a  passenger  train  to  pass  on  the  down  line  ;  and 
he  next  went  away  towards  the  station,  to  ascertain 
what  wagons  he  had  to  take  to  Feltham.  The 
breaksman  or  underguard  was  thus  left  in  charge  of 
the  east  portion  of  the  train  ;  and  he  commenced  to 
prepare  that  portion,  while  the  guard  proceeded  to 
marshal  the  other  end  of  it,  preparatory  to  its  de- 
parture. The  guard  employed  the  regular  train 
engine,  and  the  breaksman  a  pilot  engine  for  these 
purposes. 

The  breaksman  with  the  pilot  engine  took,  in  carrying 
out  this  duty,  a  van  and  one  waggon  from  the  portion 
of  the  coal  train  standing  on  the  up  line,  turned  them 
into  the  north  sidings,  fetched  out  10  other  waggons, 
attached  ^yq  g£  them  to  the  train,  and  pushed  the 
other  Hye  back  into  the  siding.  He  was  then  about  to 
push  the  waggon  and  van  l)ack  against  the  train  on 
the  up  line,  and  thus  to  complete  his  shunting,  when 
an  inspector  called  out  to  him  to  "come  into  the 
"  siding  again,  and  push  the  five  waggons  clear  of  the 
^*  level  crossing."  He  ran  to  the  points,  to  obey  this 
order,  and  instead  of  catching  hold  of  the  handle  of  the 
points  leading  from  the  up  line  to  the  siding,  he 
seized  the  handle,  close  to  it,  of  those  leading  from 
the  up  line  to  the  down  line.  He  thus  turned  the 
engine,  van,  and  waggons  towards  the  down  line,  in 
place  of  turning  them,  as  he  intended,  into  the  siding. 
He  saw  his  mistake  as  the  waggon  entered  the  points, 
and  he  hallooed  to  the  engine  driver  to  pull  up ;  but 
the  driver  did  not  hear  him,  and  the  collision  occurred 
before  the  pilot  engine  could  be  brought  to  a  stand. 

This  collision  occuiTed,  then,  simply  from  a  mistake 
of  the  breaksman  of  the  coal  train,  in  catching  hold  of 
the  wrong  handle  of  two  pairs  of  points,  in  close 
proximity  to  one  another,  and  in  thus  turning  a  coal 
waggon,  van,  and  engine  towards  instead  of  away  from 
a  passing  passenger  train.  The  breaksman  made  this 
mistake  in  the  course  of  his  duty,  as  the  result  of  the 
fresh  instmctions  suddenly  given  to  him  by  the  in- 
spector to  go  back  into  the  siding.  In  order  that  the 
proximity  of  these*  handles  to  one  another  may  not 
lead  to  a  similar  mistake  on  a  future  occasion,  the 
precaution  should  now  be  adopted  of  so  interlocking 
the  points  with  the  signals  that  it  may  be  mechanically 
impossible,  on  the  one  hand,  to  open  the  points  for  the 
down  line  when  the  signals  ai'e  lowered  for  a  train  to 
pass  along  that  line,  and  on  the  other  hand,  to  turn 
the  signals  to  all  right  when  the  points  are  open  for 
the  down  line. 

The  sidings  at  this  now  important  station  have  been 
extended  from  time  to  time,  and  the  duties  of  the  gate- 
keeper have  increased  in  consequence  of  the  nature  of 
the  traffic,  the  distance  from  the  station,  and  the 
arrangement  of  the  sidings,  until  the  gate-keeper  has 
become  practically  a  junction  signalman,  and  his  duties 
in  that  respect  have  become,  if  any  thing,  more  important 
than  those  of  the  station  signalman.  There  are,  further, 
other  positions  in  connection  with  the  working  of 
these  sidings  at  which  there  is  less  security  than  at  th 
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spot  where  the  accident  had  occurred.  I  have  discusaed 
the  subject  at  some  length  with  Mr.  Williams,  the 
superintendent  of  the  company,  on  the  spot,  and  have 
made  some  recommendations,  with  a  view  to  the  greater 
security  of  the  traffic,  I  understand  that  improve- 
ments  are  proposed,  under  which  the  gate-keeper  will 
be  provided  with  apparatus  better  suited  to  the 
importance  of  his  present  duties,  and  will,  in  fact, 
become,  as  he  ought  to  be,  the  principal  signalman 
in  charge  of  the  traffic  approaching  the  station  from 
the  eastward,  and  of  the  starting  of  trains  from  the 
station  towards  the  eastward;  so  that  the  sidings,  from 
which  both  main  lines  may  be  at  any  time  endangered, 
may  be  under  his  special  supervision,  and  may  be 
directly  and  efficiently  controlled  by  him.    There  being 


no  sidings  on  the  west  of  the  station,  it  would  appear 
that  the  station  signalman  might  advantageously  be  re- 
moved to  and  provided  with  improved  apparatus  at  the 
west  end  of  the  sidings.  The  working  of  all  points  and 
signals  concentrated  into  the  hands  of  these  two  men, 
the  interlocking  of  the  point  handles  and  signal  levers, 
and  the  avoidance  of  all  unnecessary  connections  wiUi 
the  main  line,  with  safety  points  between  the  ends 
of  the  sidings  and  the  main  lines,  are  the  principles 
mainly  to  be  kept  in  view  in  the  improvements  which 
should  be  effiscted. 

I  have,  &C., 
The  Secretary,  H.  W.  Tyler. 

Railway  Department, 
Board  of  Trade. 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  15th  January  1870. 


LONDON,  BRIGHTON,  AND  SOUTH  COAST  RAILWAY. 


Board  of  Trade,  '-- ♦ 
(Railway  Department,) 
Sir,  Whitehall,  20th  November  1869. 

I  HAVE  the  honour  to  report  for  the  information 
of  the  Board  of  Trade,  in  obedience  to  your  minute  of 
the  29th  ult.,  the  result  of  my  inquiry  into  the 
circumstances  which  attended  a  collision  that 
occurred  on  the  25th  ult.  at  Stewart's  Lane  Junction, 
on  the  London,  Brighton,  and  South  Coast  Railway, 
between  a  passenger  train  belonging  to  the  London 
and  North-western  Railway  Company  and  a  goods 
train  of  the  Midland  Railway  company,  on  which 
occasion  four  passengers  are  stated  to  have  received 
injury  or  been  shaken,  in  addition  to  the  guard  of  the 
passenger  train  who  was  also  hurt. 

Stewart's  Lane  Junction  is  situated  about  half  a 
mile  to  the  south  of  the  Battersea  Park  station  and 
junction  at  the  Victoria  Railway  bridge,  and  the  line 
descends  to  it  for  the  first  half  of  the  distance  on  a 
very  steep  incline  of  1  in  52. 

Its  approach  from  the  Battersea  Park  station  side 
is  protected  by  a  distant  signal  670  yards  from  the 
junction,  and  placed  within  about  160  yards  of  the 
Battersea  Park  Junction  signal  box  and  signals  ;  by  a 
stop  signal  166  yards  north  of  the  junction  signal 
box,  and  by  the  junction  signals.  The  distant  signal 
is  well  seen  from  the  Victoria  bridge,  and  Stewart's 
Lane  Junction  signals  can  also  be  seen  from  the 
bridge  and  at  the  Battersea  Park  station  before  the 
distant  signal  is  reached,  when  the  weather  is  clear 
and  when  there  is  no  steam  or  smoke  from  the  Batter- 
sea goods  yard  or  thereabouts,  situated  at  the  foot  of 
the  incline,  and  on  the  western  side  of  the  line.  But 
the  junction  signals  are  lost  sight  of  as  a  train 
descends  the  incline,  being  hid  by  certain  railway 
and  road  over  bridges,  and  the  stop  signal  cannot  be 
seen,  owing  to  these  bridges,  until  an  engine  is  only 
about  140  yards  from  the  stop  signal.  This  stop 
signal  has  been  placed  in  its  present  position  to  pre- 
vent down  trains  travelling  on  the  main  down  line 
from  running  into  trains  proceeding  to  or  leaving  the 
Battersea  goods  yard,  by  lines  of  way  that  pass  across 
the  main  up  and  down 'lines,  to  the  London,  Chatham, 
and  Dover  Railway  lines  and  yard.  Another  stop 
signal  is  placed  about  64  yards  north  of  the  Stewart's 
Lane  Junction  down  stop  signal,  to  prevent  trains  from 
leaving  the  Battersea  goods  yard  without  the  sanction 
of  the  signalman. 

The  signals  and  points  at  the  Stewart's  Lane  Junc- 
tion signd  box  are  well  arranged  and  fitted  up  with 
proper  locking  apparatus  to  prevent  the  signalmen 
from  making  mistakes. 

It  appears  from  the  evidence  that  a  Midland  goods 
train  is  appointed  to  leave  Battersea  goods  yard  at 
8h.  Cm.  p.m.,  and  which  usually  leaves  by  8h.  5ra.  p.m.  : 
but,  on  the  evening  of  the  25th  ult.  it  was  late,  and 
the  driver  of  this  train  only  whistled  for  permission  to 
come  out  of  the  Battersea  goods  yard  and  to  go  to  the 


London,  Chatham,  and  Dover  yard  at  8h.  22m.  At 
that  time,  according  to  the  signalman  at  Stewart's 
Lane  Junction,  an  engine  was  going  into  the  London, 
Chatham,  and  Dover  yard,  so  that  he  could  not  then 
lower  the  signal :  but  as  soon  as  the  Dover  engine 
was  clear,  he  signalled  the  Midland  goods  train  on  to 
the  London,  Chatham,  and  Dover  signal  box  at 
Stewarts's  Lane  station,  and  this  signal  was  answered 
by  the  London,  Chatham,  and  Dover  signalman  pulling 
off  the  disc  signal  which  works  into  the  Stewart's  Lane 
Junction  signal  box,  and  that  gave  permission  to  the 
signalman  to  let  the  goods  train  enter  the  yard. 

The  Stewart's  Lane  Junction  signalman  then 
shifted  the  points,  and  lowered  the  Battersea  yaid 
stop  signal  before  referred  to,  and  the  semaphore 
signal  over  his  box,  and  having  done  this  it  was  then 
impossible  for  him  to  lower  the  signals,  for  a  London 
and  North-western  passenger  tiain,  appointed  to 
leave  Victoria  station  at  8h.  22m.  p.m.,  which  was 
telegraphed  forward  from  Battersea  Park  Junction 
at  about  8h.  25m.,  at  the  same  time  as  the  Midland 
goods  train,  commenced  moving  out  of  the  yard. 

The  London  and  North-western  passenger  train, 
which  consisted  of  a  tank  engine,  running  with  the 
chinmey  behind  and  six  carriages  with  a  guard  riding 
in  the  last  carriage,  which  was  fitted  with  a  break 
continuously  coupled  to  the  two  carriages  in  front  of 
it  also  fitted  with  breaks,  left  Victoria  station  at 
8h.  23m.,  or  one  minute  late.  It  passed  Battersea 
Park  Junction  signal  box — where  it  got  a  caution 
signal  authorizing  it  to  proceed — at  8h.  25^m. ;  and  the 
driver  and  fireman  both  assert  that  the  Stewart's 
Lane  Junction  distant  signal  was  "  all  right "  for 
them  to  proceed,  showing  as  it  did  a  white  light ;  but 
the  evidence  is  perfectly  conclusive  as  to  the  state 
of  the  signal,  and  I  thinkthey  either  did  not  observe  this 
signal  at  all,  which,  from  all  the  circumstances,  appears 
to  be  the  most  probable  supposition,  or  their  assertion 
is  directly  contrary  to  the  fact. 

The  driver  of  the  North-western  train  also  states 
tliat  "  he  shut  off  the  steam  before  he  got  over  the 
"  Victoria  Bridge,  and  did  not  put  it  on  again  at  all : 
'^  that  he  thinks  he  was  running  about  10  to  12  miles 
"  an  hour  when  he  left  the  bridge,  which  was  not  as 
"  fast  as  they  usually  travel :  that  he  did  not  see  the 
"  Stewart's  Lane  Junction  signals  on  passing  over 
^*  the  river  bridge:  that  he  looked  for  them,  but 
^'  could  not  see  them,  as  there  was  steam  from 
**  South-western  trains  passing  the  over  bridge  at 
*^  Stewart's  Lane  Junction  in  each  direction  at  the 
^'  same  time  :  that  after  passing  the  distant  signal  and 
•^  railway  bridge  they  came  to  the  road  bridge, 
"  where  he  caught  sight  of  the  stop  signal,  which 
**  showed  a  *  red '  light,  and  he  opened  the  whistle 
"  he  believes  before  lie  passed  from  under  the  bridge, 
"  and  kept  on  whistling  :  that  the  fireman  put  on  his 
'^  break  as  well  as  he  could,  and  he  reversed  his 
*^  engine,  but  had  not  time  to  put  steam  on  the  reverse 
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way  before  they  came  into  collision  with  the  Mid- 
land goods  train  (which  was  in  the  act  of  crossing 
**  the  line  on  which  he  was  running)  at  a  speed 
**  which  he  estimates  at  10  or  12  miles  an  hour,  and 
•*  ran  right  through  the  goods  ti*ain.  and*  cut  it  into 
**  two  parts." 

The  guard  of  this  train  states  that  "  he  observed  the 
**  Battersea  Park  Junction  signals  at  caution  for  them 
**  to  proceed,  and  then  he  got  down  from  the  platform 
**  in  his  break  compartment,  and  made  an  entry  in  his 
*•  book  of  the  time  of  leaving  Victoria  station,  and 
**  looked  at  some  dispatches,  and  thus  he  did  not  see 
**  the  Stewart's  Lane  Junction  distant  signal,  as  they 
•*  had  run  by  it  by  the  time  he  had  made  the  entry,  &c. 
^'  He  says  he  knew  that  this  distant  signal  was  the 
^  regulating  signal,  and  that  he  ought  most  decidedly 
**  to  have  seen  it ;  and  he  also  states  that  if  this  signal 
"is  on  at  danger  the  drivers  usually  open  their 
"  whistles,  but  on  this  occasion  no  whistle  was 
"  sounded,  and  he  therefore  believed  the  signal  was  at 
**  all  right :  he  estimates  the  speed  in  passing  Batter- 
**  sea  Park  Junction  at  from  15  to  18  miles  an  houi* : 
"  that  he  conmienced  to  put  on  his  break  immediately 
**  after  passing  the  distant-signal,  in  accordance  with 
"  his  usual  custom,  to  slacken  the  speed  in  going 
"  down  the  incline  ;  that  he  did  not  put  his  break 
**  hard  on,  but  only  gathered  up  the  slack  before  the 
**  driver  whistled  when  about  half  way  between  the 
"  road  bridge  and  the  stop  signal :  he  estimates  the 
"  speed  at  the  time  of  the  collision  at  from  12  to  15 
**  miles  an  hour,  and  he  was  thrown  by  the  shock 
"  from  his  platform  to  the  other  end  of  the  compart- 
**  ment,  and  was  hurt." 

I  do  not  think  much  dependence  can  be  placed  on 
this  man's  statement. 

A  signalman,  in  the  Battersea  Park  Junction  box, 
and  another  on  the  London,  Chatham,  and  Dover  line, 
at  the  same  place,  both  state  that  the  distant  signal 
was  on  at  danger  before  the  London  and  North- 
western train  passed  it :  that  the  train  was  going 
very  fast,  and  the  engine  had  the  steam  on :  both 
observed  the  signal  lowered  for  the  Midland  goods 
train  to  leave  the  yard  before  the  London  and  North- 
western train  reached  the  distant  signal,  and  com- 
ments were  made  by  one  of  them  to  the  other,  and 
to  a  telegraph  clerk  in  one  of  the  signal  boxes,  as  to 
the  speed  at  which  the  train  was  travelling,  while 
passing  the  distant  signal  at  ^'  danger." 

The  London  and  North-western  engine  struck  the 
seventh  waggon  from  the  rear  break  in  the  Midland 
goods  train,  which  consisted  of  18  vehicles,  and  carried 
it  right  ahead,  and  the  engine  stopped  96  yards 
south  of  the  stop  signal,  the  collision  having  taken 
place  about  14  yards  south  of  the  stop  signal :  seven 
waggons  and  two  break  vans  were  damaged  in  the 
Midland  train.  The  London  and  North-western 
passenger  engine  was  a  good  deal  damaged  :  the  tank 
was  stove  in,  and  one  end  completely  destroyed,  one 
side  plate  was  torn  off,  the  buffer  plank  was  broken, 
and  the  life  guards  knocked  off;  the  two  last  carriages 


were  also  off  the  rails,  and  the  brass  work  and  every 
step  of  the  carri^es  were  swept  off  on  the  off  side 
and  the  panelling  damaged.  But  the  prevailing 
opinion  seemed  to  be  that  more  serious  injury  would 
probably  have  resulted  to  the  passengers  if  the 
I^orth-westem  train  had  been  travelling  at  slower 
speed. 

As  the  result  of  my  inquiry  I  should  state  that  I 
have  no  doubt  the  collision  was  wholly  caused  by  the 
neglect  of  the  driver,  fireman,  and  guard  of  the 
London  and  North-western  passenger  train,  in  not 
having  observed  and  attended  to  Stewart's  Lane 
Junction  distant  signal,  which  was  standing  at 
"  danger  "  as  they  passed  it. 

Mr.  Bruyeres,  the  Superintendent  of  the  southern 
section  of  the  London  and  North-western  Railway, 
took  exception  to  the  position  of  this  distant  signal, 
and  urged  that  it  should  have  been  carried  into  the 
Battersea  Park  Junction  signal  box,  and  so  connected 
by  interlocking,  that  the  signalman  at  Battersea  Park 
Junction  should  not  be  enabled  to  give  the  signal  for 
a  train  to  proceed  to  Stewart's  Lane  until  the  signal- 
man there  had  sanctioned  it.  I  agree  with  Mr.  Bru- 
yeres as  to  the  propriety  of  making  this  alteration, 
as  it  coincides  entirely  with  what  I  amj  so  continually 
pointing  out,  viz.,  the  desirability  of  not  confusing  the 
drivers  by  showing  them  contradictory  signals  placed 
very  near  to  each  other,  and  because  it  would  vir- 
tually amount  to  working  this  portion  of  line  on  the 
absolute  block  system. 

Mr.  Bruyeres  also  drew  attention  to  the  fact  of  the 
Midland  goods  train  having  been  permitted  to  leave 
the  Battersea  yard  when  the  London  and  North- 
western passenger  train  was  due:  but  the  superin- 
intendent  of  the  London,  Brighton,  and  South  Coast 
Railway  (Mr.  Ray)  explained  that  the  signalman  at 
Stewart's  Lane  Junction  only  carried  out  the  company's 
regulations  in[permitting  trains  to  pass  the  junction  in 
the  order  in  which  they  approach  it,  and  which  regula- 
tion is  in  my  opinion  the  proper  one  when  trains  be- 
longing to  various  companies  run  over  the  same  line. 

The  London,  Brighton,  and  South  Coast  Railway 
Company  no  longer  work  passenger  traffic  over  this 
line,  but  the  London  and  North-western  and  Great 
Western  Railway  Companies  work  passenger  traffic, 
and  th# Midland  and  Great  Northern  work  goods  or 
mineral  traffic  to  Battersea  goods  yard,  so  that  the 
number  of  trains  and  engines  running  past  Stewart's 
Lane  Junction  on  the  London,  Brighton,  and  South 
Coast  and  London,  Chatham,  and  Dover  lines,  amounts 
to  272  in  the  course  of  24  hours. 

Taking  into  consideration  the  nature  of  the  lines,  I 
recommend  that  the  absolute  block  system  of  work- 
ing should  be  adopted,  and  that  there  should  be  three 
reliefs  of  signalmen  at  the  Stewart's  Lane  Junction 
signal  box  in  the  24  hours,  as  there  used  to  be. 

i  have,  &C., 
The  Secretary^  W.  YoLLAin>, 

Railway  Department,  Col, 

Board  of  Trade, 


A  copy  of  the  above  report  was  sent  to  the  London,  Brighton,  and  South  Coats,  the  London  and  North- 
western, and  the  Midland  Railway  Companies,  on  the  17th  December  1869. 


MANCHESTER,  SHEFFIELD,  AND  LINCOLNSHIRE  RAILWAY. 


Railway  Department, 
Board  of  Trade, 
SiB,  Tf'hitehall,  Srd  February  1870. 

I  HAVB  the  honour  to  state,  for  the  information 
of  the  Board  of  Trade,  in  obedience  to  your  minute 
of  the  28th  December,  the  result  of  my  inquiry  into 
the  circumstances  which  attended  the  accident  that 
occurred  on  the  13th  December,  close  to  Northorpe 
station,  on  the  main  line  of  the  Manchester,  Sheffield, 
and  Lincolnshire  Railway^  between  Sheffield  and 
Great  Grimsby. 
Northorpe  Station  is  situated  about  17;^  miles  north- 


east of  Retford,  and  the  line,  which  is  quite  straight 
at  this  place,  commences  to  rise  1  in  165  at  the  sta- 
tion, in  proceeding  to  the  north-east  There  are 
sidings  lying  east  of  the  station  and  north  of  the  up 
line,  and  connected  with  it  in  two  places,  the  eastern- 
most pair  of  falling  points  being  situated  a  few  yards 
south-west  of  the  conmiencement  of  a  viaduct  of  four 
openings,  built  in  brick,  over  the  river  Eau.  This 
viaduct  is  about  53  yards  in  length,  and  it  is  pro- 
tected at  the  sides  by  low  parapet  walls  in  brick,  with 
a  coping  of  stone  on  each  side. 
On  the  13th  December,  No.  25  goods  train,  from 
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Retford  to  Great  Grimsby,  and  consisting  of  engine 
and  tender,  24  waggons,  and  one  goods  break  van,  had 
three  passenger  carriages  attached  to  it,  behind  the 
goods  break  van,  for  the  convenience  of  some  persons 
proceeding  to  a  coursing  meeting  at  Elsham,  near 
Brig*;,  the  number  of  passenger  carriages  usually 
attached  to  this  train  being  only  one,  for  the  accom- 
modation of  the  local  passenger  traffic  of  the  district. 
This  train  left  Retford  at  Ih.  50m.  p.m.,  or  20  minutes 
late ;  it  stopped  at  Sturton  and  Gainsborough  stations  ; 
and  just  after  it  had  passed  Northorpe  station,  when 
travelling  at  the  rate  of  23  or  24  miles  an  hour,  the 
driver  felt  a  jerk,  and,  on  looking  round,  he  saw  a 
number  of  waggons  leave  the  rails  and  fall  over  the 
low  parapet  of  the  viaduct.  He  stopped  his  train  as 
quickly  as  he  could,  and  then  went  back  to  the  scene 
of  the  accident.  He  found  that  eight  waggons  were 
gtill  attached  to  the  engine  and  on  the  rails  ;  the  9th 
waggon  was  also  attached  to  the  8  th,  but  the  trailing 
wheels  of  this  waggon  were  off  the  rails  ;  the  10th, 
11th,  and  12th  waggons,  still  coupled  together,  were 
all  off  the  rails;  and  the  remaining  12  waggons  had 
all  run  off  the  rails,  and  had  fallen  over  the  low  para- 
pet wall  of  the  viaduct,  carrying  the  line  over  the 
river  Eau,  on  the  northern  side  of  the  line.  The 
goods  break  van  was  off  the  rails,  and  hanging  over 
the  edge  of  the  viaduct ;  the  three  caiTiages  re- 
mained coupled  together,  and  to  the  goods  break  van  ; 
the  leading  carriage  was  entirely  off  the  rails  ;  that 
next  to  it  had  a  pair  of  wheels  off  the  rails  ;  and  the 
last  carriage  remained  on  the  rails. 

On  examining  the  permanent  way  after  the  acci- 
dent happened,  the  eastern  end  of  the  second  rail  east 
of  the  easternmost  pair  of  falling  points,  by  which  the 
sidings  lying  north  of  the  main  line  were  connected 
with  it,  was  found  to  have  been  forced  outwards,  and 
the  two  chairs  under  this  left  rail,  next  to  the  joint, 
were  broken ;  the  fished  joint  adjacent  was  also 
broken,  and  the  third  rail  had  been  forced  outwards, 
and  broken  into  three  parts,  (the  central  piece  of  this 
rail  was  not  forthcoming,)  and  from  this  rail  right 
across  the  viaduct  the  left  line  of  rail  was  broken  up, 
and  several  rails  had  been  forced  over  the  side  of  the 
viaduct ;  and  the  left  parapet  wall  of  the  viaduct  was 
carried  away  by  the  waggons  as  they  i-an  over  the  top 
of  the  viaduct,  and  fell  over  its  side  intone  field 
below,  a  height  of  about  14  feet.  I  am  informed  that 
no  trace  of  any  wheels  being  off  the  rails  could  be 
traced  further  west  than  the  eastern  end  of  the  second 
rail  before  referred  to,  and  the  line  is  described  as 
being  in  good  order  prior  to  the  accident. 

According  to  the  evidence  of  the  company's  ser- 
vants, the  accident  appears  to  have  been  caused  either 


by  the  ninth  or  tenth  waggon  from  the  tender ;  both 
of  these  waggons  belonged  to  the  Kiveton  Park  Com- 
pany. An  inspector  of  permanent  way,  who  was 
riding  on  the  engine,  says  that,  on  feeling  the  jerk, 
he  looked  round  and  saw  the  ninth  waggon  off  the 
rails,  and  that  it  was.  the  first  off  the  rails.  It  was 
an  old  waggon,  and  the  left  leading  axle-box  was 
broken,  and  the  outside  of  the  tire  of  the  left  leading 
wheel  was  marked  as  if  it  had  been  rubbing  against 
the  inside  of  the  rail.  Another  inspector,  who  saw 
this  waggon  some  hours  after  the  accident,  toli  me 
that  the  fracture  of  the  axle  box  was  partly  old^  but 
the  carriage  inspector  who  saw  it  on  the  following 
morning  said  the  fracture  was  a  new  one.  I  am 
unable  to  state  positively  which  is  correct,  as  no  pre- 
cautions were  taken  to  cover  up  the  fractured  parts 
so  as  to  prevent  oxidation  from  taking  place. 

The  10th  waggon  was  found  to  have  the  three  top 
plates  of  the  left  leading  spring  broken,  one  of  which 
is  said  to  have  been  missing  by  most  of  the  witnesses, 
while  another,  the  driver,  says  they  were  broken,  but 
were  all  there.  I  could  not  see  this  waggon,  as  it 
had  been  removed  by  the  Kiveton  Park  Company. 

The  carriage  inspector  states  that  the  plates  were 
newly  fractured. 

I  saw  some  of  the  sleepers  which  had  been  taken 
out  of  the  line  when  it  was  repaired  aft«r  the  acci- 
dent, but  the  greater  portion  of  those  taken  out  were 
burnt  in  keeping  up  fires  during  the  night,  while  the 
line  was  being  restored.  Some  of  those  which  I  saw 
were  not  in  good  condition,  but  I  think  there  is  little 
doubt  that  the  accident  was  caused  by  the  9th  or  10th 
coal  waggon,  and  not  by  the  condition  of  the  per- 
manent way. 

These  coal  waggons  were  examined  at  Retford  be- 
fore the  train  left,  and  are  said  to  have  l>een  in  good 
order. 

Six  of  the  passengers  were  either  cut,  bruised,  or 
contused,  and  five  of  the  waggons  that  ran  over  the 
side  of  the  viaduct  were  broken  up,  and  three  others 
were  damaged. 

The  passengers  were  injured  in  consequence  of 
the  railway  company  having  most  improperly  attached 
three  railway  carriages  to  a  heavy  coal  train,  which 
got  off  the  rails  in  running,  the  waggons  in  such 
trains  belonging  mostly  to  private  companies  that  do 
not  usually  take  the  same  care  in  keeping  them  in 
good  condition  as  railway  companies  do  their  own 
rolling  stock. 

I  have,  &C. 
The  Secretary  W.  Yollaj^'d. 

{Railway  Department),  Colonel. 

Board  of  Trade, 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  18th  February  1870. 


MIDLAND  RAILWAY. 


Board  of  Trade 
{Railway  Department)^ 
Sir,  18/ a  December  1869. 

I  AM  directed  by  the  Board  of  Trade  to 
transmit  to  you,  for  the  careful  consideration  of  the 
Directors  of  the  Midland  Railway  Company,  the  en- 
closed printed  copies  (six)  of  the  Report  made  by 
Colonel  Hutchinson,  R.E.,  the  officer  appointed  by  the 
Board  of  Trade  to  inquire  into  the  circumstances 
connected  with  the  collision  which  occurred  on  the 
Midland  Railway,  near  Long  Eaton  junction,  on  the 
9th  October  last. 

I  am,  &c., 
The  Secretary  R.  6.  W.  Herbert. 

of  the  Midland 
Railway  Company, 


Board  of  Trade 
{Railway  Department), 
Sir,  1,  Whitehall,  S.fV.,  \6t/i  Nov.  1869. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  12th  ult.,  I  have  the  honour  to 
report,  for  the  information  of  the  Board  of  Ti'ade,  the 
result  of  my  inquiry  into  the  circumstances  attending 
the  collision  which  occurred  on  the  Midland  Railway, 
near  Long  Eaton  junction,  about  midnight  on  the  9th 
ult.,  between  an  excursion  train  and  a  mail  train. 
This  collision  has  been  unhappily  attended  by  most 
serious  results ;  seven  passengers  in  the  excursion 
train  having  been  killed  on  the  spot ;  four  having  had 
their  legs  broken,  one  her  spine  injured,. and  six  others 
having  been  shaken,  bruised,  and  slightly  injured. 
One  of  the  guards  of  the  excursion  train  received 
also  a  severe  blow  in  the  chest.    No  passengers  or 
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servants  of  the  company  in  the  mail  train  appear  to 
have  been  injured. 

The  collision  haying  (as  stated  above)  occurred 
late  on  Saturday  night,  and  the  coroner's  inquest 
having  been  held  and  the  verdict  returned  on  the 
following  Monday,  the  Board  of  Trade  liad  no  time 
to  send  down  one  of  their  inspecting  oflScers  to  be  pre- 
sent at  the  inquest.  On  Saturday  the  16th  I  held  an 
inquiry  which  lasted  over  nine  hours  ;  on  the  follow- 
ing Monday  I  visited  Mansfield  junction,  Nottingham, 
and  examined  the  signalman  there,  and  on  Wednes- 
day the  3d  inst.  I  took  the  evidence  of  the  injured 
guard,  and  that  of  some  other  additional  witnesses, 
having  examined  in  all  21  persons.  T  have  thought 
it  right  to  state  these  facts  in  order  to  show  that  the 
inquiry  was  not  of  the  brief  character  that  has  been 
represented. 

Long  Eaton  junction  is  situated  between  Notting- 
ham and  Trent,  being  6^  miles  from  the  former  and 
1  mile  fcom  the  latter.  Between  Nottingham  pas- 
senger platform  and  it  there  occur,  1st,  Mansfield 
junction,  |  of  a  mile  from  the  platform,  2d,  Bees  ton 
station,  3^  miles  from  the  same  point,  and  3d,  Atten- 
borough  station  (not  used  at  night)  1  ^  miles  from 
Beeston  ;  the  distance  from  Beeston  to  Long  Eaton 
junction  being  thus  2 J  miles. 

The  gradients  are  easy  ;  there  is  a  mile  of  level  on 
the  Nottingham  side  of  Beeston,  and  1^  miles  on  the 
Long  Eaton  side  of  it|;  thence  there  is  nearly  a  mQe  of 
ascendine  gradients  of  1  in  1060  and  1  in  660,  and 
then  I  of  a  mile  of  level  up  to  the  junction,  whence 
to  Trent  the  line  rises  at  1  in  386. 

Long  Eaton  junction  is  the  eastern  point  of  a  tri- 
angle of  which  Trent  north  junction  and  North  Ere- 
wash  junction  form  the  western  and  northern  points. 
It  is  provided  with  locking  i^paratus  and  with  the 
usual  home  and  distant  signals.  The  distant  signal 
towards  Nottingham  is  634  yards  off,  towards  Trent 
north  junction  362  yards,  and  towards  the  North 
Erewash  junction  316  yards. 

The  Trent  north  junction  distant  signal  towai'ds 
Long  Eaton  junction  is  270  yards  off,  and  the 'two 
distant  signals  between  these  two  junctions  are  close 
together.  The  North  Erewash  junction  distant  signal 
towards  Long  Eaton  is  288  yards  off,  and  the  distant 
signals  between  these  two  junctions  are  some  distance 
apart  These  junctions  are  all  under  the  charge  of  the 
Trent  station-master.  The  signal  cabins  are  provided 
with  telegraphic  bells,  but  not  with  block  or  speaking 
instruments.  Thus  Long  Eaton  cabin  is  in  commu- 
nication with  Mansfield  junction,  Nottingham,  Trent 
north  junction,  and  North  Erewash  junction,  the 
three  cabins  adjacent  to  it,  and  similarly  with  the 
others.  The  bells  are  used  only  for  the  purpose  of 
signalling  forward  to  the  cabin  in  advance  the  ap- 
proach of  all  trains  and  engines  running  between  the 
cabins. 

In  the  event  of  fog  coming  on  the  practice  has 
been  for  certain  appointed  platelayers  to  repair  to  the 
several  signal  cabins,  and  put  themselves  under  the 
orders  of  the  signalmen.  Thus  to  Long  Eaton  junc- 
tion cabin,  two  were  in  the  habit  of  proceeding,  and 
to  North  Erewash  junction,  three.  The  duty  of  these 
men  is  for  each  to  provide  himself  with  fog  signals 
and  lamp  or  flag,  and  to  station  himself  near  the  dis- 
tant signal,  placing  two  fog  signals  on  the  rails 
about  a  yard  apart  at  double  the  distance  beyond  the 
distant  signal  at  which  the  fog  permits  it  to  be  seen, 
and  himself  remaining  half-way  between  the  distant 
signal  and  the  fog  signaLs  ;  if,  then,  the  distant  signal 
is  taken  off  in  answer  to  the  whistle  of  an  approach- 
ing train,  the  platelayer  removes,  if  possible,  the  fog 
signal,  or  at  any  rate  shows  the  driver  a  green  lamp 
signal  or  green  flag  ;  if  the  signal  remains  at  danger, 
he  shows  him  a  red  lamp  signal  or  red  flag ;  the 
theory  being  that  the  driver  may  receive  two  cautions 
of  the  road  not  being  clear  in  addition  to  the  distant 
signal.  As  soon  as  the  train  has  passed  the  distant 
signal,  fog  signals  are  again  to  be  placed  on  the  rail, 
remaining  there  as  long  as  necessary.  As  stated 
above,  tb^  Long  Eaton  junction  signalman  was  usually 


attended  by  only  two  platelayers  (it  was  so  on  the 
night  of  the  accident),  one  being  stationed  at  the 
distant  signal  towards  Trent,  and  the  other,  for  the 
most  part,  at  that  towards  Nottingham,  the  latter 
being  recalled  by  the  signalman  (by  means  of  moving 
up  and  down  the  distant  signal),  when  wanted  by  him 
in  the  North  Erewash  junction  direction,  this  man  in 
fact  having  double  duty  as  long  as  any  trains  were 
coming  from  the  Erewash  Valley  line. 

Saturday  the  9th  October  having  been  Nottingham 
goose  fair,  a  great  festival  for  the  Midland  Counties,  a 
number  of  special  excursion  trains  had  been  put  on 
for  the  occasion,  viz.,  five  from  the  Erewash  Valley 
(returning  as  two  trains),  three  to  and  from  Leicester, 
one  to  and  from  Lincoln,  and  two  to  and  from  Burton 
and  Derby.  Seven  of  these  trains  were  timed  to  start 
from  Nottingham  on  their  return  journeys  at  9,  9.40, 
9.50,  10,  10.10,  10.20,  and  10.45;  the  eighth,  which 
was  an  additional  train  to  and  from  Leicester,  had  no 
time  affixed  to  it.  Omitting,  therefore,  the  Lincoln 
special  train,  due  to  leave  Nottingham  at  10  p.m., 
there  were  six  special  trains  timed  to  leave  it> 
running  through  Long  Eaton  junction  to  Trent,  &c., 
between  9  ard  10.45  p.m.  In  addition  to  these  there 
were  the  regular  passenger  trains  due  to  leave 
Nottingham  for  Trent,  Derby,  &c,  at  9.50,  10.20, 
and  11.30,  the  additional  special  train  to  Leicester, 
and  goods  trains  at  9.45,  9.55,  and  10.  These  trains 
after  leaving  the  station  were  all  liable  to  be  detained 
at  Mansfield  junction  (|of  a  mile  from  the  platform), 
if  the  signalman  there  found  it  necessary. 

Joseph  Barker,  pointsman  and  signalman  for  about 
14  year*5,  7  years  at  Long  Eaton  junction,  took  up  the 
duty  there  at  5  p.m.  on  the  9th  inst.  A  fog  was  then 
coming  on,  and  between  6  and  7  o'clock  became  so 
thick  that  a  lamp  could  not  be  seen  (according  to 
Barker)  more  than  20  or  30  yards  off;  and  with 
regard  to  this  I  may  at  once  say  that  the  evidence  all 
goes  to  show  that  the  fog  remained  dense  the  whole  even- 
ing, commencing  between  Mansfield  junction  and  Bees- 
ton, and  continuing  up  to  and  beyond  Trent,  though  at 
Nottingham  and  Mansfield  junction  the  weather  was 
comparatively  clear.  Soon  after  6  o'clock,  two  plate- 
layers (Horobin  and  Marshall)  arrived  at  the  cabin  to 
act  as  fog  signalmen.  Both  having  been  provided  with 
lamps  and  fog  signals,  Marshall  was  despatched  to  the 
distant  signal  towards  Trent,  but  in  consequence  of 
there  being  only  one  platelayer  left  for  the  remaining 
two  distant  signals  towaids  Nottingham  and  North 
Erewash  junction.  Barker  stated  that  he  detained 
Horobin  till  near  9  to  assist  him  with  the  passage  of 
trains  in  both  directions,  when,  there  being  only  one 
more  train  due  from  the  North  Erewash  junction,  he 
despatched  him  to  the  Nottingham  distant  signal  with 
his  lamp  and  about  18  fog  signals,  to  remain  there  till 
he  was  called  back,  and  that  after  this  he  saw  him  no 
more  until  about  ^  to  12,  when  he  returned  for  a  fur- 
ther supply  of  fog  signals.  As  the  two  distant  signals 
are  950  yards  apart,  and  trains  passed  the  junction 
(by  Barker's  register)  from  North  Erewash  at  6.54, 
7.10,  and  7.22,  and  from  Nottingham  at  6.56  and 
7.29,  it  is  impossible  that  Horobin  can  have  been  at 
the  proper  distant  signal  as  each  of  these  trains  passed 
it ;  nor,  if  Barker's  statement  is  correct,  can  he  have 
been  at  the  North  Erewash  distant  signal  on  the  passing 
of  a  passenger  train,  which  arrived  at  the  junction  at 
10.20,  crossed  there,  and  backed  into  Trent  Horo- 
bin's  own  statement  about  what  he  did  up  to  this 
time  (10.20),  is  very  confused,  and  he  contradicted 
himself  so  much  that  I  can  place  but  little  dependence 
on  his  evidence. 

The  first  return  special  train  reached  Long  Eaton 
junction  for  the  Erewash  Valley  at  9.23,  the  next  for 
Leicester  at  10.1,  then  followed  another  for  Leicester 
at  10.17,  a  passenger  train  for  Leicester  at  10.23,  next 
a  goods  train  for  Trent  at  10.37  ;  following  this  was 
a  special  train  for  Burton  at  10.50,  a  regular  pas- 
senger train  for  Trent  at  11.6,  then  an  Erewash 
Valley  special  train  at  1 1.35,  and  next  a  goods  train 
for  Derby  at  11.50.  These  are  the  times  entered  in 
the  signalman's  book,  but  the   time  the  goods  train 
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reached  Long  Eaton  jonctioii  is  made  11. 4p  by  the 
guard  of  the  goods  train  and  driver  of  the  following 
train  which  ran  into  it.  Up  to  this  point  all  had  gone 
smoothly,  and  though  the  appointed  times  of  departure 
from  Nottingham  were  gradually  getting  less  and  less 
observed,  a  fair  margin  of  time  had.  hitherto  been  pre- 
served between  the  starting  of  the  trains. 

The  goods  train,  which  reached  Long  Eaton  junc- 
tion at  11.40  or  11.50,  consisted  of  engine  and  tender, 
42  loaded  and  empty  waggons,  and  a  break  van  ;  it 
had  started  from  Lincoln  at  7  p.m.,  and  had  reached 
Nottingham  goods  yard  at  its  appointed  time.  Its 
proper  time  for  leaving  Nottingham  was  9.45  pjn., 
but  in  consequence  of  the  number  of  passenger  trains 
leaving  about  this  time  the  Mansfield  junction  signal- 
man stated  that  he  would  not  give  it  its  signal  till 
11.17,  and  that  it  passed  his  cabin  at  11.20.  As  this 
signalman  keeps  no  roister  of  passing  trains,  there  is 
not  much  dependence  to  be  placed  upon  the  times  he 
quotes,  and  from  the  evidence  of  the  guard  of  the 
goods  train  (as  well  as  other  incidental  evidence),  I 
think  the  time  of  this  train  passing  Mansfield  junction 
must  have  been  nearer  11.25  than  11.20.  The  dis- 
tance from  one  junction  to  the  other  being  5^  miles, 
and  the  time  occupied  in  running  it,  according  to  the 
guard,  being  17  minutes,  the  speed  must  have  beenx^n 
an  averse  19  miles  an  hour.  On  approaching  Long 
Eaton  junction,  the  distant  signal  was  found  to  be  at 
all  right,  and  the  train  had  got  about  three  parts 
through  the  junction,  when  the  van  was  bumped  by 
the  engine  of  a  following  train,  which  the  goods  guard 
had  heard  whistle  for  the  junction  signal,  and  caught 
sight  of  just  in  time  to  enable  him  to  jump  from  his  van. 
The  effect  of  the  bump  was  to  uncouple  the  waggons  in 
three  places,  viz.,  the  eighth  waggon  from  the  van, 
and  two  others  nearer  to  it.  The  engine  of  the  pas- 
senger train  came  to  a  stand  in  about  30  yards.  Hie 
driver  of  the  goods  train  felt  that  something  had  gone 
wrong,  itnd  pulled  np  at  Trent  station. 

The  passenger  train  which  overtook  the  goods 
train  consisted' of  engine,  tender,  and  25  coaches,  in- 
cluding three  break  vans.  Its  proper  time  out  of 
Nottingham  was  10.20,  but  it  actually  started,  accord- 
ing to  the  station-master,  at  1 1 .20,  or,  according  to 
tlie  driver  and  head  guard,  at  1 L25.  It  passed  Mans- 
field junction,  where  it  received  a  green  hand  lamp 
signal  (implying  train  ahead  between  5  and  10  mi- 
nutes), at  11 .30,  according  to  tl^e  signalman  there,  who 
stated  that  the  goods  train  had  been  gone  about  7  or 
8  minutes.  At  Beeston  the  semaphore  signal  was 
found  at  danger,  but  the  driver  got  a  green  hand 
lamp  signal,  the  porter  here  stating  that  the  goods 
train  had  passed  about  7  minutes.  The  driver  stated 
that  he  proceeded  cautiously,  and  approached  Long 
Eaton  junction  distant  signal  at  a  speed  of  12  to  15  miles 
an  hour,  that  he  found  it  off  (the  signalman  explains 
this  by  stating  that  he  had  taken  the  signal  off  for  the 
goods  train,  and  had  not  put  it  again  to  danger,  not 
being  sure  whether  the  engine  of  the  goods  train  had 
passed  it\  and  concluding  all  was  right  went  on  and 
caught  sight  of  the  tail  lights  of  the  goods  train  when 
dose  to  the  junction,  the  fbg  being  so  thick  that  it  was 
impossible  to  see  nu>re  than  10  to  12  yard^  ahead  ; 
that  he  then  immediately  reversed  his  engine  and  got 
his  breaks  applied,  and  had  a  slight  collision  which 
merely  broke  a  piece  off  one  of  his  buffers,  his  engine 
coming  to  a  stand  about  two  carriage  lengths  over  the 
junction.  After  remaining  there  three  or  four  minutes 
he  went  on  to  Trent,  pushing  before  him  the  detached 
portion  of  the  goods  train.  ■  This  driver  makes  the 
time  of  his  collision  at  11.40,  and  supposing  this  to  be 
correct,  his  average  speed  must  have  been  about  30 
miles  an  hour,  certainly  too  high  a  speed  for  so  foggj 
a  night,  with  a  heavy  train  a  short  distance  in  front 
of  him.  The  rear  guard  of  this  train  states  that  im- 
mediately upon  his  train  stopping  suddenly  near  Long 
Eaton  junction,  he  got  out  of  his  van  and  went  back 
with  fog  signals  and  hand  lamp  to  protect  it ;  that  he 
put  down  one  fog  signal  at  about  400  yards,  another 
at  600  yards,  and  two  others  about  1 ,200  yards  from  the 
van,  then  coming  back  and  placing  himself  20  yards 


from  the  last  two;  (Bu\e,Sl  -of  thfa  company's  J^^ula* 
tions  states  that  one  fog  signal  is  to  be  put  down  «t 
400  yards,  and  two  others  t^t  800  yards  from  the  tail 
of  the  train  ;  the  guard  therefore  went  400  yaids  be- 
yond the  prescribed  distance);  that  while  standing  here 
the  fog  signalman  Horobin.caine  up  to  him  and  toUl  him 
he  was  to  go  back  to  his  train  ;  that  he  asked  him  if  the 
road  was  clear,  to  which  Horobin  replied  that  it  was ; 
that  he  then  asked  him  a  second  time,  upon  which  he 
replied  he  was  not  sure,  but  would  go  and  see  if  the 
distant  signal  was  off ;  that  he  then  remained  where 
he  was  until  the  next  special  train  (one  for  Leicester) 
came  up,  giving  its  driver  a  red  lamp  signal ;  thaA*  t}ie 
driver  pulled  up  so  sharp  on  passing  over  the  fog 
signals  that  he  was  able  to  get  on  the  step  of  the 
tender,  and  said  to  the  driver,  "  There  is  something 
in  front,  go  up  cautiously  ;"  that  the  latter  replied, 
"  Go  back  as  quick  as  you  can,  and  give  four  more 
fog  signals,  as  the  mail  is  behind  us  ;"  that  he. then 
went  back  as  fast  as  he  could,  and  had  reached  the  tail 
of  the  Leicester  train  when  he  heard  the  mail-engine 
whistle  ;  that  he  had  but  time  to '  put  down  one  iog 
signal  and  show  his  red  light,  when  the  engine  pitssed 
him  and  ran  into  the  van.  He  estimates  the  speed  df 
the. special  train  at  6  to  7»  and  that  of  the  mail  tm^ 
at  17  to  18  miles  an  hour  ;  and  also,  states  that  the 
.^density  of  the  fog  was  such  that  the  lights  of  the 
mail  engine  could  be  seen  only  10  or  12  yards  off. 
Afrer  the  collision  he  went  further  back  to  protect 
the  mail  train. 

The  Leicester  special  train  which  was  run  into  by 
the  mail  train  consisted  of  a  6-wheeled  coapled  en- 
gine and  tender,  and  35  vehicles,  Including  4  breaks 
with  a  guard  in  each  (that  at  the  rear  of  tJbe  train 
being  a  composite  carriage  with  break  cototpartment) ; 
it  left  Nottingham  station,  for  Loughborough  and 
Leicester  at  11.35  pan.  by  all  accounts.  It  tan  at  a 
steady  pace  up  to  and  through  Mansfield  jdnction, 
where  the  signals  were  right  for  it.  There  was  no 
fog  until  near  Beeston,  where  the  station  signal  was  at 
danger,  visible  about  50  yards  off  This  signal,  upon 
the  driver  whistling,  was  lowered  to  caution,  but 
about  a  minute's  detention  was  caused  by  the  dri\%r 
having  shut  off  steam  and  reduced  his  speed.  The 
time  of  this  train  passing  Beeston  was,  according  to 
the  Beeston  station-master,  11.57  ;  making,  if  the 
thnes  stated  are  correct,  22  minutes  for  running  3^ 
miles,  or  an  average  speed  of  only  9  miles  an  hour. 
Attenborough  signal  (lighted  but  not  used  at  night) 
was  then  seen  showing  a  white  light,  and  shortly  aS^r- 
wards,  about  half  a  mile  fr*om  Long  Ektton  junction  dis- 
tant signal,  a  fog  signal  was  passed  over,  and  20  yards 
inrtber  on  another.  Speed  having  been  immediately 
reduced  from  what  was  stated  to  have  been  15  to  5  or 
6  miles  an  hour,  a  man,  showing  a.  red  lamp  (the 
guard  of  the  previous  train),  jumped  on  the  step  of 
the  tender,  and  told  the  driver  there  was  a  stoppage 
in  front.  The  driver  told  the  man  to  go  back^  or  the 
mail  would  be  into  them,  and  he  did  so.  The  driver 
then  went  cautiously  on  towards  the  junction  distant 
-  signal,  where  he  saw  a  man  with  a  white  light  beckon- 
ing him  on  (this  was  Horobin,  the  fog  signalman). 
He  at  once  put  on  more  steam,  and  had  got  up  a 
slightly  increased  speed  when  the  collision  occurred. 
It  broke  the  draw-bar  hook  of  the  van  next  the  en- 
gine, and  the  driver  let  his  engine  run  on  till  he 
thought  the  carriages  had  stopped,  when  he  pulled 
up.  On  the  engine  the  collision  had  been  felt  like 
nothing  more  than  a  push  ;  in  theirear  of  the  train  the 
consequences  had,  however,  been  most  disastrous  ;  the 
rear  composite  break  carriage  having  been  completely 
smashed  by  the  mall  engine,  and  the  hind  compart- 
ment of  the  composite  next  it  by  (probably)  the  body 
of  the  van  having  been  forced  into  it.  It  was  in  these 
two  coaches  that  the  sad  loss  of  life  and  injniy  oc- 
curred, the  rest  of  the  train  having  escaped  with  very 
trifiing  damage.  The  couplings  between  the  rear 
break  oaiTiage  and  the  composite  next  it  gave  way, 
and  the  train,  minus  the  rear  carriage,  finally  st(^)ped 
Bome  distance,  from  the  eitgine  of  the  mail  train.  The 
.reat-  guainl  of  the^troio  hearing  tibi&wfaiitle  ^f  the  mail 


Digitized  by 


Google 


ug 


en^nei'iind 'seeing  ftft  light  dose  at  liftod^  jamped  on  to 
the  MfLnk  and  escaped  with  a  £til\.  The  head  guards 
-v^ho  was  riding  in  a  van  five  carriages  from  the  end 
of  the  train,  was  in  the  act  of  dropping  off  when  the 
collision  occurred ;  he  was  knocked  up  against  the 
door  frame  and  severely  injured  in  the  chest. 

'  The  mail  train  was  due  to  leave  Nottingham  for 
Trent  at  11.30,  having  to  stop  at  Beeston.  A  con- 
sultation took  place  between  the  Nottingham  station- 
master  and  one  of  the  inspectors  on  special  duty  there, 
about  the  propriety  of  despatching  the  Leicester  special 
train  or  mail  train  the  first,  and  it  was  decided  that 
as  the  special  train  had  to  stc^  neither  at  Beeston  nor 
Trent,  and  the  mail  train  at  both,  the  former  should 
be  started  first,  the  platform  being  now  crowded  with 
Leicester  passengers.  Accordingly  the  mail  train, 
consisting  of  engine  and  tender  and  eleven  vehicles, 
including  two  break  vans  (with  guards),  one  in  front 
and  the  other  about  three  from  the  end,  left  Notting- 
ham station  at  11.50,  15  minutes  after  the  Leicester 
train.  The  driver  was  an  experienced  man  of  21 
years'  Service  with  the  Midland  Company,  and  in  the 
rear  break  van  there  were  four  inspectors  returning 
from  special  duty  at  Nottingham.  The  driver  had 
seen  the  special  train  start,  as  he  thought,  about  20 
minutes  before  he  did ;  there  was  a  slight  detention  at 
Mansfield  junction,  where  the  signalman  gave  him  a 
green  lamp  signal,  and  the  train  reached  Beeston  at 
12.1,  4  minutes  after  the  Leicester  train  had  passed. 
The  mail  train  had  thus  performed  this  part  of  its 
journey  in  11  minutes  (or  just  in  half  the  time  the 
special  train  had  taken  to  perform  it),  its  average 
speed  having  been  thus  about  18  miles  an  hour.  A 
number  of  passensrers  alighted  at  Beeston,  and  the 
train  was  detained  there  four  minutes,  leaving  at  1 2.5, 
or  eight  minutes  after  the  Leicester  train,  the  driver 
being  informed  by  the  station-master  and  porter  that 
it  was  only  five  minutes  ahead,  to  induce  extra  caution 
on  account  of  the  foggy  state  of  the  night,  and  also 
being  cautioned  by  one  of  the  inspectors.  After 
leaving  Beeston  the  highest  speed  attained  is  esti- 
mated by  one  of  the  inspectors  at  25  miles  an  hour  ; 
by  the  driver  and  others  at  J  6  to  18  miles  an  hour. 
It  is  also  stated  that  steam  had  been  shut  off,  and  the 
junction  signals  whistled  for  just  before  the  van  lights 
of  the  train  in  front  were  caught  sight  of.  After  this 
the  driver  had  time  only  to  reverse,  and  his  fireman 
to  get  three  turns  on  his  break,  when  the  engine 
pitched  into  the  van  of  the  Leicester  train ;  it  ran  over 
its  framing,  knocking  its  body  into  the  composite  car- 
riage in  front,  and  finally  stopped  (after  mnning  al)out 
70  yards  ftx)m  the  point  at  which  it  first  struck),  with 
its  leading  wheels  just  dropped  off  the  rails,  with  the 
leading  axle  and  wheels  of  the  van  between  its  driving 
and  trailing  wheels,  the  trailing  axle  and  wheels  of 
the  van  between  the  leading  and  centre  wheels  of  the 
tender  and  the  trailing  wheels  of  the  tender,  and  all 
the  rest  of  the  train  on  the  rails.  No  passenger  or 
servant  of  the  company  in  this  train  is  stated  to  have 
received  any  serious  injury. 

The  point  of  collision  was  about  480  yards  on  the 
Nottingham  side  of  the  Long  Eaton  junction  distant 
signal,  and  consequently  as  nearly  as  possible  2\  miles 
Trom  Beeston  station  ;  the  position  of  the  extreme  fog 
signals  put  down  by  the  guard  of  the  Burton  special 
train  was  probably  J  of  a  mile  ftirther  on,  or  2  miles 
from  Beeston  ;  supposing,  then,  the  Leicester  train  to 
have  travelled  this  last  J  of  a  mile,  plus  its  own  length 
(about  300  yards),  at  the  rate  of  5  miles  an  hour,  it 
would  have  taken  about  5  minutes  to  perform  it,  and 
giving  it  a  rate  of  12  miles  an  hour  for  the  previous 
2  miles,  would  make  another  10  minutes  or  lo  minutes 
after  passing  Beeston  to  the  time  of  colhsion,  bring- 
ing it  to  12.12,  nearly  agreeing  with  the  time  (12.10) 
at  which  the  Long  Eaton  junction  signalman  states 
that  he  heard  some  fog  signals  exploded,  this  being 
the  only  evidence  I  could  get  as*  to  the  time  of  the 
collision.  Assuming,  then,  12.12  to  have  been  the 
time,' the  average  speed  of  the  m^l  from  Beeston 
wotdd  have  been-  about  20  miles  an  hour,  agreeing 
fairly  with  the  evidence  upon  that  point,  though  there 


is.no  doubt  that,  tto  speed  at  collision  must  have  been 
considerably  more  than  this  average  rate,  judging 
from  the  results.  Supposing  that  the  Leicester  train 
had  not  been  checked  by  fog  signals,  but  had  pro- 
ceeded onwards  at  its  supposed  previous  rate  of  12 
miles  an  hour,  followed  by  the  mail  train  at  (say)  30 
miles  an  hour,  the  latter  would  not  have  overtaken  the 
former  until  long  inside  the  distant  signal ;  and  sup- 
posing again  that  a  fog  signalman  had  been  on  duty 
here,  the  coUisifm  would  have  been  prevented.  On 
any  other  reasonable  suj^ositions  as  regards  relative 
speed  of  the  two  trains  (even  a  very  high  one  for  the 
mail  train),  the  first  would  have  got  well  inside  the 
distant  signal,  had  it  not  been  checked,  before  it  could 
have  been  overtaken  by  the  second. 

I  have  merely  made  these  suppositions  to  arrive,  if 
possible,  at  the  immediate  cause  of  this  accident ;  and 
this  must,  I  think,  be  assigned  to  the  absence  of  the 
fog  signalman  from  his  post  when  the  goods  train 
passed  the  Long  Eaton  junction  distant  signal.  Had 
he  been  there  and  protected  the  goods  train  with  fog 
signals,  the  first  collision  would  have  been  aveited  ; 
no  going  back  with  fog  signals  would  have  been  ne- 
cessitated, and  consequently  no  (decking  of  the  speed 
of  the  Leicester  train  with  its  fatal  consequences. 
The  fog  signalman,  Horobin,  excuses  his  absence  fi-om 
his  post  on  the  ground  that  he  had  just  exhausted  his 
supply  of  fc^  signals,  had  gone  to  the  signal  box  for  a 
fi-esh  supply,  and  was  in  the  act  of  returning  to  his 
distant  signal  when  the  first  collision  occurred.  As  I 
before  remarked,  I  can  place  but  little  confidence  in 
the  statement  of  this  man,  and  I  think  it  probable^ 
that  owing  to  the  bad  practice  that  prevailed  at  Long 
Eaton  junction  of  employing  only  one  fog  signalman 
for  two  important  distant  signals,  to  both  of  which 
it  was  physically  impossible  he  could  at  certain  times 
attend,  the  lax  habit  had  been  induced  of  leavin*' 
these  at  other  times  (the  present  instance  being 
one)  unattended  to,  and  that  it  was  only  the  occur- 
rence of  the  first  collision  which  made  Horobin 
hurry,  when  too  late,  to  his  post.  Supposing,  how- 
ever, that  his  statement  is  correct,  and  that  he  had 
really  left  his  post  only  for  the  purpose  of  obtaining  a 
fresh  supply  of  fog  signals,  the  arrangements  of  the  com-  • 
pany  are  again  at  fault,  for  not  making  provision, 
especially  upon  such  a  night  of  traffic  as  the  9th  Octo- 
ber, for  a  fog  signalman  being  furnished  with  a  fresh 
supply  without  the  necessity  of  his  leaving  his  post 
for  a  period  of  at  least  10  minutes,  which  it  would 
take  him  to  go  from  his  distant  signal  to  the  cabin 
and  back.  Fog  signalmen  are  entrusted  with  most 
important  duties,  and  are  as  a  rule  taken  from  the 
lowest  grade  of  the  company's  servants.  It  seems  to 
me  consequently  most  essential  that  they  should  be 
regularly  visited  by  some  superior  officer,  both  to  see 
that  they  are  at  their  posts  and  are  properly  supplied 
with  signals,  ha,  I  cwi  therefore  but  regard  the 
absence  of  Such  a  system  of  supervision  as  imme- 
diately connected  with  the  occurrence  of  the  present 
accident. 

Another  cause  of  the  accident  was  want  of  due 
caution  on  the  part  of  the  driver  of  the  mail  train. 
Even  assuming  his  average  speed  to  have  been  no  more 
than  20  miles  an  hour,  though,  as  before  stated,  the 
actual  speed  on  collision  niust  have  been  considerably 
greater,  the  fact  of  his  having  nearly  overtaken  the 
Leicester  train  at  Beeston  (of  which  he  was  duly 
warned)  should  have  taught  him  that  even  this  speed 
was  dangerous  on  such  a  night,  and  with  so  heavily 
loaded  a  train  in  front  of  him. 

As  a  third  cause,  may  well  be  reckoned  the  often 
reprehended  practice  of  running  such  large  trains  as 
that  which  was  despatched  to  Leicester  in  front  of  the 
mail,  more  especially  when  provided  with  so  small  a 
proportion  of  break  power  as  4  break  carriages  to 
35  vehicles.  The  driver,  if  cautious  (as  he  seems 
to  have  been  in  the  present  instance),  will  hesitate  to 
run  at  any  but  a  most  moderate  speed  for  fear  of 
losing  control  ^of  his  train,  and  will  thus  subject  him« 
self  to  the  danger  of  being  overtaken  and  run  into. 
I  cannot  either  think  that  the  despatching  of  so  heavy 
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a  train  (though  not  having  to  stop)  in  front  of  a  com- 
paratively light  one,  was,  under  existing  circumstances, 
a  wise  measure.. 

It  was  a  grave  mistake  also,  on  a  night  when  the 
line  was  crowded  with  passenger  traffic,  to  have 
allowed  any  goods  train  to  be  upon  the  road  between 
Nottingham  and  Trent,  until  such  traffic  was  at  an  end. 

Had  some  alacrity  been  shown  by  the  rear  guaid 
of  the  Leicester  train  in  jumping  out  and  run- 
ning back  with  fog  signals  when  Sie  speed  of  his 
train  was  first  checked,  it  is  very  possible  that  the 
worst  consequences  of  this  collision  would  have  been 
avoided  ;  that  the  speed  was  not  too  great  to  have 
prevented  his  doing  so  is  shown  by  the  fact  of  the 
guard  of  the  Burton  train  having  been  able  to  jump 
on  and  off  the  tender  step. 

The  special  time  tables  appear  to  have  been  drawn 
up  in  a  careless  manner,  one  special  train  for  Leicester 
having  against  it  the  same  time  of  departure  from 
Nottingham  as  a  regular  passenger  train  for  the  same 
place,  and  both  only  10  minutes  after  the  previous 
(9.40)  train  ;  and  another  special  train  for  Derby 
and  Burton  the  same  time  (10.20)  as'  a  regular  train 
for  Derby,  and  both  again  only  10  minutes  after  the 
previous  train  ;  to  say  nothing  of  the  interpolation  of 
goods  trains  5  minutes  before  and  after  the  9.40  and 
9.50  trains. 

Though  experience  may  havo  shown  the  impos- 
sibility of  keeping  time  in  the  departure  of  return 
excursion  trains,  there  can  be  no  excuse  for  such 
mistakes  as  the  above,  which  can  only  lead  to  confu- 
sion and  irregularity. 

While  detuling  the  above  as  the  more  or  less  tm- 
mediate  causes  of  this  collision,  the  prime  cause  is, 
without  doubt,  to  be  attributed  to  the  absence  of  the 
means  of  insuring  ^  a  proper  space-interval  between 
following  trains.  Nothing  can  more  clearly  show 
than  the  present  collision  what  a  completely  illusory 
protection  a  mere  time-interval  affords.  This  space- 
interval  can  be  effectually  obtained  only  by  means  of 
tne  electric  telegraph  ;  and  I  am  informed  that  in 
June  last  the  Directors  of  the  Midland  Railway  gave 
orders  for  the  completion  of  the  block  telegi*aph  sys- 
•  tem  of  working  on  their  main  lines  from  Bradford 
to  London,  and  from  Chesterfield  to  Bristol,  including 
Nottingham  and  Trent,  It  is  only  to  be  regretted 
that  this  decision  had  not  been  come  to  at  an  earlier 
period  ;  the  occurrence  of  the  present  and  of  many 
other  serious  accidents  would  then,  in  all  human  pro- 
bability, have  been  prevented. 

I  am,  &c.. 
The  Secretary  C.  S.  Hutchinson, 

{Railway  Department),  Lieut.- CoL  R,E. 

Board  of  Trade, 


Midland  Railway ^ 
General  Manager*8  Office, 
Sir,  Derby,  January  5th,  1870. 

YouB  letter  of  the  18th  ultimo,  enclosing  six 
copies  of  Colonel  Hutchinson's  report  upon  the  collision 
which  occurred  at  Long  Eaton  junction  on  the  9th  of 
October  last,  has  been  laid  before  the  directors ;  and 
I  am  instructed  to  submit  the  following  observations, 
in  reply  to  Colonel  Hutchinson's  remarks,  upon  the 
case  :-^ 

Colonel  Hutchinson  is  under  a  misapprehension 

when  he  says  that  the  "practice  prevailed  at  Long 

*•  Eaton  junction  of  employing  only  one  fog  signalman 

*^  for  two  important  distant  signab,"  the  fact  being 

that  the  only  distant  signal  the  man  Horrobin  had  to 

attend  to  was  the  distant  signal  working  from  the 

Long  Eaton  junction  towards  Nottingham ;  and  when 

he  was  employed  upon  any  other  duty  than  attending 

to  this  signal  by  the  Long  Eaton  junction  signalman 

it  was  in  the  immediate  neighbourhood  of  the  junction, 

to  assist  in  passing  trains,  or  to  go  and  tell  drivers  of 

trains  that  had  stopped  at  the  junction,  in  obedience 

to  the  signals,  when,  to  come  forward ;  and  he  was 

only  employed  in  this  way  at  times  when  the  junction 

signalman  did  not  consider  it  necessary  to  have  him 


at  the  distant  signal.  It  never  has  been  the  practice 
to  employ  a  fog  signalman  at  the  distant  signal  worked 
from  Long  Eaton  junction  towards  Mansfield  (which 
is  the  other  signal  referred  to  by  Colonel  Hutchinson), 
as  that  signal  is  so  short  a  distance  from  the  North 
Erewash  junction  signal  box  that  it  is  a  rare  occur- 
rence for  the  fog  to  be  so  dense  as  to  prevent  the 
pointsman  on  duty  there  from  seeing  it,  and,  if  at  any 
time  he  were  unable  to  see  it,  he  would  pull  up  and 
caution  the  driver  of  any  train  running  through  his 
junction  in  the  direction  of  Long  Eaton  junction. 
The  Long  Eaton  junction  signalman  said  that  he  never 
sent  Horrobin  to  this  signal,  and  there  is  no  doubt  that 
Hon*'  •  ii's  statement  as  to  his  having  been  there  is 
incorrect.  He  was  not  seen  by  the  North  Erewash 
junction  signalman,  which  must  have  been  the  case  if 
he  had  gone  there,  and  it  certainly  had  never  been  his 
practice  to  go  to  that  signal  on  previous  occasions. 

This  is  fully  proved  by  signalman  J.  Day,  who  has 
been  at  the  North  Erewash  junction  14  yeai*s,  and 
says  that  it  has  never  been  customary  for  the  Long 
Eaton  junction  fog  signalmen  to  signal  for  the  distant 
signal  working  from  Long  Eaton  junction  towards  his 
junction.  There  is  no  doubt  that  the  man  Horrobin, 
when  giving  his  evidence,  was  very  much  confrised  by 
the  position  in  which  he  was  placed,  and,  indeed,  it 
will  be  in  the  recollection  of  Colonel  Hutchinson  that, 
upon  the  discrepancies  in  his  statements  being  pointed 
out  to  him,  he  said  he  had  never  previously  given 
evidence  before  his  superiors,  and  that  he  had  been 
confrised  and  fluttered  by  his  unwonted  position. 

With  respect  to  Colonel  Hutchinson's  remarks  as  to 
the  class  of  servants  from  whom  the  fog  signalmen 
are  drawn,  and  his  suggestion  that  they  should  be 
regularly  visited  by  some  superior  officer  to  see  that 
they  are  at  their  posts  and  properly  supplied  with 
signals,  it  is  necessary  to  have  experienced  men  for 
the  duty  of  fog  signalling ;  and  it  is  the  practice  of 
this  and  of  many  other  companies  to  employ  the  most 
trustworthy  of  the  platelayers  for  the  purpose.  These 
men  are  continually  at  work  on  the  line,  are  well  ac- 
quainted with  the  company's  regulations,  are  easily 
available  in  case  of  emergency,  are  in  the  habit  of 
seeing  the  traffic  work  under  all  circumstances,  and 
appear  to  be  in  every  way  eligible  for  the  duties.  The 
signalmen  under  whose  direction  they  act  are  fully 
conversant  with  all  matters  connected  with  the  work- 
ing of  their  respective  posts,  and  it  is  much  safer  to 
leave  these  men  to  act  under  the  instructions  of  the 
signalmen  than  to  introduce  other  authority,  which 
might,  by  clashing  with  the  understanding  the  men 
had  with  each  other,  lead  to  increased  danger  rather 
than  to  safety ;  besides,  fog  signalmen  are,  as  a  rule, 
employed  at  such  a  distance  from  each  other  that  an 
inspection  of  the  kind  suggested  by  Colonel  Hutchin- 
son to  be  effective  must  practically  resolve  itself  into 
an  inspector  for  every  one  or  two  fog  signalmen.  It 
is  of  course  the  duty  of  the  station  masters  having 
the  supervision  of  posts  where  fog  signalmen  are  em- 
ployed to  satisfy  themselves  that  the  men  are  on  duty 
when  necessity  arises  for  their  being  so.  Fog  signal- 
men know  the  precise  nature  of  their  duties,  and  the 
number  of  signals  they  are  likely  to  require ;  and  these 
signals  are  so  light  and  easy  of  carriage  that  no  difii* 
culty  can  be  experienced  by  the  men  taking  with 
them  a  sufficient  quantity  for  any  length  of  time  they 
are  likely  to  remain  on  duty.  Horrobin  left  Long 
Eaton  junction  for  the  distant  signal  towards  Not- 
tingham at  about  nine  o'clock,  taking  with  him  18 
fog  signals.  The  mode  of  using  these  signals  is  as 
described  by  Colonel  Hutchinson.  Two  cf  them  are 
kept  on  the  rails  outside  the  distant  signal,  and  when 
a  train  whistles  for  the  junction,  if  the  junction  is 
clear,  the  distant  signal  is  turned  off  for  the  train  to 
pass,  and  the  fog  signals  are  taken  up,  and  replaced 
after  the  train  has  gone  by ;  the  only  deviation  from 
this  arrangement  being  in  cases  where  the  distant 
signal  is  not  turned  off  when  the  train  whistles,  the 
fog  signal  being  then  left  on  the  line  for  the  train  to 
explode.  The  trains  running  through  the  Long  Eaton 
junction,  from  Nottingham  towards  Tren<^  do  not^  in 
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passing  the  junction,  foul  any  other  line  except  the 
one  on  which  they  are  running ;  occasions  for  slack- 
ing them  would  consequently  be  of  rare  occurrence, 
and,  in  the  majority  of  cases,  there  is  no  doubt  that 
both  the  fog  signals  would  be  recovered.  Eighteen 
fog  signals  would  thus  suffice  for  signalling  a  great 
many  trains. 

The  system  of  fog  signaUing  in  operation  at  the 
Ix>Dg  Eaton  junction  has  sufficed  for  the  safe  working 
of  that  junction  for  the  last  ten  years,  the  man  Horrobin 
having^een  employed  on  fog  signal  duty  for  five  years ; 
and  dunng  the  whole  of  the  ten  years  no  occurrence 
has  taken  place  to  show  that  the  arrangements  are  in 
any  way  faulty,  or  that  they  are  not  perfectly  efficient 
for  the  safe  working  of  the  junction. 

Colonel  Hutchinson  says  '*  another  cause  of  the 
*^  accident  was  want  of  due  caution  on  the  part  of 
**  the  driver  of  the  mail  train."  Upon  this  point  it 
must  be  remarked  that  the  driver  of  this  train  knew 
*  when  at  Beeston  that  the  special  train  had  passed 
that  station  without  stopping  at  least  hve  minutes 
before  he  left  it,  and  the  special  had  only  2^  miles  to 
run  before  reaching  the  Long  Eaton  junction  signals; 
and  it  does  not  appear  that  a  speed  of  20  miles  an 
hour  was,  under  these  circumstances,  a  rash  one. 

There  is  nothing  to  show  that  the  speed  of  the  mail 
must  have  been  more  than  20  miles  an  hour  when  it 
struck  the  excursion  train,  and  considering  the  slow 
rate  at  which  the  excursion  train  would  be  moving,  a 
speed  of  20  miles  an  hour  with  the  mail  train  would 
be  quite  sufficient  to  account  for  all  that  occurred. 
With  respect  to  the  opinions  expressed  by  Colonel 
Hutchinson  as  to  the  impropriety  of  starting  the 
Leicester  excursion  train  in  front  of  the  mail,  and  as 
to  the  break  power  of  the  excursion  train  being  in- 
sufficient, I  may  remark  that  the  excursion  train, 
which  had  not  to  stop  at  either  Beeston  or  Trent,  or 
indeed  before  arriving  at  Loughboro',  and  was  drawn 
by  one  of  our  most  powerful  six-wheel  coupled  goods 
engines,  which  was  fully  master  of  the  load,  was 
started  from  Nottingham  15  minutes  before  the  .mail, 
which  had  to  stop  at  Beeston  to  set  down  a  large 
number  of  passengers  returning  from  the  fair,  and  had 
only  to  run  to  the  Trent  station,  where  its  passengers 
and  mails  would  be  transferred  to  the  down  mail  train 
from  London  ;  under  these  circumstance  the  servants 
of  the  company  exercised  a  wise  discretion,  and  the 
course  they  adopted  was  cafculated  to  conduce  to  the 
safe  working  of  the  trains. 

With  respect  to  the  break  power  of  tlie  excursion 
train,  this  train  was  supplied  with  four  breaks,  each 
of  which  was  manned,  thus  giving  one  break  for  every 
eight  vehicles,  and  this  is  certainly  above  rather  than 
below  the  break  power  it  is  customary  to  supply. 

Colonel  Hutchinson  says :  ^'  It  was  a  grave  mistake 
^  also,  on  a  night  when  the  line  was  crowded  with 
**  passenger  traffic,  to  have  allowed  any  goods  train 
*'  to  be  on  the  road  between  Nottingham  and  Trent, 
*'  until  such  traffic  was  at  an  end."  It  is  exceedingly 
objectionable  to  detain  goods  trains  in  the  way  sug- 
gested by  Colonel  Hutchinson  on  one  portion  of  the 
line,  so  as  to  throw  them  very  much  out  of  course  on 
other  portions  of  the  line,  where  such  irregularity 
might,  to  say  the  least  of  it,  be  very  inconvenient; 
and  looking  at  all  the  circumstances  of  the  case,  and 
bearing  in  mind  the  very  important  fact,  which  should 
not  for  a  moment  be  lost  sight  of,  that  the  weather  at 
Nottingham  was  clear,  and  the  people  there  did  not 
know  of  the  existence  of  a  dense  fog  in  the  neigh- 
bourhood of  Long  Eaton  Junction,  there  was  nothing 
in  the  despatch  of  the  goods  trains  which  was,  so  far 
as  the  parties  concerned  in  their  despatch  knew, 
calculated  to  interfere  in  any  way  with  the  safe  work- 
ing of  the  line. 

Colonel  Hutchinson  says:  "Had  some  alacrity 
**  been  shown  by  the  rear  guard  of  the  Leicesta: 
**  train  in  jumping  out  and  running  back  with  fog 
^  signals  when  the  speed  of  his  train  was  first 
^  checked,  it  is  very  possible  that  the  worst  conse- 
**  quences  of  the  collision  would  have  been  prevented." 
If  the  guard  in  the  last  van  had  known  what  was 


about  to  happen  he  would  no  doubt  have  acted  as 
Colonel  Hutchinson  suggests,  but,  without  such  know- 
ledge, the  fiftct  of  his  driver  reducing  the  speed  of  his 
train  when  approaching  the  junction  signals  on  a 
foggy  night  would  appear  to  him  so  ordinary  and 
natural  an  occurrence  as  not  to  require  any  special 
action  on  his  part.  If  his  ti*ain  had  come  to  a  stand 
and  he  had  failed  to  go  back,  the  case  would  have 
been  very  different,  but  if  he  had  left  his  van,  and 
the  line  had  been  clear,  the  train  would  have  run 
away  without  him,  for  it  must  not  be  forgotten  that 
at  the  moment  of  collision  the  excursion  train  was 
running  at  a  speed  of  about  six  miles  an  hour.  The 
rear  van  would  thus  have  be^i  without  a  guard  until 
the  train  stopped  at  Loughboro',  and  it  is  very 
possible  that  his  absence  from  the  train  might  have 
been  the  cause  of  mishf^  somewhere  else. 

As  regards  the  drawing  up  of  the  special  time  tables, 
it  is  impossible  to  estimate  beforehand  the  number  of 
people  who  will  avail  themselves  of  special  facilities 
on  occasions  like  Nottingham  goose  fair,  so  much 
depending  on  the  state  of  the  weather,  &c.  Two 
special  trains  were  announced  to  leave  Leicester  and 
two  to  return,  one  of  these  and  one  of  the  Burton 
trains  being  set  down  in  the  table  at  the  same  time 
as  ordinary  trains ;  and  by  detaining  the  first  train  and 
running  it  in  the  time  of  the  second,  if  the  passengers 
had  not  been  numerous,  would  have  enabled  us  to  hiave 
conveyed  them  by  one  train  from  Leicester  and  Burton 
respectively  to  Nottingham  and  back,  any  few  stragglers 
who  might  have  depended  upon  the  later  train  being 
conveyed  by  the  ordinary  train,  instead  of  its  being 
necessary  to  run  specials  uselessly  ;  but  in  case  of  the 
additional  specials  being  required  the  proper  interval 
of  time  between  them  would  of  course  be  secured. 
And  upon  this  subject,  I  would  call  attention  to  the 
following  announcement  which  appears  in  the  weekly 
programme  for  the  working  of  the  special  and  excursion 
trains  run  by  the  company  :  "  The  necessary  trains 
'^  to  be  signalled,  and  if  the  passengers  are  numerous, 
"  it  may  be  necessaiy  to  divide  the  trains.  A  good 
*^  look  out  must  therefore  be  kept  for  the  red  board 
"  or  extra  tail  lamp,  which  will  be  attached  behind 
"  the  last  vehicle  of  the  first  train  should  there  be 
**  another  train  following.  Station  masters  at  ter- 
*^  minal  stations,  are  requested  to  provide  a  sufficient 
*<  supply  of  roof  lamps,  to  ensure  all  the  trains 
"  (whether  ordinary  or  special)  being  properlyjlighted." 

In  Colonel  Hutchinson's  concluding  remarks,  my 
directors  aie  glad  to  be  able  to  say  they  entirely 
concur  ;  in  fact,  after  a  veiy  careful  consideration  of 
all  the  surroundings  of  the  occurrence,  they  cannot 
regard  the  matter  in  any  other  light  than  as  a  most 
deplorable  accident,  arising  from  a  combination  of 
circumstances  which  it  was  impossible  to  foresee,  and 
for  which,  as  stated  by  Colonel  Hutchinson,  the  block 
telegraph  system  of  working,  which  ensures  an  actual 
space-interval  between  the  trains,  is  the  only  effectual 
remedy. 

My  directors  have,  as  remarked  by  Colonel  Hutchin- 
son, given  instructions  for  the  establishment  of  the 
block  system  over  the  whole  of  their  main  lines,  and 
are  proceeding  with  its  construction  as  rapidly  as 
possible.  It  must  not,  however,  be  forgotten  that  the 
"  block,"  like  every  other  system  must  be  worked  by 
human  agency,  and  as  all  men,  however  carefully  they 
may  be  selected  for  the  duties  .they  have  to  perform, 
are  liable  to  mistakes  and  erroi*s,  it  is  by  no  means 
impossible  for  collisions  to  occur  where  it  is  in  full 
operation ;  and  in  the  event  of  any  such  mistake  or 
error  leading  to  an  accident  the  consequences  will  be 
in  all  probability  far  more  serious  than  they  would  be 
without  the  "  block."  The  reasons  for  this  opinion 
will  be  obvious  to  all  persons  practically  engaged  in 
the  working  of  railways. 

I  have,  &C., 
To  the  Secretary,  James  Allport. 

Railway/  Department 
of  the  Board  of  Trade, 
Whitehall^  London^ 
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Board  of  Trade 
{BaUvw/  Department), 
Sir,  2nd  February,  1870. 

.  I  AM  directed  by  the  Board  of  Trade  to  trans- 
mit to  you  the  enclosed  copy  of  a  memorandum  by 
Colonel  Hutchinson,  R.E,,  upon  your  communication 
of  the  5th  ultimo  with  respect  to  the  collision  which 
occurred  at  Long  Eaton  junction  on  the  Midland  Rail* 
way  on  the  9th  October  last. 

I  am,  &c. 

W.  R.  Malcolm. 
The  General  Manager, 

Midland  Railway  Company. 

Memo. — I  have  read  over  the  remarks  of  the 
General  Manager  of  the  Midland  Railway  Company 
on  my  report  of  the  accident  at  Long  Eaton  junction 
on  the  9th  October  last,  and  see  no  reason  to  depart 
from  the  conclusions  as  to  its  causes  I  therein  arrived 
at  after  mature  consideration. 

The  distant  signal  worked  from  Long  Eaton  junc- 
tion towards  Mansfield  alluded  to  by  the  general 
manager  as  being  at  "  so  short  a  distance  from  the 
**  North  Erewasb  junction  signal  box  that  it  is  a  rare 
**  occurrence  for  the  fog  to  be  so  dense  as  to  prevent 
"  the  pointsman  on  duty  there  from  seeing  it,"  is,  I 
find,  1 88  yards  from  that  box ;  and  though  the  fog 


aigoahnan  Horrbbin  was  not  specially  toM  off  to  attend 
to  it  as  well  as  to  the  one  towards  Nottingham,  yet 
practically  he  was,  when  called  up  to  the  Long  Eaton 
box  to  assist  in  crossing  trains,  doing  duty  which 
should  have  devolved  upon  a  fog  signalman  at  the 
former  post,  and  was  for  the  time  being  leaving  his 
own  signal  unattended  to. 

As  to  fog  signalmen  being  visited  on  their  posts  by 
some  superior  officer,  tlie  practice  exists  on  certain 
lines  of  railway,  and  the  wisdom  of  the  practice  is  in 
my  opinion  signally  exemplified  by  the  occurrence  of 
this  accident. 

The  fact  of  the  existence  of  the  dense  fog  in  the 
neighbourhood  of  Trent  being  unknown  at  Nottingham 
appears  to  me  simply  to  indicate  on  the  part  of  the 
Trent  station  master  a  want  of  judgment  in  not  in- 
forming the  Nottingham  station  master,  by  telegraph 
or  otherwise,  of  a  state  of  things  which  would  be 
idmost  certain  to  retard  the  trains  on  their  journey 
from  Nottingham  to  Trent,  and  possibly  influence  the 
Nottingham  station  master  in  regulating  the  despatch 
of  these  trains.  But  whether  or  no,  I  still  repeat 
that  the  despatch  of  any  goods  trains  in  the  midst  of 
the  dense  passenger  traffic  was  in  my  opinion  a  grave 
mistake. 

C.  S.  Hutchinson,  Lieut-CoL,  R.E. 

31/1/70. 


MIDLAND  RAILWAY. 


Sir,  J^erhy,  30/A  Nov.  1869. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  25th  instant,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  my  inquiry  into  the  circumstances  which 
attended  the  collision  that  occurred  on  the  17th 
instant,  near  the  Sawley  junction  on  the  Midland 
Railway. 

At  the  Sawley  junction,  which  is  a  mile  and  a 
quarter  to  the  east  of  the  Sawley  station,  and  eight 
iniles  from  Derby,  the  Midland  Railway  diverges  to 
Trent  and  Nottingham  on  the  east,  and  Leicester  and 
London  on  the  south.  On  the  south  of  the  junction, 
and  adjacent  to  the  up  line  towards  Leicester  and 
London,  there  are  8evei*al  sidings  in  connexion  with 
extensive  buildings  which  are  used  for  the  manufac- 
ture of  tarpaulin  sheets,  as  covers  to  waggons  for  the 
Midland  system  generally  ;  and  these  sidings  join  the 
main  line  by  means  of  leading  points  only,  about  500 
yards  south  of  the  junction.  The  Sawley  junction 
nas  not  yet  been  fitted  up  with  locking  apparatus,  but 
is  supplied  with  the  usual  home  and  distant  signals  in 
each  direction,  the  distant  signal  towards  Derby  being 
about  520  yards  from  the  junction  cabin.  There  are 
telegraph  bells  communicating  with  Spondon  junction, 
which  is  about  six  and  a  half  miles  towards  Derby  on 
the  west,  and  with  Sheetstoree  junction,  which  is  up- 
wards of  half  a  mile  distant  on  the  south,  but  there  is 
no  telegraph  communication  in  the  direction  of  Trent 
on  the  east.  There  are  a  block  instniment  and  a 
speaking  instrument  in  the  cabin,  which  are  not  at 
present  in  use. 

The  5.16  p.m.  express  passenger  train  from  Derby 
to  London  left  Derby  punctually  on  the  day  in  ques- 
tion, consisting  of  an  engine  and  tender,  four  com- 
posite carriages,  one  third-class  carriage,  and  two 
breiJt-vans,  one  behind  the  tender,  and  the  other  at 
the  tail  of  the  train.  This  train  i-an  towards  the  Saw- 
ley station,  seven  miles  from  Derby,  at  its  usual 
speed,  but  the  engine-driver  shut  off  his  steam  in  ap- 
proaching the  distant  signal  from  that  station,  because 
it  was  very  foggy,  and  with  the  intention  of  running 
cautiously  forward  towards  the  Sawley  junction.  He 
saw  a  fogman  with  a  hand4amp^  showing  a  red  light, 
about  20  yards,  as  he  believe^  west  of  the  Sawley 
station  distant  signal.    He  i^  ran  over  a  detonating 


signal  before  he  reached  that  distant  signal,  and  a 
second  detonating  signal,  which  appeared  to  him  to  be 
very  near  the  distant  signal  He  reversed  his  engine, 
turned  on  his  steam,  and  whistled  for  the  breaks,  while 
the  fireman  applied  the  tender  break  ;  and  he  then 
sanded  the  rails.  About  75  yards  inside  the  distant 
signal,  as  nearly  as  he  could  judge,  he  met  a  second 
man  with  a  hand  lamp,  showing  red,  but  he  did  not 
pass  over  any  more  detonating  signals.  The  guard 
in  the  leading  van  heard  two  fog-signals  explode,  one 
indistinctly,  and  the  other  unmistakeably,  but  it  was 
only  on  hearing  the  second  that  he  came  to  the  con- 
clusion that  the  first  hiCd  been  a  detonating  signal 
He  does  not  remember  having  heard  any  break-whistle 
from  the  engine,  but  he  implied  his  break  immediately 
after  the  explosion  of  the  second  detonating  signal. 
The  head  guard,  who  rode  in  the  hind  van,  heard 
neither  the  break  whistle  from  the  engine  nor  any 
detonating  signal ;  but  on  observing  that  the  train  was 
slackening  speed  he  applied  his  break  some  time  after 
passing,  though  he  cannot  say  exactly  how  far  from, 
the  Sawley  station. 

This  ti*ain  appears  to  have  approached  the  distant 
signal  from  Sawley  station  at  a  speed  of  30  to  35  miles 
an  hour,  and  it  came  into  collision  with  the  van  of  a 
ballast  train,  according  to  measurements  taken  by 
Inspector  Goodman  on  the  same  night,  146  yarcte 
inside  the  Sawley  junction  distant  signal,  and  380 
yards  from  the  Sawley  junction  cabin,  at  a  speed 
which  is  vai'iously  stated  by  the  engine-driver  and 
guards  at  from  20  to  25  miles  an  hour. 

Neither  the  engine  nor  any  of  the  carriages  of  the 
passenger  train  left  the  rails.  There  was  one  buffer 
broken  on  the  engine,  but  no  damage  was  done  to  any 
of  the  carriages,  and  the  whole  train  went  forward, 
after  a  delay  of  ^^  minutes,  to  London.  Three  pas- 
sengers have,  up  to  the  present  time,  complained  of 
injury,  out  of  about  20  who  were  riding  in  the  train. 

The  ballast  train  which  was  thus  in  the  way  of  the 
passenger  train  on  the  main  line,  leil  Peterborough 
in  the  morning,  and  started  from  Derby  on  its  return 
journey  at  4.50  p.m.  It  came  to  a  stand  at  Sawley 
station  at  5.14,  in  obedience  to  the  signals.  Afrer^a 
delay  of  two  minutes,  in  proceeding  forward  towards 
the  Sawley  junction,  it  was  checked  by  a  fog  signal- 
man near  tilie  Sawley  jnnotion  distant  aignaL    The 
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engine-driy^  then  drew  forwand  caotiotisljy  and 
brought  his  train  to  a  stand  behind  the  van  of  an 
emptj  waggon  train  from  Birmingham,  which  he 
found  in  front  of  him,  and  between  him  and  the 
Sawley  junction.  The  ballast  train  stood  for  about 
eight  minutes  in  this  position,  and  only  began  to  move 
forward  just  before  the  collision  occurred.  It  had 
then  travelled  about  20  yards  when  the  van  was  struck, 
as  above  described,  by  the  engine  of  the  passenger 
train. 

This  ballast  train  consisted  of  an  engine  and  tender, 
18  waggons,  and  a  break- van.  The  ballast  foreman 
was  riding  with  the  engine-driver  and  fireman  on  the 
engine.  The  engine  was  not  damaged,  and  the  shock 
of  the  collision  was  but  slightly  felt  on  it.  The  van 
behind  the  ballast  waggons  and  one  waggon  were 
broken  up,  and  the  end  of  a  second  waggon  was 
stove  in.    * 

When  the  ballast  train  was  coming  to  a  stand, 
inside  the  Sawley  junction  distant  sign^  the  ballast 
guard  went  back,  as  he  states,  500  yai-ds,  for  its  pro- 
tection ;  and  he  then  placed  two  fog  signals  on  the 
raib,  and  stood  near  them  with  his  hand-lamp.  He 
put  down  the  fog-signals  as  soon  as  he  heard  the  ex- 
press train  coming,  and  as  far  from  his  own  train  as 
the  time  would  permit.  He  heard  them  both  explode 
well,  but  he  could  not  see  any  one  on  the  train,  and 
could  hardly  see  the  train  as  it  passed  him,  in  con- 
sequence of  the  fog,  though  he  stood  on  the  other 
main  line  a  few  feet  from  it.  This  guard  had,  while 
travelling  slowly  in  his  van,  passed  a  fogman  about 
50  yards  outside  of  the  Sawley  junction  distant  signal, 
and  had  said  to  him  in  passing,  "  Run  back  and  put 
down  more  fog-signals,  there's  a  fast  train  coming ;" 
and  he  believes  the  fogman  did  his  *  duty  in  that 
respect,  because  he  heard  two  fog- signals  explode 
before  the  train  reached  him,  and  before  it  exploded 
the  fog-signals  which  he  had  placed  himself  upon  the 
i-ails.  He  does  not  believe,  as  far  as  his  ear  could 
tell  him,  that  any  breaks  had  been  applied  in  the 
express  train  when  it  passed  him,  and  he  could  not 
see  whether  the  steam  was  on ;  but  he  did  not  hear 
the  heats  of  the  engine,  nor  any  whistle  for  the  breaks, 
though  he  heard  two  distinct  whistles,  as  if  for  the 
junction,  before  the  first  two  fog  signals  exploded. 
In  going  back,  after  the  collision,  to  protect  the  pas- 
senger train,  he  found  the  fogman  between  the  Sawley 
station  and  the  distant  signal  east  of  the  station,  but 
he  cannot  say  how  far  he  was  from  either  the  one  or 
the  other. 

In  front  of  the  ballast  train  above  refen*ed  to,  there 
was  the  2  p.m.  empty  waggon  train  from  Birmingham, 
which  consisted  of  an  engine  and  tender,  50  waggons, 
and  a  break- van.  This  train  reached  Sawley  junction 
at  5.18,  and  was  due  at  Toton,  on  the  Erewash  Valley 
line,  at  5.33.  It  was  checked  at  Draycott,  1|  miles 
west  of  Sawley,  and  the  driver  was  informed  by  the 
station-master  that  there  were  two  other  trains,  a 
pick-up  train  for  Lincoln,  and  a  coal  train  for  Lei- 
cester (from  Staveley),  in  front,  and  that  he  was  to 
proceed  cautiously.  The  driver  of  the  empty  waggon 
train  drew  forward  slowly,  therefore,  to  the  Sawley 
junction,  where  he  was  brought  to  a  stand,  with  the 
coal  train  standing  before  him,  south  of  the  Sawley 
junction,  while  the  pick-up  train  was  doing  its  neces- 
sary shunting  at  the  Sheetstores.  sidings. 

The  coal  train  from  Staveley  left  Derby  at  4.35, 
with  an  engine  and  tender,  35  waggons,  and  a  break 
van ;  and  was  stopped  at  Draycott,  in  consequence  of 
a  goods  train  being  at  that  station.  It  followed  the 
goods  train  to  Sawley  station,  and  was  there  checked 
by  the  semaphore  signal.  It  followed  the  goods  train 
again  to  Sawley  junction,  and  was  brought  to  a  stand 
behind  it  whilst  it  was  shunting  at  the  Sheetstores 
sidings.  It  was  protected  when  it  came  to  a  stand  by 
the  distant  signal  of  the  Sawley  junction. 

The  pick-up  goods  train  in  front  of  the  coal  train 
left  Derby  at  2.35  p.m.  punctually,  and  Chaddesden 
at  4.15  p.m.,  53  minutes  late,  for  Lincoln.  It  was 
detained  at  Chaddesden  by  extra  work,  and  by  other 
trains.      After  stopping  at  intermediate  stations,  it 


reached  Sawley  junction  at  5.10,  and  it  was  occupied 
18  minutes  at  the  Sheetstores  sidings,  in  leaving  two 
waggons,  and  taking  forward  four  others.  And  it 
was  the  detention  thus  caused  to  the  other  trains 
which  led  to  the  collision. 

The  line  between  Sawley  junction  and  Sheetat(NL*e$ 
junction  is  only  used  to  a  limited  extent  for  passenger 
traffic,  the  greater  part  of  that  traffic  being  carried 
round  by  Trent  station  ;  and  it  appears  that  two  traina 
in  each  direction  usually  shunt  at  the  Sheetstores 
eidings  during  the  twenty-four  hours.  The  more 
busy  and  important  line  from  Derby  to  Trent  was 
obstructed  on  this  occasion,  not  directly  by  the  shunt- 
ing of  the  pack-up  train  at  Sheetstores,  but  because 
two  of  the  three  trains  which  happened  to  be  behind 
it  were  detained  on  the  north  of  the  Sawley  junction, 
and,  being  prevented  from  passing  that  junction,  were 
thus  in  the  way  of  what  may  be  called  the  main  line 
traffic  between  Derby  and  Trent. 

The  fogman  on  duty  from  the  Sawley  junction  had 
been  sent  out  as  early  as  7  a.m.  on  the  day  in  ques- 
tion ;  and  he  went  towards  Sawley  station,  about 
5  p.m.  after  the  pick-up  goods  train  had  passed 
Sawley  junction,  to  warn  following  trains.  He  n^t 
the  coal  train  about  50  yards  from  the  junction,  and 
warned  the  engine-driver  with  a  red  lights  He  met 
the  Birmingham  empty  waggon  train  10  or  12  yards 
behind  the  coal  train,  and  warned  the  engine-driver 
of  that  train  also  with  a  red  light.  Proceeding  west- 
ward, he  met  the  ballast  train  30  or  40  yards  beyond 
the  Sawley  junction  distant  signal,  and  cautioned  the 
engine-driver  with  a  red  light,  besides  placing  two 
fog  signals  on  the  rails.  He  heard  the  guard  of  the 
ballast  train  shout  to  him  from  his  van  as  he  passed, 
"  Run  back  as  fast  as  you  can."  He  then  went  towards 
Sawley  station,  and  placed  two  fog  signals  on  the 
outer  rail,  QQ6  yards  (aa  afterwards  measured  on  his 
pointing  out  the  spot)  beyond  the  Sawl^  junction 
distant  signal,  and  stood  near  them  till  the  passenger 
train  passed  him. 

The  signalman  on  duty  at  the  Sawley  junction 
states  that  the  fog  was  so  thick  as  to  render  it  im- 
possible to  see  a  red  light  from  a  hand-lamp  much 
more  than  10  yards.  He  saw  the  pick-up  train  and 
the  coal  train  pass,  and  he  was  obliged  to  detain  the 
empty  waggon  train  while  the  coal  train  was  standing 
30  or  40  yards  south  of  his  junction.  As  soon  as  it 
moved  away  he  directed  the  driver  of  the  empty  wag- 
gon ti^n  to  move  cautiously  forward  ;  and  that  train 
was  in  the  act  of  passing  through  the  junction  when 
the  passenger  train  came  into  coUison  with  the  ballast 
train. 

The  station-master  at  Trent  was  the  first  officer  of 
the  company  on  the  spot  after  the  collision.  After 
clearing  the  line,  and  later  in  the  evening,  he  found 
two  exploded  fog -signals  on  the  line,  within  30  yards 
of  the  position  pointed  out  by  the  fogman,  Q6^  yards 
outside  of  the  Sawloy  junction  distant  signal,  on  the 
outer  rail  of  the  up  line,  and  he  found  that  the  col- 
lision had  occurred  140  yards  inside  of  the  same  dis- 
tant signal. 

There  is,  however,  some  difficulty  in  amving  at  the 
true  state  of  the  case  in  r^ard  to  the  position  and 
number  of  the  fog  signals.  The  driver  of  the  paasen- 
ger  train  heard  two,  the  fireman  of  that  train,  he 
believes,  three,  the  leading  guard  two,  and  the  hind 
guard  none  at  all,  while  a  guard  who  was  travelling  as 
a  passenger  (in  the  leading  compartment  of  the  lead  • 
ing  carriage)  heard  two.  The  station-master  at  Saw- 
ley heard,  first  two,  and  then  one,  explode  under  the 
passenger  train.  The  junction  signalman  heard,  he 
believes,  three.  The  driver  and  fireman  of  the  ballast 
train  heard  *<  two  lots,"  but  they  cannot  say  how  many, 
explode.  The  driver  of  the  passenger  train  asserts 
positively  that  the  fog-man  was  only  20  or  30  yards 
outside  of  the  distant  signal  when  he  passed  him, 
and  the  fireman  confirms  tfiis  statement.  The  leading 
guard  considers  the  first  fog-signal  to  have  been 
.  150  yards  from  the  van  of  the  ballaat  train.  The 
,  guard  who  wafl  travelling  as  a  passenger,  felt  that 
the  engine  was  reversed  immediately  after  the  fog 
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signals  exploded,  and  distinctly  heard  the  engine- 
driver  whistling  for  the  hreaks,  though  neither  of 
the  guards  of  the  train  heard  any  break  whistle ;  and 
the  fogman,  and  the  fireman  and  driver  with  the 
ballast  train,  heard  only  the  two  whistles  for  the 
junction. 

K  the  statements  of  the  fogman  and  the  guard  of  the 
ballast  train  were  correct,  the  driver  of  the  passenger 
train  ought  to  have  been  able,  on  a  nearly  level  gra- 
dient, to^  have  brought  his  train  to  a  stand  without 
difficulty.  But  the  evidence  is  hardly  complete  as  to 
the  precise  position  of  the  fog  signals,  and  the 
amount  of  warning  which  the  driver,  therefore,  re- 
ceived; and  it  is  evident  that  the  guard  in  the  hind 
van  did  not  apply  his  break  in  good  time,  because  he 
neither  heard  the  fog  signals  explode  nor  the  break 
whistle. 

In  this  case  there  were  five  trains  on  the  line  in  a 
thick  fog,  following  one  another  within  a  total  interval 
—between  5.10  and  5.32— of  22  minutes.  Under 
such  circumstances  it  must  be  very  difficult,  with  the 
ordinary  mode  of  working,  to  secure  safety,  and 
especially  so  when  the  four  first  of  these  trains  are 
slow  trains,  liable  to  be  shunted  at  sidings,  and 
when  the  last  of  them  is  an  express  passenger 
train.  There  is  only  one  system  of  working  which  is 
to  be  relied  upon  for  the  safe  conduct  of  such  traffic. 


and  particularly  in  bad  or  misty  weather.  During 
thick  fogs  it  is  exceedingly  difficult  for  guards  and 
breaksmen,  in  canying  out  their  printed  regulations, 
to  protect  their  trains  in  cases  of  stoppage,  accidental 
or  otherwise.  They  have  no  means  of  ascertaining 
distance ;  they  fear  that  if  they  go  back  too  far  they 
may  not  be  able  to  rejoin  their  trains  ;  and  they 
depend  more  or  less  upon  fog-signalmen,  specially 
employed  to  relieve  them  partly  in  such  duties.  But 
the  fog-signalmen  themselves  are  frequently  ill  able 
to  judge  of  the  necessity  for  the  warning  which  they 
give  to  the  engine-driver  ;  and  fog  signals  are  used 
so  thickly  on  these  occasions,  sometimes  when  a  train 
is  in  the  way,  and  sometimes  after  the  obstruction  has 
disappeared,  that  the  engine-drivers  do  not  in  all 
cases  pay  as  much  attention  to  them  as  they  would  do 
if  they  were  certain  indications  of  danger.  The  block 
system  of  telegraph  working  is  the  resource  of  most 
value  under  such  circumstances,  and  I  am  glad  to  be 
able  to  report  that  the  preparations  of  the  Midland 
Company  being  nearly  complete  for  its  introduction, 
it  is  expected  to  be  in  force  on  this  portion  of  railway 
within  a  fortnight  from  the  present  date. 

I  have,  &c. 
R.  G.  fV.  Herbert,  Esq.,  H.  W.  TrLER. 

Board  of  Trade. 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  30th  December  1869. 


MIDLAND  RAILWAY. 


Sib,  Derby,  2Srd  December  1869. 

Ik  compliance  with  ihe  instructions  contained 
in  your  nunute  of  the  22nd  instant,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  my  inquiry  into  the  circumstances  which 
attended  the  accident  that  occurred  on  the  9th  instant 
between  Burton  Joyce  and  Carlton  on  the  Midland 
Railway. 

The  3.56  a.m.  mail  train  from  Nottingham  to  Lin- 
coln left  the  former  station  at  4.7  on  the  morning  in 
question,  consisting  of  an  engine  and  tender,  a  mail 
van,  two  composite  carriages,  two  parcel  vans,  and 
two  break-vans.  It  proceeded  in  due  course  for  2^ 
miles;  and  at  the  end  of  that  distance  the  engine 
driver  observed  a  goods  train  passing  in  the  opposite 
direction  on  the  other  line  of  rails  without  any  break 
Tan  behind  it.  He  therefore  reduced  his  speed  from  35 
to  20  or  25  miles  an  hour ;  and  he  ran  forward,  keeping 
a  sharp  look-out,  for  2^  miles  further,  until  he  saw  a 
red  light,  20  yards  ahead,  through  the  fog  which  pre- 
vailed on  that  part  of  the  line,  and  passed  over  three 
or  four  fog  signab.  He  shut  off  his  steam,  whistled 
for  the  breaks,  reversed  his  engine,  and  turned  on  his 
steam  again,  while  the  fireman  applied  the  tender 
break  and  opened  the  sand-boxes.  He  had  succeeded, 
in  spite  of  the  rails  being  in  a  very  greasy  condition, 
in  reducing  his  speed  to  three  or  four  miles  an  hour, 
when  his  engine  came  into  collision  with  several  baulks 
of  timber  which  lay  on  the  rails  in  front  of  him. 

The  leading  and  driving  wheels  of  the  engine  wei-e 
thrown  off  the  line,  and  the  off  rail  having  been  bent, 
three  wheels  of  the  tender  also  left  the  line,  as  well  as  - 
one  wheel  of  the  leading  van.  The  life-guards  of  the 
engine  were  bent,  but  no  other  damage  was  caused  to 
the  engine,  tender,  carriages,  or  vans  of  the  mail 
train.  The  only  passengers  travelling  in  the  train 
were  four  workmen  in  the  employment  of  the  com- 
pany ;  and  they  were  none  of  them  injured,  any  more 
than  the  company's  servants  in  charge  of  the  train. 

The  timber  which  thus  came  in  the  way  of  the  mail 
train  was  being  conveyed  on  the  11.15  p.m.  goods  train 
from  liincoln  for  Derby.  That  train  left  Lincoln  about 
2.40  a.m.  on  its  return  journey,  after  having  been 
detained  on  its  previous  journey  from  Derby  to  Lin- 
coln by  other  trams.    It  left  Newark  at  3.40  a.m.. 


consisting  of  an  engine  and  tender,  36  loaded  waggons, 
two  empty  waggons,  and  a  break  van.  The  engine 
driver  saw  that  his  train  was  complete,  as  he  passed 
Burton  Joyce,  5J  miles  from  Nottingham ;  and  he  did 
not  know  that  he  had  left  any  of  it  behind  until  he 
reached  Colwick  Wood,  a  mile  and  a  half  from  Not- 
tingham. He  then,  on  looking  back,  missed  the  lamps 
of  the  van.  He  thought  it  best,  however,  to  proceed 
forward  to  Nottingham;  and  as  soon  as  he  arrived 
at  that  station,  he  placed  his  train  in  a  siding,  and 
went  back  with  his  engine  to  ascertain  what  had 
become  of  his  missing  waggons  and  van.  On  reaching 
Carlton  he  found  his  guard  and  the  station  master,  and 
ascertained  that  12  of  his  waggons  had  been  left 
behind  with  the  van. 

Eleven  of  these  waggons  had  been  thrown  off,  while 
the  twelfth  waggon  and  the  break-van  remained  on  the 
rails.  The  leading  waggon  of  the  twelve  (No.  6794) 
belonged  to  the  Manchester,  Sheffield,  and  Lincolnshire 
Railway  Company,  and  had  been  loaded  with  ingots  of 
zinc  from  Grimsby  for  Birmingham.  The  leading 
axle  of  that  waggon  had  broken  short  off  at  both  ends, 
and  its  failure  had  caused  the  other  waggons  behind  it 
to  be  thrown  off  the  line.  Near  the  tail  end  of  the 
train  there  were  four  wnggons  loaded  with  long  baulks 
of  oak,  and  these  had  fallen,  as  the  waggons  left  the 
rails  of  the  up  line,  on  to  the  down  line,  and  had  thus 
come  in  the  way  of  the  engine  of  the  mail  train,  as 
above  described. 

The  guard  who  rode  in  the  van  of  the  goods  train 
was  somewhat  stunned,  in  the  first  instance,  by  the 
shock  which  he  experienced  when  his  van  was  sud- 
denly brought  to  a  stand;  and  his  hand-lamp  was 
broken,  and  the  light  was  knocked  out.  His  first 
impulse,  on  recovering  himself,  was  to  run  back  and 
protect  his  train  ;  but  remembering  that  the  mail  train 
had  not  passed  on  the  down  line,  and  seeing  that  the 
down  line  was  obstructed  by  the  timber,  he  ran 
forward  with  the  tail-lamp  from  his  van ;  and  he  had 
time,  before  the  mail  train  came  up,  to  place  several 
fog-signals  on  the  rails^  about  300  yards  from  the 
obstruction.  He  thus,  by  his  thoughtfulness  and 
activity,  prevented  what  might  otherwise  have  been  "a 
serious  accident  from  occuning.  The  engine  di'iver 
of  the  mail  train,  who  also  by  his  caution  assisted  in 
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alleviating  the  effects  of  the  accident^  found  the  guard 
of  the  goods  train  breathless  from  the  haste  with 
-which  he  had  run  forward  to  stop  the  mail  train. 

The  axle  which  failed  under  the  Manchester,  Shef- 
field, and  Lincolnshire  waggon,  No.  6794,  broke  off 
from  the  insides  of  the  bosses  of  both  wheels.  The 
sections  of  fracture  showed  on  the  one  side  defective 
structure,  and  a  spongy  appearance,  and  on  the  other 
side  a  previous  flaw,  though  not  to  a  great  extent. 


The  diameter,  as  measured  outside,  was  4^  inches, 
and  at  the  boss  of  the  wheel  4  inches,  with  a  quarter 
of  an  inch  of  shoulder.  The  diameter  of  the  middle 
was  about  3^  inches.  The  waggon  itself  was  no 
doubt  heavily  laden  with  the  ingots  of  zinc,  and 
carried  probably  six  or  eight  tons  of  that  material. 

I  have,  &c. 
R.  G.  W.  Herbert,  Esq.,  H,  W.  Tyler, 

Board  of  Trade. 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  14th  January  1870. 


NORTH  BRITISH  RAILWAY. 


Sir,  Edinburgh,  26  August  1869. 

In  compliance  with  the  instinictions  contained 
in  your  minute  of  the  5th  instant,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  my  inquiiy  into  the  circumstances  which 
attended  the  collision,  that  occurred  on  the  3 let  ultimo, 
at  the  Portobello  station  of  the  North  British  Rail- 
way. 

This  station  is  three  miles  east  of  the  Waverley 
Bridge  station  at  Edinburgh.  Between  the  Portobello 
West  Junction  (for  Leith),  at  the  west  end  of  the 
passenger  platform,  and  the  Portobello  East  Junction 
(where  the  lines  from  Hawick  and  from  Berwick 
meet),  for  a  distance  of  700  yards,  there  is  an  extensive 
yard  for  goods  and  minerals,  with  nine  sidings,  more 
or  less  at  different  points,  on  each  side  of  the  main 
line.  There  are  as  many  as  171  trains  altogether, 
composed  of  73  passenger,  and  98  goods  and  mineral 
trains,  passing  through  ^e  Portobello  station  daily 
along  the  main  line  in  both  directions,  besides  eighteen 
passengei*  trains  on  the  Leith  branch ;  and  there  is 
constant  shunting  upon  or  across  the  main  lines,  in 
taking  waggons  into  or  out  of  the  different  sidings, 
and  occasionally  in  transferring  waggons  from  one 
side  to  the  other  of  the  main  lines.  The  traffic  is 
worked  by  telegraph  on  an  absolute  block  system^  for 
eight  miles  from  Edinburgh  towards  Hawick,  and 
for  4^  miles  from  Edinburgh  in  the  direction 
of  Berwick,  the  Portobello  West  and  East  Junction 
cabins  bebg  used  as  telegraph  stations,  and  the  yard 
between  them  forming  one  section  of  the  general 
block-telegraph  system. 

The  Portobello  East  Junction  is  protected  by  a 
distant-signal  786  yards  from  it,  which  is  visible  for 
500  yards  in  the  direction  of  Galashiels  and  Hawick, 
as  well  as  by  a  home  signal  at  the  junction  cabin, 
visible  for  331  yards  in  the  same  direction  ;  and  it  is 
approached  from  that  direction  on  a  falling  gradient 
of  1  in  80,  and  on  a  curve  of  rather  less  than  half  a  mile 
radius  through  a  cutting,  while  the  line  from  Berwick  is 
straight  and  nearly  level. 

The  Portobello  West  Junction  is  protected  by  a 
distant  signal  700  yards  from  it,  working  on  a  post 
at  the  East  Junction  cabin,  and  by  home  signals  at  the 
West  Junction  cabin. 

Both  cabins  are  supplied  with  locking  apparatus  by 
Messrs.  Stevens  and  Co.,  as  well  as  with  the  necessary 
tel^raph  bells,  block  instruments,  and  speaking 
instruments. 

There  is  a  semaphore  signal,  also,  at  the  Portobello 
passenger  station,  worked  from  the  platform. 

On  the  day  in  question,  the  6.17  p.m.  passenger 
train  from  Carlisle  left  that  station  at  6.30,  thirteen 
minutes  late,  and  reached  Galashiels  at  9.4,  forty- 
seven  minutes  late.  Eighteen  minutes  were  lost  in 
waiting  at  Riccarton  Junction  for  the  train  from 
Newcastle,  and  about  1 1  minutes  between  Biccarton 
and  Galashiels,  in  consequence  of  the  leading  axle 
of  the  engine  having  became  heated.  The  engine  had 
previously  shown  symptoms  of  heating,  and  a  telegraph 
message  had  been  sent  from  Hawick  to  St.  BosweUs, 
directing  that  the  pilot  engine  which  is  usually  there 
should  be  in  readiness,  if  required,  to  take  the  train  for* 


ward.  The  St.  Boswells  pilot  engine  had,  however,  been 
sent  away  to  assist  a  return  special  passenger  train 
from  Kelso,  and  a  message  was  sent  forward  from  St. 
Boswells  to  Galashiels,  to  provide  an  engine  at  that 
station,  or,  if  possible,  to  stop  the  St.  Boswells  pilot 
engine  there.  In  consequence  of  the  latter  message, 
the  6.17  passenger  train  found  a  mineral  engine. 
No.  202,  waiting  at  Galashiels  to  take  it  forward  ;  and 
five  minutes  having  been  consumed  in  changing  engmes, 
the  train,  consisting  of  four  passenger  carriages,  a 
carriage-truck,  and  a  break-van,  proceeded  towards 
Edinburgh.  It  stopped  at  Eskbank  for  six  minutes 
to  collect  tickets,  started  from  that  station  at  9.55, 
still  47  minutes  late,  and  was  not  due  to  stop 
again  before  reaching  Edinburgh.  The  mineral 
engine  was  in  good  running  order,'  and  the  train  ran 
between  Eskbank  and  the  Portobello  East  Junction 
(4^  miles)  in  nine  or  ten  minutes,  at  the  usual  rate 
of  speed.  The  distant-signal  from  that  junction  was, 
according  to  the  engine-driver,  at  all  right,  and  he 
directed  his  fireman  take  off  the  tender-break  as 
he  approached  it.  The  fii*eman  was  engaged  with  the 
break,  and  did  not  observe  it.  The  guard  of  the 
train,  who  was  applying  his  break  to  check  the 
speed  in  approaching  it,  did  not  see  it  until  he  had 
just  passed  it.  He  then  looked  up,  and  saw  the  arm 
at  danger,  but  was  not  in  a  position  to  see  any  light. 

The  train  thus  ran  forward  towards  the  East  Junc- 
tion, at  a  speed  of  about  20  miles  an  hour  according  to 
the  guard,  and  16  or  17  according  to  the  engine-driver. 
It  was  about  10.2  p.m.,  and  a  dark  but  clear  night.  The 
driver,  who  had  not  before  been  in  the  Portobello 
yard  in  the  dark,  was  not  acquainted  with  the  lights  ; 
and  he  saw  a  white  light,  which  he  took  to  be  a 
signal  for  him  to  proceed  ;  but  the  guard  noticed  that 
the  East  Junction  home  signal  and  the  distant-signal 
from  the  West  Junction  close  to  it  were  both  at 
danger.  The  fireman  had  not,  any  more  than  the 
driver,  been  previously  into  the  Portobello  yard  at 
night ;  and  the  engine-driver,  after  seeing  a  white 
light  in  rounding  the  curve  on  the  approach  to  the 
junction  amongst  several  red  /)nes,  was  attending  to 
his  injector,  and  did  not  see  any  more  red  lights  until 
he  had  passed  the  junction  points,  and  was  therefore 
out  of  sight  of  the  signals  at  the  junction.  The 
engine-driver  had,  he  says,  shut  his  steam  off  at 
Niddrie  station,  and  did  not  apply  it  again  before  he 
reached  Portobello.  But  he  had  his  blower  working 
all  the  way  down  the  gradient  of  1  in  80,  from 
Niddrie  to  the  East  Junction,  to  consume  the  smoke 
from  the  coal,  and  to  keep  the  flames  from  the  foot- 
plate; and  this  appears  to  have  led  the  guard  and 
others  to  believe  that  the  steam  was  on.  The  guard 
was  under  the  impression  that  the  steam  was  ap- 
plied also  in  consequence  of  the  speed  that  the  driver 
maintained,  in  spite  of  his  break,  which  he  kept  hard 
on  from  Niddrie.  As  soon  as  he  got  through  the 
East  Junction  points  the  engine-driver,  not  being 
acquainted  with  the  lights  in  the  yard,  told  his  fire- 
man to  apply  the  tender-break,  which  he  did,  and  he 
ran  forward  with  that  break  applied  towards  the 
passenger  station.  When  within  six  or  seven 
yards    of  the  passenger    platform    he    saw    some 
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waggons  in  frjont.of  him,  and  be  had  just  time  to 
reverse  his  engine  before  he  struck  these  waggons 
at  a  speed  which  he  believes  to  be  10  or  12  miles  an 
hour ;  while  the  guard,  who  was  expecting  an 
accident  in  consequence  of  having  passed  three 
danger  signals,  considered  it  to  be  18  or  20  miles  an 
hour.  The  guai'd  observed  the  platform  signal,  28 
yards  west  of  the  point  of  collision,  at  dauger,  as  well 
as  the  other  three;  but  the  engine-driver,  not  having 
been  acquainted  vnth  the  lights  in  the  yard,  did  not 
know  which  of  them  applied  to  the  main  line. 

The  mineral  engine,  which  struck  the  waggons 
sideways,  was  thrown  off  to  the  right,  and  fell  on 
its  side  against  the  dovni  platform  at  35  yards  from 
the  point  of  collision.  The  passenger  carriages  and 
break-van  aU  remained  on  the  rails,  but  the  leading 
wheels  of  the  tender  and  those  of  the  carriage- 
track  left  the  rails.  The  couplings  were  none  of 
them  disturbed.  The  carriages  were  grazed  and 
damaged  in  their  sides,  but  not  to  any  great  extent, 
the  footboards  having  been  knocked  off.  Eighteen 
passengers  have  complained  of  injury,  out  of  about  45 
who  were  in  the  train. 

The  goods  train  which  thus  obstructed  the  main 
line  at  the  Portobello  station  arrived  from  Berwick  at 
Portobello  at  9.55  p.m.,  consisting  of  an  engine  and  ten- 
der, 23  waggons,  and  a  break-van.  Eight  of  these  wag- 
gons were  placed  in  a  siding  south  of  the  main  line, 
and  five  in  another  siding  north  of  the  main  line. 
The  engine,  with  the  remaining  10  and  the  break- 
van,  drew  forward  on  the  south  main  line  between 
the  passenger  platforms ;  and  the  engine  was  pushing 
these  waggons  back  into  a  siding  next  but  one  to  it, 
and  south  of  the  main  line,  through  a  pair  of  points 
immediately  to  the  east  of  the  south  platform,  when 
the  collision  occurred.  The  van  and  three  waggons 
had  passed  into  the  siding  when  the  mineral  engine 
in  fix)nt  of  the  passenger  train  came  into  coUbion 
with  the  remainder.  Five  of  the  trucks  were  br(A:en 
up,  while  one  next  the  goods  engine  was  but  little 
damaged.  The  goods  engine  was  not  the  worse  for 
the  shock,  and  none  of  the  men  connected  with  the 
goods  train  were  injured.  The  engine-driver,  fire- 
man, and  guard  of  the  goods  train  heard  a  pointsman 
shouting  out  to  them,  just  before  the  collision,  "  Come 
back  quick,  the  express  is  coming ;"  but  they  only 
saw  the  passenger  train  themselves  as  the  collision 
occurred. 

It  was  the  more  necessary  to  proceed  with  the 
shunting  of  this  goods  train,  even  though  the  express 
train  was  due,  inasmuch  as  there  were  a  number  of 
trains  specially  running  on  that  day  for  the  Mussel- 
burgh races,  and  one  of  the  return  trains  from 
Musselburgh  was  waiting  outside  the  Portobello  East 
Junction,  on  the  Berwick  line,  unable  to  proceed  until 
the  goods  train  had  been  got  out  of  its  way. 

It  was  most  fortunate  that  this  Musselburgh  race 
train  was  delayed  by  the  shunting  of  the  goods  train, 
as  the  express  train  would  otherwise  have  come  into 
collision  with  the  race  train  in  place  of  the  goods 
train.  A  signal  specially  employed  to  direct  engine- 
drivers  of  goods  and  mineral  trains  to  clear  the  main 
line,  and  shunt  into  a  siding  out  of  the  way  of  an 
expected  passenger  train,  was  exhibited  from  the 
Portobello  West  Junction  box  ;  and  this  would  have 
afforded  an  additional  warning  to  a  passenger  driver 
acquainted  with  the  working  of  the  yard  and  the 
object  of  this  signal,  but  it  was,  of  course,  useless  to 
a  man  unacquainted  with  the  night  signals  in  use. 
Tlicre  were  three  lamps,  all  burning,  at  the  side  and 
tail  of  the  van  at  the  rear  of  the  goods  waggons,  but 
the  van  was  on  the  siding,  second,  as  already  stated, 
from  the  main  line,  while  the  waggons  were  following 
it  through  the  points  as  the  passenger  train  imme- 
diately approached  them. 

The  signalman  at  the  Portobello  East  Junction  cabin 
saw  the  express  train  pass  through  his  junction  at 
10.3,  after  receiving  notice  of  its  approach  at  10.1 
from  Niddrie.  lie  koi)t  his  signals  up  at  danger, 
because    his   telegraph-needle   was   blocked   over   to 


**  train  on  line  "  froi^^  Portobello  West,  Jvmction,  while 
the  goods  train  was  shunting  in  the  yard.  He  saw 
the  lights  of  the  goods-van  on  the  west  as  the 
passenger  train  was  approaching  on  the  east  from 
Niddrie,  and  afterwM-ds,  just  before  the  collision; 
and  he  supposed  the  van,  from  the  position  of  the 
lights,  to  be  in  a  siding,  though  he  did  not  believe 
the  line  was  clear,  because  his  needle  remained  at 
"  train  on  line."  He  considered  that  the  passenger 
train  passed  through  his  junction  at  a  speed  of  20 
miles  an  hour, — as  fast  as  if  no  danger-signals  had  been 
exhibited, — and  it  did  not  appear  to  be  slackening 
speed.  It  looked  to  him  as  if  the  steam  was  on,  but 
this  may  have  been  from  the  action  of  the  blower ; 
and  he  could  not  say  whether  the  steam  which  he  saw 
blowing  back  over  the  fire  came  from  the  funnel  or 
from  the  safety  valves.  He  saw  fire  flying  from  the 
guard's  break,  which  was  evidently  on.  As  the  train 
approached  him,  seeing  that  it  could  not  be  stopped 
short  of  the  junction,  he  opened  the  leading  points 
near  his  cabin  to  avoid  damage  to  the  apparatus.  He 
is  not  able  to  see  from  his  cabin  whether  the  lamp  at 
his  distant-signal  towards  Hawick  is  burning  when 
that  signal  is  at  danger,  because  the  small  green  light 
which  then  shines  towards  him  from  the  back  of  the 
lamp  is  not  sufficiently  strong  to  enable  him  to  do  so  ; 
but  when  the  signal  is  at  all  right  he  can  see  plainly 
whether  the  lamp  is  alight  by  the  white  light,  which 
is  then  turned  towards  him.  He  observ^  at  8.30, 
when  he  lowered  the  signal  for  an  Inverleithen  train, 
that  the  lamp  was  burning  ;  and  he  had  no  occasion 
to  lower  it  from  8.30  to  10.30  p.m.  He  was  informed 
by  the  guard  of  a  Dalkeith  train,  whopassedat  10.30p.m., 
that  the  lamp  was  then  out.  It  appears  to  be  a  good 
lamp,  burning  paraffin,  and  it  had  never  been  found 
to  be  out  before,  except  when  blown  out  occasionally 
by  a  high  wind.  There  was  no  wind  that  night,  but 
the  lamp  was  evidently  out  27  minutes  after  the  ex- 
press train  ran  through  the  junction.  The  only  evidence 
that  the  lamp  was  burning  when  the  express  train 
passed  it,  is  that  of  a  signal-fitter, — who  travelled  in  the 
train,  who  saw  it  showing  a  red  light  as  he  approached 
it,  who  saw  the  other  signals  at  danger,  and  who  was 
alarmed  at  the  speed  of  the  ta*ain  in  passing  Niddrie. 
He  was  thus  induced  to  pay  the  more  attrition  to  the 
state  of  the  signals,  and  expected  the  collision  before 
it  occurred. 

This  collision  has  evidently  been  caused,  in  spite 
of  ample  signal  protection  to  the  train  shunting  at 
Portobello,  by  a  want  of  obedience  to  the  signals 
exhibited,  on  the  part  of  the  driver  of  the  mineral 
engine  which  was  employed  to  take  the  place 
of  the  disabled  passenger  engine  at  Galashiels.  The 
mineral  driver  was  first  warned  for  this  duty  by 
a  carter  at  the  Galashiels  station,  and  subsequently 
by  the  station  master.  The  driver  states  that  he 
informed  the  station  master  that  he  was  not  acquainted 
with  the  signals  and  points,  and  that  it  would  be 
better  to  send  the  pilot  engine  forward  with  the 
express  train  ;  and  that  he  requested  him  to  telegraph 
and  see  whether  the  pilot  engine  had  passed  Stow  ;  but 
that  the  night  porter  told  him  afterwards  to  get  his 
engine  turned,  and  prepare  to  take  the  train  ;  and  that 
having  done  so,  he  only  saw  the  station  master  agftin 
as  he  came  back  to  join  the  carriages  just  before  he 
started  with  the  train.  He  adds  that  he  then  got  off 
his  engine,  went  again  to  the  station  master,  pointed 
out  to  him  that  the  pilot  engine  was  there,  and  re- 
quested him  to  send  the  pilot  engine  with  the  train, 
because  he  was  not  acquainted  with  the  points  and 
the  signals ;  but  that  the  station  master  replied  "  It's 
"  no  matter,  no  more  humbugging  about  it,  you're  only 
"  losing  time ;" — that  the  guard  and  the  station  master, 
then  standing  together,  both  said  that  there  would  be 
no  fear  of  the  signals ;  the  signals  would  be  all  right ; — 
and  that  he  I'eplied  again,  if  the  signals  are  open  it  wiU 
be  all  right,  but  if  they  are  not  it  would  be  all  wrcmg,  and 
that  the  guard  should  keep  a  sharp  look  out.  Neither 
the  driver  nor  the  fireman  of  the  passenger  engine, 
nor  Ihaguai-d  of  the  passenger  trains,. h^vd  anything 
of  the  above  conversations,  alleged  by  the  mineral 
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driver  to  have  taken  place/^nd  the  passenger  guard 
did  not  understand  him  as  making  any  objection  to 
going.  The  fireman  with  the  mineral  driver  confirms 
his  statement  to  some  extent ;  but  he  did  not  hear  all 
that  passed  between  him  and  the  station  master. 

The  station-master  denies  altogether  that  the 
mineral  driver '  expressed  any  objection  to  undertake 
the  duty  from  a  want  of  knowledge  of  the  signals  ; 
but  he  admits  that  the  driver  said  he  would  require 
more  oil ;  and,  wanting  apparently,  to  get  home  with  his 
own  train,  was  reluctant  to  go  wiUi  the  express  train. 
He  admits  that  the  driver  requested  him  to  tele- 
graph for  the  pilot  engine,  which  he  did.  But  he 
came  to  the  conclusion,  after  receiving  a  telegraph 
message  from  Fala  Hill,  that  the  pUot  engine  would 
not  an-ive  until  20  minutes  after  the  express  train, 
according  to  the  time  telegraphed  from  St.  Boswells, 
ought  to  have  left  Gralashiels.  He  admits  also  that 
the  mineral  driver  pointed  out  to  him,  before  ho 
started,  that  "  the  pilot  engine  had  arri^^ed  ;  when  he 
replied  that  the  pilot  engine  would  require  coal,  and 
water,  and  oil,  and  turning,  probably,  and  that  would 
require  20  minutes  ;"  and  he  therefore  despatched  the 
mineral  driver  with  the  express  train.  The  station 
master  abo  heard  the  mineral  driver  ask  the  guard, 
as  he  understood,  whether  he  had  to  stop  on  the  road, 
but  without  mentioning  signals,  and  heard  the  guard 
reply  Eskbank  and  Edinburgh. 

The  guard  asserts  that  the  engine«driyer  never 
spoke  to  him  at  all,  and  that  he  himself  went  to  the 
engine,  took  its  number,  and  told  the  driver  to  stop  at 
Eskbank  and  Edinburgh. 

The  mineral  engine-driver  (Walker)  has  been  for 
four  years  a  regular  driver,  and  a  spare  driver  for 
upwards  of  six  months.  He  has  been  employed 
exduBively  between  Kelso  and  Hardengreen,  8^ 
miles  from  Edinburgh.  He  has  been  twice  each 
way  through  the  Portobello  yard  within  the  last  12 
months,  once  with  an  empty  engine,  and  once  with 
an  excursion  train,  both  times  in  daylight,  and  both 
times  accompanied  by  a  fireman  who  was  acquainted 
with  the  signals.  But  he  had  not  previously  driven 
through  the  yard,  as  already  stated,  by  night ;  and  it 
is  of  course  impossible  to  blame  him  for  not  obeying 
signal-lamps  with  the  position  and  object  of  which  he 
was  unacqu^ted  in  a  place  like  the  Portobello  yard. 
If  the  lamp  at  the  distant-signal  from  the  East  Junction 
was,  as  stated  by  the  signal  fitter,  alight,  then  he  ought 
to  have  made  no  mistake  about  that  signal ;  but  if  the 
lamp  was  out,  as  it  is  otherwise  proved  to  have  been 


27  miliutes  later,  then    he  might,  not  being  wdl' 
acquainted  wiUi-lts  position,  have  missed  that  signal. 

It  would  be  difficult  to  exaggerate  the  risk  that  was 
incuired  in  starting  this  mineral  driver  with  an  express 
train  down  the  gradient  of  1  in  80  from  Niddrie  to 
Portobello,  and  through  the  Portobello  yard  towards 
Edinburgh,  by  night,  and  accompanied  by  a  fireman 
as  ignorant  as  himself  of  the  lights  by  which  he  ought 
to  have  been  guided.  It  requires  a  thorough  know- 
ledge of  the  yard,  and  of  the  position,  amidst  a  blaze 
of  other  light,  of  the  signal  lamps,  to  enable  any  man 
to  proceed  with  confidence  through  the  Portobello 
yard  at  night.  I  am  unable  to  reconcile  the  conflicting 
statements  of  the  mineral  driver  and  the  station 
master  at  Galashiels.  The  driver  states  positively- 
that  he  twice  distinctly  objected  to  go  in  consequence 
of  his  ignorance  of  the  signals.  The  station-master 
is  equally  positive  that  the  driver  did  not  refer  to  the 
signals,  mid  that  he  understood  him  as  objecting  to  go 
only  because  he  wanted  to  get  home  with  his  own 
train.  I  examined  all  available  witnesses  without 
succeeding  in  clearing  up  this  main  difference.  The 
station-master  states  that  he  was  not  aware  of  Walker's 
ignorance  of  the  line,  and  it  is  strange  that  Walker, 
when  he  was  finally  ordered  to  go,  should  not  have 
asked  for  the  aid  of  the  driver  or  fireman  of  the  dis- 
abled passenger-engine  to  pilot  him  to  Edinburgh. 
Not  having  such  assistance,  and  not  being  acquainted 
with  the  signals,  he  certainly  would,  to  say  the  least, 
have  acted  more  prudently,  if  he  had  approached  and 
run  through  the  Portobello  yard  with  more  caution. 

But  this  yard  must  always,  as  long  as  the  main  lines 
of  the  North  British  Railway,  from  Carlisle  as  well  as 
from  Berwick,  run  through  the  middle  of  it,  be  a 
source  of  great  anxiety  and  considerable  risk,  and  the 
directors  of  the  company  would  be  wise  in  making 
arrangements,  with  as  little  delay  as  possible,  for  carry- 
ing their  main  lines  round  the  outside  of  in  place  of 
through  it.  They  would  thus  be  able  to  provide  main 
lines  free  from  the  shunting  which  is  now  necessarily 
done  upon  them,  and  they  would  avoid  the  delay  and 
expense  which  are  occasioned  to  the  shunting,  and  to 
the  goods  and  mineral  traffic  generally,  by  the  passing 
of  the  main  line  trains  constantly  through  the  yard. 
A  minor  improvement,  in  furnishing  a  duplicate  home 
signal  for  the  curve  towards  Niddrie  fi:pm  the  Porto- 
bdlo  East  Junction,  the  Company  are,  I  understand, 
prepared  at  once  to  carry  out. 

I  have,  &c. 
R.  G.  W.  Herbert,  Esq^  H.  W.  Tyler. 

Board  of  Trade. 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  14th  September  1869. 


NORTH  BRITISH  RAILWAY. 


Sib,  Edinburgh,  25th  October  1869. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  21st  instant,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  my  inquiry  into  the  circumstances  whi^h 
attended  the  collision  that  occurred  on  the  19th  instant 
at  the  Niddrie  Junction  on  the  North  British  Railway. 

The  Niddrie  Junction, — between  the  main  line  from 
Hawick  to  Edinburgh  and  the  St.  Leonard's  branch, — 
is  four  miles  and  33  chains  from  the  Waverley  station 
at  Edinburgh.  The  St.  Leonard's  branch,  now  three 
miles  long,  formed  part  of  the  "  Innocent "  Railway — 
Edinburgh,  Leith,  Dalkeith,  and  Fisherrow, — ^which 
was  constructed  40  years  ago,  and  is  now  partly 
abandoned.  This  part  of  the  Hawick  line  was  opened 
^^r  passenger  traffic  with  locomotive  engines  22 
years  ago,  and  Ae  Niddrie  Junction  was  thus  lai  1  in 
during  the  year  1847.  It  has  undergone  certain 
cbanges  since  that  date,  but  has  never  yet  been  fitted 
up  with  complete  junction  signals  and  locking  appa- 
nttus. 

There  is  avooden  ottbinon'a  ston^  fetindaiion  ttt 


the  junction,  which  has  been  supplied  with  telegraph 
apparatus  for  four  years,  arfd  with  instiniments  for 
working  under  the  block  system  for  upwards  of  12 
months.  There  are  four  signal-handles  in  the  cabin, 
for  working,-  -one  semaphore  arm  applying  to  the 
down  line  to  Edinburgh .  and  the  facing  point  upon  that 
line,  as  well  as  a  distant-signal  in  each  direction  along 
the  main  line,  and  a  disc  signal  120  yards  from  the  junc- 
tion on  the  branch.  The  distant-signal  towards  Hawick 
is  500  yards  from  the  junction,  and  is  well  seen  along 
the  straight  line  which  succeeds  to  the  curve  between 
it  and  the  junction.  The  junction  points  are  worked 
by  two  levers  (without  segments)  outside  of,  but  on 
the  platform  south  of,  the  cabin  ;  and  these  levers  are 
each  furnished  with  a  hasp  and  a  staple,  by  means  of 
which  the  points  may  be  secured  in  the  proper  posi- 
tions for  the  main  line,  when  they  are  not  in  use  for 
the  branch.  The  points  are  not  intended  to  be 
secured  by  means  of  tbese  staples  for  the  branch,  but 
they  may  be  fastened,  so  as  to  be  partly  open  for  the 
blranch,  by  plfiicing  the  staples  at  the  bade  instead  of  in> 
the  front  ^  4^  lev^rs<     In  •order  thai  the  points 
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ikodU  be  fiiBteaed  so  as  to  be  set  rigbt  for  tbe  bnmch, 
and  to  be  completely  shot  agAinst  tbe  main  line,  some 
other  means  than  the  application  of  the  hasp  in  the 
ordinary  way  over  the  atapLe  would  be  requisite  ; 
such  as  the  insertion  of  a  piece  of  wood  or  other 
material  between  the  lever  and  the  hasp,  or  of  a  key 
or  block  between  the  point  and  the  standard  rail,  or 
of  the  hasp  in  advance  of  (in  place  of  op<Hi)  the 
staple  at  the  backs  of  the  levers. 

The  line  is  level  between  the  distant-signal  towards 
Hawick  and  the  junction,  and  the  branch  rises  slightly 
towards  St.  Leonard's. 

On  the  day  in  question,  a  special  train  leh  Edin- 
burgh for  Kelso  at  9.10a.ra.,  to  take  passengers  to 
the^elso  races ;  and  started  from  Kelso  on  its  return 
journey  at  6.33,  three  minutes  after  the  time  men- 
tioned in  the  special  time  bill,  consisting  of  an  engine 
and  tender,  12  passenger  carriages,  and  one  br^- 
van.  It  stopped  to  set  down  passengers  at  St  Bos- 
well's,  Stow,  and  Eskbank,  and  left  Eskbank  at  8.21, 
11  minutes  late,  for  Portobello,  on  its  way  to  Edin- 
burgh. It  was  further  delayed  four  minutes  at  the 
Glenesk  Junction,  3  miles^26  chains  south  of  Niddrie, 
by  the  signals  in  connexion  with  the  block  telegraph 
system. 

After  leaving  the  Glenesk  Junction  the  engine 
driver  proceeded  towards  the  Niddrie  distant-signal 
at  a  speed  of  about  18  miles  an  hour.  He  was  run- 
ning more  slowly  than  usual  because  he  had  heard 
from  the  Glenesk  signalman  that  a  train  had  been, 
as  he  understood,  let  out  of  the  St.  Leonard's  branch 
for  Portobello,  and  he  thought  it  probable  that  the 
distant-signal  tvom  Niddrie  would  therefore  be  at 
"  danger."  He  found,  however,  a  white  light  at  thi^t 
signal,  and  a  green  light  (which  was  the  usual 
signal  to  proceed)  at  the  home  junction  signal,  buu 
he  continued  at  the  same  speed  towards  the  junction. 
He  saw  the  tail  lamps  of  a  train  on  the  St.  Leonard's 
branch,  but  they  appeared  to  be  quite  clear  of  tbe 
main  line,  and  he  ran  forward  to  the  junction  points, 
without  steam,  but  without  any  great  reduction  of 
speed.  He  did  not  see  the  points  as  he  approached 
them,  (about  8.35  p.m.,)  as  it  was  dark,  but  as  he 
passed  through  them  he  found  that  his  engine  was 
turned  on  to  the  branch,  in  place  of  continuing 
along  the  main  line.  He  had  just  time  to  reverse 
his  engine  and  apply  his  steam  before  it  struck  the 
van  of  a  coal  ti-ain  standing  on  the  branch,  at  80 
yards  from  the  junction,  at  a  speed  which  he  esti- 
mates at  14  or  15  miles  an^hour  ;  and  the  engine 
travelled  forward  for  40  yards  from  the  point  of 
coUbion  before  it  came  finally  to  a  stand. 

The  guard  in  the  hind  van  was  looking  forward 
as  he  approached  the  Niddrie  Junction,  and  noticed 
that  the  signals  showed  white  and  green  as  described 
by  the  driver  ;  and  he  was  still  looking  forwanl, 
with  his  hand  on  the  break-wheel,  ready  to  apply 
it  in  cose  it  should  be  necessary  in  descending 
towards  PorloboUo,  when  he  was  suddenly  knocked 
down  by  tlio  nhock  of  the  collision,  without  having 
been  aware  that  the  train  had  taken  the  branch  in- 
stead of  going  along  tlio  main  line. 

The  buflei-plauk  of  the  engine  wat  much  broken 
as  well  as  both  of  the  Imttern.  The  oocentric  rods  and 
valve  spindles  were  bent,  the  Ainnel  was  knocked  off, 
and  the  smoke-box  was  stove  in.  The  engine  was 
thrown  off  the  rails  with  all  its  six  wheels,  to  the 
extent  of  about  three  inches.  The  tender  and  the 
carriage  next  behind  it  remuined  on  the  rails,  and 
this  carriage  was  not  much  damaged.  Seven  of  the 
following  carriages  were  thrown  off  the  line,  and  of 
these  the  bodies  of  five  were  broken  to  pieces,  and 
half  the  body  of  a  sixth  was  destroyed;  and  the  debris 
fell  down  the  side  of  the  embankment,  south  of  the 
branch,  on  the  inside  of  tlie  branch  curve.  The  last 
four  carriages  and  the  van  remained  on  the  rails,  and 
three  of  these  carriages,  in  which,  fortunately,  the 
greats  numb^  of  the  passengers  for  Edinburgh  were 
riding,  do  not  appear  to  have  been  damaged.  The 
carriage  next  behind  the  tender  and  the  four  last  car* 
riagea  were  of  stronger  and  more  recent  cooatraotioii 


than  the  intermediate  earriagea  ;  and  the  destruction 
of  the  intermediate  carriages,  while  the  end  carriages 
comparatively  escaped  from  damage^  may  to  some 
extent  be  thus  accounted  for. 

Neither  the  driver  nor  the  fireman,  both  of  whom 
stuck  to  their  engine,  were  ii\jured.  The  guard  suf- 
fered in  his  head  and  back,  and  was  stunned  in  the 
first  instance  by  the  violence  of  the  shock.  Of  40  or 
45  passengers  who  were  riding  in  the  train,  20  have 
up  to  the  present  time  compluned  of  injury  from  cuts 
or  contusions. 

The  coal  train  which  was  standing  on  the  St.  Leo- 
nard's branch,  left  Fabi  Hill,  18  miles  from  Edin- 
burgh, at  5.35,  35  minutes  late,  on  its  way  to  Edin- 
burgh. It  entered  the  bi*anch  at  7.5,  in  the  usual 
manner,  that  the  WHggons  might  be  sorted,  and  the 
train  marshalled,  before  proceeding  to  Portobello. 
It  was  composed  of  an  engine  and  tender,  31  loaded 
waggons,  and  a  break-van  ;  and  it  was  standing  on 
the  south  line  qf  the  branch,  waiting  to  back  out  as 
soon  as  the  signalman  gave  it  leave  to  do  so.  At  8.20, 
15  minutes  before  the  collision,  the  engine-driver 
whistled,  to  intimate  that  the  train  was  ready  to  start, 
and  with  the  permission  of  the  signalman,  given  by  his 
hand  lamp,  about  half  the  train  was  backed  on  to  the 
main  line.  But  the  signalman  then  stopped  it,  on  re- 
ceiving, it  is  supposed,  a  signal  for  the  passenger  train 
from  Glenesk,  and  sent  it  back  again  to  the  branch. 
It  was  there  standing,  with  the  van  80  yards  inside 
the  junction  points,  when  the  passenger  train  came  into 
collision  with  it  as  above  described. 

Of  two  guards  with  the  coal  train,  one  was  standing 
on  the  branch  near  the  van,  and  the  other  was  in  the 
van,  at  the  time  of  the  collision.  The  van  was  broken 
to  pieces,  and  the  guard  in  it  was  so  much  injured 
that  he  died  the  same  night.  Two  of  the  coal  wag- 
gons were  destroyed,  and  two  others  were  damaged. 
The  other  coal  waggons  remained  on  the  rails. 

The  signalman  was  on  the  spot  up  to  2  a.m.*  on 
the  following  morning,  5^  hours  after  the  accident, 
but  he  has  since  disappeared,  and  I  have  had  no 
opportunity  of  examining,  him.  I  am  informed  that 
he  stated,  after  the  accident,  to  several  oflicers  of 
the  company,  that  he  was  holding  the  points  over  in 
the  proper  position,  so  as  to  be  right  for  the  miun 
line  during  the  passage  of  the  Kelso  train,  when  the 
engine  caught  the  points,  and  pulled  the  lever  over. 
But  inasmuch  as  the  whole  train  passed  through  the 
points  on  to  the  branch  without  any  disturbance  of 
the  permanent  way  at  the  junction,  or  of  the  line  for 
more  than  80  yards  frt>m  the  junction,  the  conclusion 
is  not  to  be  avoided  that  the  signalman  must  have 
made  a  mistake,  and  must,  after  lowering  his  signals 
to  allow  the  Kelso  train  to  pass,  have  held  the  points 
over  in  the  wrong  position,  so  as  to  turn  it  into  the 
branch.  The  signalman  had  been  in  the  employment 
of  the  company  for  nearly  three  years,  and  had  been 
at  that  junction  for  six  months.  He  bore  a  good 
character  as  a  sober,  steady,  attentive  man.  His  wages 
had  been  reduced  on  one  previous  occasion,  when  acting 
as  a  signalman  at  Leith  Walk,  for  an  omission  of  doty, 
unattended  by  an  accident,  in  not  turning  a  signal  to 
^  danger  "  when  he  ought  to  have  done  so;  but  no  other 
complaint  had  been  made  against  him,  and  his  wages 
had  been  raised  to  their  former  amount  of  ISs.  Sd.  k 
week,  on  his  being  appointed  to  Niddri^  Junction. 
His  hours  of  duty  were  from  6  a.m.  to  6  p.m.,  and 
6  p.m.  to  6  ajm.,  on  alternate  weeks,  and  he  had  been 
2^  hours  on  duty  when  the  accident  occurred. 

The  amount  of  break  power  on  this  train  was  not 
such  as  is  desirable  in  the  interests  of  safety,  but  the 
distance,  80  yards,  was  very  short  for  reducing  the 
speed  of  the  train  ;  and  the  collision  would  not  have 
happened  if  the  junction  had  been  provided  with  a 
lodiing  apparatus,  such  as  is  now  commonly  used, 
which  prev^uls  a  signalman  from  lowering  his  signals 
unleas  the  )M^nl»  are  set  in  the  proper  direction,  or 
f\rom  t\iruii^  hi»  points  in  a  wrong  dkection  after  the 
ugnab  haxi^  Ki!»^n  lowered  for  the  passage  of  a  train. 
T^e  eompai^  have  ahready  commenced  at  Niddrje  to 
oonatrttol  a  oabin  of  a  superior  deacription)  in  which 
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tbey  intend  to  place  a  locking  frames  and  fVom  which 
the  points  and  signals  are  to  be  worked  with  all 
modem  appliances  and  improvements. 

The  company  are  now,  I  understand,  engaged  in 
similarly  improving  the  junctions  of  the  Selkirk  branch, 
and  the  Kelso  branch  at  St.  Boswell's,  and  the  Glenesk 


Junction ;  but  there  remain  many  other  junctions  at 
which  locking  frames  should  also  be  provided  with  as 
little  delay  as  possible. 

I  have,  &c. 
R.  G.  W.  Herbert,  Esq,,  H,  W.  Tyler. 

Board  of  Trade. 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  9th  November  1869. 


NORTH  BRITISH  RAILWAY. 


Board  of  Trade, 
Railway  Department, 
SiK,  Whitehall,  ZUt  December  1869. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  7th  instant,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  my  inquiry  into  the  circumstances  which 
attended  the  collision  tlmt  occurred  on  the  23rd  ultimo 
in  the  Glasgow  tunnel  on  the  North  British  Railway. 

Two  passengers  ai*e  reported  to  have  been  slightly 
bruised. 

The  approach  to  Queen's  Street  station  of  the  North 
British  Railway  at  Glasgow  is  thi'ough  a  tunnel, 
which  is  about  1,160  yards  long. 

The  gradient  of  the  railway  is  level  for  200  yards 
at  Queen's  Street  station.  The  line  rises  fix)m  Queen's 
Street  station  to  within  200  yards  of  Cowlairs  station, 
on  an  incline  of  1  in  46.  This  incline  is  one  mile 
and  450  yards  long.  The  tunnel  extends  from  the 
entrance  to  Queen's  Street  station  for  1,160  yards 
towards  Cowlairs.  The  gradient  from  the  top  of  the 
incline  through  Cowlairs  station  is  1  in  1,285.  Trains 
are  worked  up  the  incline  between  Queen's  Street 
station  and  Cowlairs  by  attaching  them  to  an  endless 
wire  rope,  which  is  worked  by  a  stationary  engine  at 
the  top  of  the  incline,  and  ti'ains  are  piloted  down  the 
incline  from  Cowlairs  to  Queen's  Street  station  by 
attaching  heavy  incline  breaks  with  a  break sman  in 
each  br^kk  in  front  of  the  trains. 

Sometimes  the  engines  remain  attached  to  the  tail 
of  the  trains  in  descending  the  incline,  and  sometimes 
the  trains  proceed  without  an  engine.  This  depends 
on  whether  the  engine  is  required  at  Queen's  Street 
or  not,  but  in  every  case  the  breaksmen,  who  travel 
on  the  incline  breaks  in  front  of  the  train,  are  placed 
in  charge  of  the  train. 

This  part  of  the  North  British  Railway  is  worked 
on  the  block  telegraph  principle,  the  object  being,  that 
no  two  trains  shall  travel  on  the  same  line  of  rails 
over  this  section  of  the  railway  at  the  same  time. 

The  telegraph  clerks  are  provided  with  speaking 
instruments  as  well  as  block  telegraph  instruments. 
The  telegraph  hut  at  Cowlairs  is  near  the  west  end 
of  the  station  platform,  about  200  yards  from  the  top 
of  the  incline,  and  the  telegraph  hut  at  Queen's  Street 
station  is  at  the  end  of  the  platform^  close  to  the 
month  of  the  tunnel. 

On  the  25th  of  last  November,  13  empty  waggons 
were  required  at  Queen's  Street  station,  and  a  message 
to  that  effect  was  telegraphed  to  Cowlairs,  where  there 
is  a  large  depdt. 

A  train  of  13  empty  waggons,  with  two  incline 
breaks  and  two  breaksmen  in  front,  and  an  engine 
and  tender  behind  the  waggons,  was  formed  at  the 
top  of  the  incline  at  the  west  end  of  Cowlairs  station 
on  the  day  in  question,  and  it  was  despatched  by 
signal  at  5.6  p.m.  to  Queen's  Street.  "  Line  clear  " 
had  been  received  from  Queen's  Street  telegraph  hut, 
and  the  telegraph  clerk  at  Cowlairs,  after  telegraphing 
to  Queen's  Street  that  the  train  of  empties  had  left, 
telegraphed  '*  engine  behind."  This  message  was 
acknowledged  from  Queen's  Street.  When  the  train  had 
proceeded  about  300  yards  down  the  incline,  and  was 
moving  at  a  speed  of  about  12  or  15  miles  an  hour, 
both  the  breaksmen  felt  a  sudden  push,  and  the  train 
went  forward  at  too  great  a  speed.  The  breaksmen 
held  up  their  hand  lamps  with  red  lights,  to  caution 


the  engine  driver,  who  had  given  the  train  the  push, 
and  the  train  was  gradually  checked  to  its  proper 
speed. 

The  two  breaks  and  eleven  empty  waggons  arrived 
safely  at  Queen's  Street,  but  the  engine  and  two 
waggons  did  not  come,  and  the  telegraph  clerk  at 
Queen's  Street,  who  saw  the  train  of  empties  arrive, 
forgot  the  fact,  that  he  had  received  notice  that  there 
was  an  engine  at  the  tail  of  the  train,  and  he  did  not 
notice  that  the  engine  did  not  aiTive.  The  second 
waggon  from  the  engine  had  become  detached  from 
the  11  other  waggons,  had  got  off  the  rails,  and  had 
fouled  the  up  and  down  lines  of  rails. 

At  this  time  a  passenger  train  from  Helensborough 
had  been  twice  telegraphed  from  Cowlairs  to  Queen's 
Street,  but  the  clerk  at  Queen's  Street  would  not 
accept  the  train,  as  the  empties  had  not  arrived.  As 
soon  as  the  1 1  empties  arrived,  he  telegraphed  "  line 
clear,"  and  a  train,  which  consisted  of  three  incline 
breaks  and  three  breaksmen,  a  carriage  truck,  a  horse 
box,  a  3rd,  a  1st,  a  3rd,  a  1st,  a  guard's  van,  a  1st, 
a  3rd,  a  1st,  a  3rd,  and  a  guard's  van,  coupled  in  the 
order  given,  left  Cowlairs  for  Queen's  Street  station 
at  5.15  p.m.  As  the  breaksmen  entered  the  tunnel, 
they  found  it  full  of  smoke  and  steam. 

The  passenger  train  was  proceeding  at  a  speed  of 
about  10  miles  per  hour  when  the  leading  breaks- 
man  perceived  lights  in  the  tunnel,  which  were  those 
on  the  engine  that  had  been  stopped  with  the  two 
empty  waggons.  The  three  breaksmen  immediately 
applied  their  breaks,  and  succeeded  in  checking  the 
speed  of  the  passenger  train  to  about  four  or  five 
miles  per  hour,  when  it  struck  the  engine  attached 
to  the  empty  goods  waggons.  None  of  the  vehicles 
of  the  passenger  train  left  the  rails,  and  the  only 
injuries  that  are  reported  are  a  broken  buffer  on  the 
centre  incline  break,  and  a  broken  buffer  on  the 
engine  that  was  standing  in  the  way  of  the  passenger 
train. 

It  appears  that  when  the  train  of  empty  waggons 
was  proceeding  down  the  indine  towards  Queen's 
Street,  the  driver  of  the  engine  that  was  at  the  tail 
of  the  train  heard  the  tender  coupling  striking  the 
iron  rollers  that  guide  the  continuous  wire  by  which 
the  incline  is  worked,  and  that  he  sent  his  fireman 
forward  to  hang  up  the  links  of  the  chain.  The 
driver  stated,  that  he  eased  off  the  tender  break,  to 
allow  the  fireman  to  pull  up  the  links,  and  in  doing 
so  he  appears  to  have  given  the  whole  train  a  sudden 
push.  On  examination  marks  were  pointed  out  on 
the  wooden  buffers  of  the  11th  empty  waggon  of  the 
train  which  showed  that  the  12th  waggon,  which 
had  cast  ii*on  buffers,  had  mounted  on  the  11th 
waggon. 

There  was  about  6  inches  difference  between  the 
levels  of  the  buffers  in  these  two  waggons,  and  there 
appears  to  be  no  doubt  that  the  coupling  between  the 
1 1th  and  12th  waggons  became  unhooked  when  the 
one  waggon  mounted  on  the  other,  and  that  as  the 
train  continued  its  course  through  the  tunnel,  and  the 
breaksmen  eased  off  their  breaks  to  let  the  train  go, 
(after  checking  the  unusual  speed  given  to  the  tmin 
by  the  sudden  push,)  that  the  11th  waggon  got 
released  from  the  12th  waggon,  and  instead  of  drop- 
ping back  on  to  the  rails  it  dropped  on  the  off  side^ 
ran  across  the  6  feet,  and  fouled  the  up  and  down 
lines.     The  waggon  next  behind  it  and  the  enginid 
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were  8toi^>ed  at  once.  Tbw:e  were  two  drivers  on 
the  engine,  one  of  them  being  the  man  that  had  just 
been  relieved.  He  ran  forward  to  Queen's  Street,  to 
give  notice  of  the  accident,  and  stop  all  "  up  '*  trains ; 
but  the  second  driver  and  the  fireman,  conceiving 
themselves  to  be  protected  by  the  block  telegraph, 
remained  with  their  engine,  instead  of  going  back  to 
warn  trains  approaching  firom  Cowlairs,  as  one  of 
them  should  have  done. 

The  engine  and  trucks  had  been  standing  in  the 
tunnel  five  or  six  minutes  or  more  when  the  passenger 
train  struck  them.  The  telegraph  clerk  at  Queen's  St., 
soon  after  he  had  given  "  line  clear  "  for  the  Helens- 
borough  passenger  train,  recollected,  that  he  had  not 
seen  5ie  engine  of  which  he  had  notice,  arrive  with 
the  empty  waggons,  and  he  telegraghed  to  Cowlairs 
to  know  what  had  become  of  the  engine.  The 
passeuG^er  train  had  left,  and  could  not  be  stopped. 
The  accident,  which  might  have  been  serious,  except 
for  the  care  and  attention  of  the  breaksmen  with  the 
passenger  train,  was  caused  by  the  forgetfulness  of 
the  telegraph  clerk  at  Queen's  Street,  and  by  the 
neglect  of  the  driver  of  the  engine,  with  the  train  of 
etapties,  who  should  have  sc^nt  his  fireman  back 
towards  Cowlairs,  to  warn  all  approaching  trains,  as 
soon  as  he  found  his  engine  stopped  in  the  tunnel. 
The  approach  to  Queen's  Street  station  at  Glasgow 


through  a  tunnel  on  an  incline  of  1  in  45  is  one 
that  requires  great  care  and  attention  to  work  safely, 
and  this  seems  to  have  been  accomplished  successfully 
for  a  number  of  years,  which  must  be  attributed  to 
the  regulations  by  which  the  tunnel  is  worked,  and 
the  care  and  attention  of  the  men  employed  in 
working  it. 

The  present  accident  suggests  the  desirability  of 
moving  the  telegraph  hut  at  Cowlairs  to  such  a  place 
that  the  clerk  in  charge  may  be  able  to  see  all  ti*ains 
before  they  proceed  to  Queen's  Street,  and,  further, 
that  he  shall  telegraph  the  number  of  vehicles  which 
compose  all  trains,  as  he  now  does  those  of  which 
passenger  trains  are  made  up. 

It  appears  to  be  also  desirable  that  engines  should 
not  be  attached  to  the  tail  of  the  trains,  but  that 
they  should  proceed  to  Queen's  Street  without  being 
attached  to  other  vehicles,  unless  they  can  be  attached 
to  the  front  of  the  trains.  I  would  further  suggest 
that  improvements  be  made  in  the  nature  of  the 
couplings  of  the  goods  waggons. 

I  have,  &c., 

F.  H.  Rich, 
The  Secretary,  Lieut.- CoL  N.E, 

{Railway  Department,) 
Board  of  Trade, 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  12th  January  1870. 


NORTH  BRITISH  RAILWAY. 


Board  of  Trade, 
Sir,  2Sth  December  1869. 

In  compliance  with  the  instiiictions  contained 
in  your  minute  of  the  2d  instant,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  my  inquiry  into  the  circumstances  which 
attended  the  collision  that  occurred  on  the  23d  No- 
vember last  at  Momingside  station  on  the  North 
British  Railway. 

Four  passengers  and  four  of  the  company's  servants 
are  reported  to  have  been  slightly  cut  and  bruised. 

On  the  day  in  question  a  coal  train,  which  con- 
sisted of  an  engine  and  tender,  eight  empty,  two 
loaded  waggons,  and  a  guard's  van  with  two  guards, 
arrived  from  Portobello  at  Blackball  at  7.9  a.m.,  and 
went  into  the  siding  at  the  south  side  of  the  line,  to 
leave  some  of  the  empty  waggons.  Having  deposited 
the  waggons,  the  train  was  di*awn  out  on  to  the  main 
line  at  the  Morningside  end  of  the  station,  so  as  to 
allow  the  mineral  train,  which  is  timed  to  leave 
Momingsido  at  7.10  ajn.,  to  di-aw  into  the  same 
siding. 

As  soon  as  the  "up**  mineral  train  arrived  at 
Blackball  from  Momingside,  about  7.30  a.m.,  the 
down  mineral  train  from  Portobello  started  for  Mom- 
ingside, which  is  about  3^  miles  from  Blackball. 

The  railway  is  a  single  line,  and  is  worked  on  the 
block  telegraph  system.  The  gradient  falls  one  in  70 
from  Blackball  to  Momingside.  The  station  master, 
and,  during  his  absence,  the  clerk  in  charge,  are  the 
only  persons  that  are  authorized  to  start  the  trains, 
and  they  are  directed  to  do  so  by  holding  out  a  flag  by 
day  and  a  lamp  at  night  from  the  station  hut. 

Neither  of  these  persons  started  the  down  mineral 
train  on  the  morning  in  question,  nor  were  they  aware 
that  the  train  had  left  Blackball,  till  some  minutes 
after  it  had  left  the  station.  The  two  guards  of  the 
train  remained  in  the  station  hut,  and  were  not  aware 
that  their  train  had  left,  until  a  platelayer  came  in, 
and  said  that  it  had  gone.  This  was  about  7.40  a.m. 
The  clerk  in  charge,  who  was  also  ignorant  of  the 
departure  of  the  down  mineral  train,  until  it  was 
announced  by  the  platelayer,  had  previously  given 
"  Line  clear  to  Momingside  for  the  passenger  train 
due  to  leave  that  station  at  7.35  a.m."  The  passenger 
train,  which  consisted  of  an  engine  and  tender,  a  break 


van,  a  first,  a  third,  and  a  third  class  break  carriagej 
coupled  in  the  order  given,  was  started  from  Moming- 
side at  7.36  a.m.  The  morning  was  thick  and  foggy ; 
and  when  the  train  got  to  the  east  end  of  Momingside 
station  yard,  and  was  travelling  at  a  speed  of  about  12 
miles  an  hour,  the  driver  perceived  the  down  goods 
train  coming  towards  him. 

The  goods  train  was  only  about  two  engine  lengths 
distant  at  the  time.  The  driver  of  the  passenger  train 
had  only  time  to  reverse  his  engine,  whistle  for  the 
breaks,  and  try  to  jump  off,  before  the  collision  occur- 
red. In  jumping  ofiT,  he  was  thrown  to  the  ground. 
His  fireman  also  jumped  off. 

The  passenger  train  was  driven  back  by  the  collision, 
and  ran  down  the  incline  towards  Morningside  with 
steam  on,  and  the  engine  in  back  gear. 

It  ran  through  the  station  at  a  speed  of  about  12 
miles  an  hour,  and  held  on  its  course  (through  the 
Morningside  station  and  junction  of  the  Caledonian 
Railway)  towards  Grarriongill  Junction. 

The  guard,  who  was  riding  in  the  last  break  car- 
riage, had  been  stunned  by  the  collision;  but  he 
recovered  his  senses  very  soon,  and  applied  his  breaks. 
One  of  the  axle-boxes  of  the  tender  had  been  broken 
by  the  collision,  and  the  framing  of  the  tender  was  thus 
let  down  on  the  wheel,  and  acted  as  a  break ;  by  these 
meaus  the  speed  of  the  train,  after  running  about  a 
mile,  was  considerably  checked,  and  a  platelajer  on 
the  Caledonian  Railway  jumped  on  to  the  engine  and 
stopped  it  The  engine  and  tender  of  the  passenger 
ti'ain  were  injured,  and  the  carriages  were  slightly 
damaged.  The  mineral  engine  was  also  damaged, 
and  the  fireman  of  this  engine  was  thrown  off ;  but 
none  of  the  vehicles  of  either  train  left  the  rails. 

The  only  excuse  given'  by  the  engine  driver  of  the 
down  mineral  ti*ain  for  leaving  Blackball  station  was, 
that  he  thought  that  when  the  up  mineral  train  arrived 
at  that  station  the  pointsman  on  duty  in  the  yard,  who 
held  the  points  for  the  mineral  train  that  arrived  from 
Morningside,  gave  him  a  signal  with  a  hand-lamp, 
which  he  understood  as  meaning  him  to  start  The 
pointsman  denies  giving  the  driver  any  signal  to  start ; 
and  when  he  saw  him  go  away  he  thought  that  the 
driver  had  got  the  starting  signal  from  the  station  hut 
The  driver  of  the  down  mineral  goods  train  stated  that 
he  was  only  running  at  a  spe^d  of  about  two  miles  an 
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hour  at  the  time  of  the  collision  with  the  passenger 
train.  He  had  just  passed  the  Morningside  down 
disfcant  signal,  which  he  said  was  all  riglit  for  him  to 
proceed.  The  signalman  at  Morningside  stated  that 
this  signal  was  at  danger.  I  could  not  ascertain  which 
man  was  right  in  this  matter ;  but  there  was  no  reason 
why  the  Morningside  down  distant  signal  should  have 
been  taken  off. 

Judging  fcom  the  effects  of  the  collision,  the  mineral 
tndn  must  have  been  moving  at  slow  speed  at  the  time. 

The  accident  was  caused  hj  the  misconduct  of  the 
driver  of  the  down  mineral  train  in  leaving  Blackball 
station  before  he  had  got  proper  leave  to  do  so. 

I  cannot  think  the  telegraph  system  a  safe  mode  of 


working  any  single  line,  and  would  urge  the  adoption 
of  the  ti'ain  st^,  in  addition  to  the  telegraph.  It 
would  also  be  desirable  that  Blackball  station  should 
be  furnished  with  station  signals  as  well  as  distant 
signals.  It  appears  desirable  that  the  driver  of  a  train 
should  receive  the  signal  to  start  from  the  guard  of 
his  train,  the  latter  having  previously  obtained  the 
station  master's  sanction  to  do  so. 

I  have,  <&c 

F.  H.  Rich, 
The  Secretary,  Lieut- Col,  R,E. 

Railway  Department, 
Board  of  Trade. 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  18th  Januaiy  1870. 


NOKTH  BRITISH  RAILWAY. 


SlB, 


Board  of  Trade, 
29th  December  1869. 
In  compliance  with  the  instructions  contained 
in  your  minute  of  the  10th  iust.,  I  have  the  honour  to 
report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  my  inquiry  into  the  ciicumstances  which 
attended  the  accident  that  occurred  on  the  6th  inst. 
at  Kirkintilloch  station  on  the  North  British  railway. 

Thi'ee  passengers  have  complained  of  cuts  and 
bruises. 

Kirkintilloch  station  is  situated  at  the  bottom  of 
two  inclines.  The  station  is  approached  from  Killearn 
on  a  falling  gradient  of  1  in  80,  and  the  line  from 
Kirkintilloch,  to  the  junction  with  the  main  line  to 
Glasgow,  rises  1  in  85.  There  is  a  cross-over  road 
at  the  north  side  of  the  station  between  the  up  and 
down  lines.  The  points  of  this  cross-over  road  are 
weighted  to  remain  open  for  the  main  lines*  On  the 
day  in  question,  a  train,  which  consisted  of  a  tender 
and  engine,  three  goods  vans,  a  passenger  van,  three 
first,  four  third,  one  firet,  two  third,  one  first  class 
carriage,  and  a  passenger  break  van,  in  which  the 
guard  travelled,  arrived  at  Kirkintilloch  from  Killearn 
at  9.10  a.m.  The  train  was  coupled  in  the  order 
given 

A  can-ier's  Van  was  attached  to  the  tail  of  the  train 
while  it  was  standing  at  Kirkintilloch.  The  van 
was  brought  from  the  up  to  the  down  line  by  the 
ci-oss-over  road  at  the  north  end  of  the  station,  and 
when  it  was  attached  to  the  train  the  hind  wheels  of 
the  van  still  remained  on  the  cross-over  road,  and 
the  front  wheels  were  on  the  down  line,  where  the 
passenger  train  was  standing. 

Owing  to  the  rising  incline  at  the  south  side  of 
Kirkintilloch  station,  the  engine  drivers,  when   they 


have  heavy  trains,  have  been  in  the  habit  of  starting 
from  the  station  by  pushing  their  trains  back  for  a 
short  distance,  so  as  to  get  a  run  at  the  rising  incline. 
The  morning  of  the  6th  inst.  was  foggy,  and 
although  the  driver  of  the  passenger  train  stated  that 
he  could  not  see  the  tail  of  his  tmin  which  was  on 
the  crossing,  he  executed  this  hazardous  move,  and 
commenced  to  run  his  train  back  as  soon  as  he  got 
the  signal  to  start,  A  pointsman  who  observed  it 
held  the  points  at  the  south  end  of  the  crossing,  but 
there  was  no  person  to  hold  the  points  at  the  other 
end  of  the  crossing.  The  driver  having  pushed  his 
train  as  far  back  as  he  thought  necessary  to  give  liim 
a  run  at  the  incline,  reversed  his  engine  and  started 
forward.  The  four  carriages  at  the  tail  of  the  train 
took  the  wrong  line  of  rails  on  coming  to  the  north 
end  of  the  cross-over  road,  and  the  3rd  class  carriage, 
which  was  the  foremost  vehicle  of  these  four,  got 
upset  on  its  side  after  it  had  been  pulled  some  distance. 
The  engine  driver  did  not  hear  the  calls  of  the  station 
master  at  the  station,  who  endeavoured  to  stop  him, 
but  he  seems  to  have  felt  the  jerk  of  the  3rd  class 
carriage  falling  over,  and  he  stated  that  he  believed 
that  he  stopped  his  train  in  about  two  engine  lengths 
after  the  carriage  fell  over.  The  guard,  who  was 
travelling  in  the  last  vehicle  but  one,  put  on  his  break 
as  soon  as  he  found  that  his  van  was  being  pulled 
along  the  wrong  Hne. 

The  accident  was  caused  by  a  dangerous  method  of 
working  heavy  trains  from  Kirkintilloch  station. 
I  have,  &c., 
F.  H.  Rich, 
The  Secretary,  Lieut-Col,  EJi. 

Railway  Department, 

Board  of  Trade, 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  18th  January  1870. 


NORTH-EASTERN  RAILWAY. 


Sib,  1,  Whitehall,  3  Sept  1869. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  4th  ult.,  I  have  the  honour  to 
report  for  the  information  of  the  Board  of  Trade  the 
result  of  my  inquiry  into  the  circumstances  attending 
an  accident  which  occurred  on  the  2nd  ultimo  at 
the  south  end  of  the  High  Level  Bridge  close  to 
Gateshead  station  on  the  Ngrth-eastem  Railway, 
owing  to  a  carriage  in  a  passenger  train  leaving  the 
rails  and  turning  over  on  its  side. 

This  accident  has  unhappily  been  attended  by  the 
death  of  one  of  the  passengers,  but  no  others  are 
returned  as  having  been  injured. 

At'  th^  south  end  of  the  High  Level  Bridge  con- 
necting Gateshead  and  Newcastle  the  junction  occurs 
between  the  old  J^orth-eastem  main  line  and  the  Team 


Valley  Hne  opened  last  November.  About  100  yards 
on  the  south  side  of  the  junction  cabin  a  pair  of  facing 
points  leads  from  the  main  down  road  on  the  old  line 
to  a  second  down  line  used  only  for  goods  trains  or 
engines  not  attached  to  trains.  The  junction  is  pro- 
vided with  proper  locking  apparatus,  the  points  leading 
to  this  goods  line  being  included  in  the  locking  frame, 
and  consequently  these  points  cannot  be  opened  for 
the  goods  line  while  the  down  main  signal  is  lowered. 
On  the  afternoon  of  the  2nd  ult.,  at  about  a  quarter  to 
6,  a  signalman  named  Pattison  relieved  his  comrade 
Wace  in  the  cabin  before  alluded  to.  On  taking  charge 
he  found  a  passenger  train,  consisting  of  engine  and 
tender  and  15  vehicles,  from  Sunderland  to  Newcastle, 
standing  at  the  Gateshead  station  (a  short  distance 
south  of  the  facing  points).     The  stalling  signal  for 
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this  train,  viz.,  one  of  the  junction  main  signals,  had 
been  lowered  by  Wace*  Pattison's  first  act  was  to 
B3nd  a  telegraphic  signal  to  the  cabin  at  the  north 
end  of  the  bridge  that  the  Sunderland  train  was 
coming,  and  then  as  soon  as  the  engine  and  one  or 
two  carriages  had  passed  him,  he  himself  acknow- 
ledges that  he  put  the  main  signal  back  to  danger, 
thus  necessarily  unlocking  all  the  points,  including 
those  leading  to  the  second  down  line.  On  turning 
his  head  to  look  out  of  the  south  window  of  his  cabin 
he  saw  the  last  carriage  but  one  off  the  road  to  the  left ; 
upon  this  he  immediately  whistled  to  the  driver,  who 
shortly  afterwards  pulled  up.  Pattison  then  left  his 
cabin  to  see  what  was  wrong,  and  found  the  last  car- 
riage standing  on  the  second  down  line  with  all  its 
wheels,  the  last  carriage  but  one  entirely  off  the  road, 
neai'ly  turned  over  on  its  left  side  and  supported  in 
that  position  by  the  couplings  between  it  and  the  last 
carriage  and  the  last  but  two,  neither  of  which  coup- 
lings had  given  way  ;  the  remainder  of  the  train  was 
all  on  its  proper  line.  He  then  examined  the  points 
leading  to  the  second  down  line  and  found  them  in 
pei'foct  order  and  standing  right  for  the  main  aown 
line. 

A  porter  named  Johnson,  who  was  standing  on  the 
platform  of  the  Gateshead  Team  Valley  station,  saw 
the  Sunderland  train  just  as  it  was  leaving  the  adjoin- 
ing main  line  station.  He  observed  the  last  carriage 
on  the  second  down  line,  and  the  last  but  one  off  the 
road  leaning  over,  and  as  he  was  looking,  a  man 
jumped  out  of  the  door  on  the  left  side  of  the  front 
compartment  of  the  latter  and  was  struck  by  this 
caniage,  which  fell  further  over  on  its  side  as  he 
jumped.  He  was  dragged  along  some  few  yards  by 
the  carriage  (being  probably  caught  in  its  steps)  and 
was  found  quite  dead  (his  body  being  much  mangled) 
by  the  porter  who  at  once  ran  up  to  him.  Although 
this  carriage  (a  third-class  one  with  six  compartments) 


was  toleraUy  full,  no  other  passengers  are  stated  to 
have  received  any  injury. 

This  accident  was  first  made  possible  by  Patti- 
son's (the  signalman)  putting  the  main  signal  to 
danger  before  the  whole  train  had  passed  the  facing 
points,  and  then  doubtless  caused  by  his  moving 
the  points  and  opening  them  for  the  second  down 
road  just  before  they  were  reached  by  the  last  car- 
riage in  the  train.  His  cabin  being  about  100  yards 
north  of  these  points,  it  would  be  difficult  for  him  to  dis- 
tinguish  clearly  the  exact  moment  of  the  passage  over 
them  of  the  tail  of  the  train,  and  as  he  had  received 
a  telegraphic  signal  of  a  following  engine  which 
would  use  the  second  down  road,  he  was  most  likely  in 
a  hurry  to  prepare  for  this  engine.  The  last  carriage 
being  once  upon  the  second  down  road,  and  the  coup- 
lings not  giving  way,  the  last  carriage  but  one  could 
not  but  leave  the  rails,  and,  owing  to  the  occurrence  of 
crossings  and  transoms,  turn  over  in  the  way  it  did. 
Had  the  speed  not  been  slow  and  the  train  promptly 
stopped  the  consequences  would  have  been  much 
more  serious.  The  state  of  the  points  and  the  position 
of  the  last  three  carnages  after  the  accident  render  any 
other  solution  of  its  cause  than  the  above  improbable. 

This  is  not  the  first  accident  that  has  occurred 
from  the  practice  of  restoring  junction  signals  to 
danger  before  the  tail  of  a  train  has  passed  through 
facing  points  locked  by  these  signals,  and  I  think  that 
the  companies  would  do  wisely  to  issue  a  very  clear 
rule  upon  this  subject,  and  then  strictly  to  enforce  com- 
pliance with  it.  This  accident  points  to  the  value  of 
Edwards'  bar  or  some  similar  contrivance  for  preventing 
points  being  moved  until  a  train  has  completely  passed 
over  them. 

I  have,  &c. 
The  Secretary,  C.  S.  Hutchinson, 

Railway  Department,  Lieut.' CoL,  R,E, 

Board  of  Trade. 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  22nd  September  1869. 


NORTH-EASTERN  RAILWAY. 


Sir,  Varm,  27th  August  1869. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  24th  instant,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  IVade, 
the  result  of  my  inquiry  into  the  citxmmstances  which 
attended  the  accident  that  occured  on  the  12th  instant 
at  the  Yarm  station  on  the  North-Eastem  Railway. 

Yarm  is  four  miles  south  of  Stockton,  in  the  di- 
rection of  Thirsk  and  Leeds.  There  is  a  double  line 
of  rails  at  the  station,  with  sidings  on  both  sides  of 
them  at  the  north  end  of  it.  There  is  a  cross-over 
road  between  the  two  main  lines  north  of  the  platform, 
and  a  second  cross- over  road  [C  D  in  the  accom- 
panying diagram]  between  the  up  main  line  and  the 
siding  next  to  it,  the  points  D  being  60  yards  from 
the  up  platform.  These  points  D  usually  stand,  and 
are  weighted  to  stand,  set  for  the  siding,  and  they 
require  to  be  pushed  and  held  over  for  any  vehicle 
passing  out  of  the  siding  to  the  up  main  line. 

On  the  day  in  question,  the  6.20  p.m.  passenger 
train  from  Stockton  for  Leeds  left  the  former  station 
punctually,  and  an*ived  at  Yarm  at  6.40.,  also  punc- 
tually, consisting,  in  the  foUowing  order,  of  an  engine 
and  tender,  a  break- van,  a  composite  carriage,  a  second 
break-van,  a  third-class,  a  second-class,  a  first-class, 
and  two  third-class  carriages,  and  a  third  break-van. 
On  reaching  Yarm  the  guard  was  told  to  take  his 
train  back  through  the  points  C  D  into  the  siding,  to 
take  on  a  carriage- truck  and  horse-box  (for  the 
North  Stafibrdshire  line)  which  stood  in  that  siding. 
He  therefore  called  to  the  engine-driver  to  set  back 
into  the  siding,  while  the  station  porter  held  the 
points.  He  rode  down  on  the  footstep  of  the  van 
into  the  siding,  and  saw  the  porter  coupling  the 
carriage-truck  to  the  van.    As  soon  as  this  had  been 


done  he  called  (from  the  ground)  to  the  porter,  to 
ask  "  if  any  one  was  at  the  points,"  and  "  if  they 
"  were  right  for  going  out."  The  porter  said  "  yes, 
•*  all  right,"  and  the  guard  whistled  for  the  driver  to 
get  into  forward  motion.  Shortly  after  the  tram 
began  to  move,  the  guard  stepped  up  in  the  van,  and 
hearing  the  porter  call  out,  he  jumped  down  again, 
and  noticed  that  the  carriage  next  in  front  of  his  van 
was  going  along  the  siding  through  the  points,  and 
parallel  to  the  up  line,  instead  of  along  the  cross-over 
road  towards  that  line.  The  first  seven  vehicles  in 
the  train  were  all  on  the  rails,  and  upon  or  proceeding 
towards  the  up  main  line,  while  the  8th  vehicle, 
a  third-class  carriage,  was  travelling  along  the  siding, 
followed  by  the  rear-van,  the  carriage-truck,  and  the 
horee-box.  The  third-class  carriage,  pulled  towards 
the  main  line  by  the  vehicles  in  front  of  it,  and 
towards  the  siding  by  the  vehicles  behind  it,  was 
dragged  off  the  rails,  and  thrown  over  on  its  left  side 
about  20  yards  north  of  the  up  platform. 

There  were  20  to  30  passengers  in  this  third-class 
carriage,  of  whom  eight  have  already  complained  of 
injury.  The  carriage  was  not  much  damaged,  but 
three  of  the  windows  were  broken,  and  the  foot-board 
was  knocked  off.  The  vehicles  in  front  of  it  all  remained 
on  the  rails  on  the  cross-over  road  or  main  line,  and 
those  behind  it  were  on  the  rails  of  the  siding  after 
the  accident.  No  couplings  were  broken,  but  the 
draw-bar  of  the  carriage  in  frcot  of  that  which  fell 
over  was  bent,  and  the  screw»coupling  fell  off  its 
hook. 

The  guard  is  under  the  impression  that  after  the 
pointsman  told  him  all  was  right  to  move  forward,  and 
when  he  gave  the  signal  to  start,  he  saw  the  pointsman 
with  his  knee  on  the  points,  holding  them  in  what  be 
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found  afWwards  to  be  the  wrong  cUrection  j  tod'the 
^uard  is  quite  sure  that  the  carriage  which  fell  over 
"was  north  of  the  points  before  he  gave  the  engine- 
driver  the  signal  to  move  forward.  The  pointsman 
asserts,  on  the  other  hand,  that  this  carriage  never 
passed  over  the  points  at  all,  but  remained  on  the 
south  of  them  when  the  train  was  set  back  ;  ttiat  he 
held  the  points  in  the  right  dii^ection  as  tight  as  he 
could,  that  the  lever  was  jerked  out  of  his  hand  as  the 
van  was  going  through  them,  and  that  he  then  put 
his  knee  on  the  lever,  and  held  the  points  for  the 
siding. 

There  appear  to  have  been  no  marks  on  the  ballast 
to  indicate  that  the  carriage  left  the  rails  before  it  was 
palled  off  them  between  the  vehicles  on  different  lines 
in  front  of  and  behind  it  as  above  described,  and  I  can 
oome  to  no  other  conclusion  than  that  the  pointsman, 
running  hurriedly  to  the  point-lever  after  coupling 
the  van  to  the   carriage  truck,  must  have  made  a 


mistake,  and  must  have  held  the  points  in  the  wrong 
direction  when  the  train  began  to  move  forward,  and* 
that  this  was  the  sole  cause  of  the  accident.  The 
pointsman  has  been  more  than  five  years  in  the  service 
of  the  company,  and  has  done  duty  as  porter  and 
pointsman  at  this  station  for  a  year  and  nine  months ; 
and  he  has  borne  a  good  character  as  a  careful  steady 
man  during  that  period. 

The  various  points  at  the  station  might  be  used 
with  greater  safety  if  the  levers  were  collected 
together,  and  worked,  with  improved  apparatus,  from 
a  convenient  situation.  These  particular  points,  which 
are  the  safety  points  from  the  siding  to  the  main  line, 
had  only  one  connecting  rod,  and  were  not  in  good 
repair,  but  their  condition  in  these  respects  had 
nothing  to  do  with  the  accident. 

I  have,  &C., 
JR.  G,  W.  Herbert,  Esq.,  H.  W.  Tyler. 

Board  of  Trade. 


TARM. 


Length  of  platfonn     - 
Distanee  from  A  to  B 
„  CtoD 

EtoF 


95  yds. 
56    „ 

42    „ 


Distance  from  G  to  H  -  •  -      84  yds. 

„  Htol    •  -  .  -     175    „ 

Length  of  siding  through  Goods  Warehoose  -    ISS    „ 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  10th  September  1869. 


NORTH-EASTERN  RAILWAY. 


1,  Whitehall, 
Sir,  9th  October  1869. 

In  compliance  '^^ith  the  instructions  contained 
in  your  minute  of  the  3rd  ultimo,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  my  inquiry  into  the  circumstances 
attending  a  collision  between  a  mixed  mineral  and 
cattle  train  and  a  passenger  train  which  occurred  on 
the  1st  ultimo  at  Strensall  station  on  the  York  and 
Scarboro'  section  of  the  North-Eastem  Railway. 

A  cattle  dealer  riding  in  the  van  of  the  mineral 
and  cattle  train  was  unhappily  killed  by  the  collision. 
In  the  passenger  train  one  passenger  was  slightly 
injured,  and  the  guard,  who  jumped  from  his  van,  had 
his  shoulder  fractured,  and  was  otherwise  hurt. 

Strensall  is  a  road  side  station  between  Haxby  on 
the  west  or  up  side  and  Flaxton  on  the  east  or 
down  side,  Flaxton  being  distant  2m.  53ch.  It 
has  a  siding  about  300  yards  long  on  the  north  side 
of  the  line,  which  joins  the  down  line  from  York 
by  points  about  500  yards  from  the  station  signals. 
There  is  also  a  cross-over  road  between  the  up  and 
down  lines,  dose  to  the  platforms.  The  station  is 
provided  with  the  usnal  home  and  distant  signals  ;  of 
the  up  signals^  which  alone  have  reference  to  the 
present  accident,  the  home  signal  is  visible  for  about 
1,000  yards,  and  the  distant  signal,  800  yards  from 
the  home  signal,  is  to  be  seen  for  only  about  400  yards, 
on  account  of  a  curve  in  the  line  and  the  lowness  of 
the  post.  The  gradient  rises  at  1  in  1047  froui 
Flaxton  up  to  the  distant  signal  post,  whence  it  falls 
towards  and  past  the  station  at  the  rate  of  1  in  666.    - 

A  pick-up  mineral  train  had  left  Malton  for  York 


at  2  p.m.  (correct  time)  on  the  1st  ultimo,  made  up  as 
follows  :  engine  and  tender,  eight  loaded  cattle  wag- 
gons, 30  empty  waggons,  and  a  guards  van.  The  catSe 
waggons  were  attached  to  this  train,  as  there  were 
not  sufficient  to  require  their  being  formed  into  the 
regular  train  entered  in  the  time  tables  as  due  at  York 
at  12*15.  In  the  van  there  were  ^vq  cattle  dealers 
and  a  policeman  of  the  company,  in  addition  to  the 
guard.  At  Castle  Howard,  the  next  station  but  one 
to  Malton,  an  empty  waggon  was  tAken  up  behind  the 
cattle  waggons ;  at  Kirkham,  the  next  station,  three 
more;  and  at  Flaxton,  four  more  empty  waggons, 
which  were  placed  between  the  engine  and  the  cattle 
waggons;  the  train  now  consisting  of  four  empty 
waggons,  eight  cattle  waggons,  34  empty  waggons, 
and  the  van.  At  Flaxton  the  train  was  detained 
20 .  minutes,  waiting  for  the  passing  of  the  2.30 
train  from  York  before  it  could  perform  its  shunting. 
The  guard  stated  that^he  remonstrated  at  being  stopped 
for  these  empty  waggons  at  Flaxton,  as  it  would 
throw  his  train  in  the  way  of  up  passenger  trains,  one 
from  Scarborough  being  due  to  stop  at  this  station  at 
about  3.15,  and  another  (the  express)  due  to  pass  it  at 
3.30.  The  porter  replied  that  they  must  be  taken  on, 
and  the  station-master  started  the  train  at  3.10.  At 
Strensall  the  train  was  again  stopped  by  signal,  to 
take  up  a  waggon  containing  three  prize  pigs  destined 
for  Wakefield  cattle  show,  to  be  held  the  next  day. 
The  driver,  on  being  stopped  (at  about  3.16  or  17), 
complained  to  the  porter,  who  was  acting  for  the 
station-master  (the  latter  being  on  leave  of  absence), 
that  they  would  be  jumbled  up  among  passenger  trains, 
meaning  the  two  before  alluded  to  and  the  express 
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from  York,  due  to'pass  Strensall  at  about  3.30.  "  Oh, 
man,"  replied  the  porter,  "  it  is  a  waggon  of  prize 
cattle  for  Wakefield/' 

This  reply  seemed  to  have  settled  the  matter,  the 
importance,  in  a  porter's  eyes,  of  prize  cattle  not  missing 
their  show  taking  precedence,  1  presume,  in  Yorkshire, 
of  all  other  considerations,  and  the  driver  at  once 
proceeded  to  attach  this  waggon,  seeing  that  the 
signals  were  all  at  danger  before  he  commenced  to 
shunt.  The  guard,  who  came  up  from  the  tail  of 
the  train  (which  was  left  standing  about  400  yards 
inside  the  distant  signal  post)  when  the  shunting 
had  commenced,  also  remonstrated  with  the  porter 
about  stopping  them  when  trains  were  nearly  due 
both  ways.  The  porter  stated  that  he  had  intended 
to  have  despatched  these  pigs  by  the  cattle  train 
(before  alluded  to)  due  in  York  at  12.15,  but  as  this 
train  did  not  arrive  he  decided  to  send  them  on  by 
the  1st  coal  train  that  passed,  as  otherwise  he  feared 
they  would  not  reach  their  destination  in  time.  Just 
as  the  shunting  had  been  concluded,  and  about  half 
the  train  had  been  got  into  motion,  it  was  pitched  into, 
at  3.21  or  3.23,  by  the  up  passenger  train  from 
Scarboro',  due  to  to  stop  at  Strensall  at  3.20. 

This  train  consisted  of  engine  and  tender,  one  horse 
box,  three  composites,  guards  van  without  guard,  one 
2nd  class,  two  1st  class,  one  2nd  class  carriage,  guards 
van  with  guai'd,  one  carriage  truck,  one  1st  class  and 
one  2nd  class  carriage,  13  vehicles  in  all,  coupled  in 
the  order  stated. 

The  driver  of  the  train  was  an  experienced 
man  of  16  year's  service  with  the  North-Eastem 
Company.  He  had  left  Scarboro'  at  1.55  a.m.  correct 
time,  and  Malton  at  2.50,  two  minutes  late.  He  was 
stopped  at  Plaxton  by  signal,  and  left,  according  to 
the  Flaxton  station-master,  at  3.20  or  3.21.  As,  how- 
ever, the  collision  occurred,  according  to  the  driver  of 
the  coal  train,  and  porter  at  Strensall,  at  3.21  or  3.23, 
the  Flaxton  station-master  must  either  have  made 
some  mistake,  or  his  clock  must  have  been  fast.  At 
any  rate  he  gave  the  driver  of  the  passenger  train  no 
caution  as  to  the  coal  train  being  in  front,  as,  according 
to  his  time,  it  had  left  his  station  more  than  10  minutes. 
He  also  thought,  that  although  the  coal  train  left  at 
3.10,  and  the  passenger  train  was  due  at  about  3.15, 
rule  53  (prescribing  that  goods,  cattle,  and  mineral 
^^  trains  shall  not  be  started  from  any  station  within 
15  minutes  of  the  time  of  a  passenger  train  being  due,") 
did  not  apply,  as  the  mineral  train  would  very 
possibly  not  have  to  stop  again  before  reaching 
York,  and  the  passenger  train  would  certainly  stop 
at  Strensall,  and  perhaps  also  at  Haxby,  the  station 
between  Strensall  and  York,  the  rule,  further  pro- 
viding that  a  through  cattle  or  goods  train  (  "  mineral " 
is  omitted  from  this  part  of  the  rule)  on  a  dear  day  or 
night  with  a  good  engine  may  be  started  before  a 
passenger  train  which  is  nearly  due,  should  the  latter 
have  to  stop  at  all  the  stations. 

The  driver  admitted  having  got  up  a  speed  of 
about  40  miles  an  hour  when  half  way  between 
Flaxton  and  Strensall,  and  stated  that  he  shut  off 
steam  just  before  catching  sight  of  tlie  Strensall 
distant  signal  (visible  400  yards  off),  which  was  at 
danger  ;  that  his  tender  breaks  were  at  once  applied  ; 
that  on  catching  sight  of  the  van  of  the  mineral  train 
(visible  for  600  yards)  he  whistled  for  the  guards 
breaks ;  but  that,  finding  the  speed  not  much  reduced, 
he  reversed  his  engine  and  put  steam  against  it  on 
passing  the  distant  signal  post  (400  yards  fix>m  the 
van),  his  fireman  at  the  same  time  applying  sand  to 
both  rails ;  that  the  speed  was  by  these  appliances 
reduced  to  from  10  to  13  miles  an  hour  upon  the 
collision  taking  place.  The  driver  and  fireman  both 
stuck  to  the  engine,  and  were  neither  of  them  hurt. 
The  guard,  who  had  jumped  out  of  his  van  on  the  near 
side,  was  found  by  the  fireman  lying  on  the  bank,  with 
his  shoulder  blade  broken.  The  fireman  found  the 
guard's  break  pretty  hard  on.  The  right  buffer- 
casting  of  the  passenger  engine  was  bix>ken,  also  the 
buffer  between  the  engine  and  tender,  and  Uiere  was 
other  slight  damage,  but  nothing  left  the  rails  in  this 


train,  which  shortly  after  went  on  into  York,  drawn 
by  its  own  engine. 

In  the  mineral  train  the  consequences  of  the  collision 
were  far  more  serious.  The  van  and  the  last  waggon 
were  knocked  into  and  upon  the  last  waggon  but  one, 
the  last  waggon  but  two  not  being  injured.  Three 
other  waggons,  about  12  from  the  en<^  were  off  the 
road.  The  guard,  who  had  been  up  by  the  engine 
assisting  in  the  shunting,  on  getting  back  to  his 
van  found  one  of  the  cattle  dealers  lying  among  its 
wreck  injured  in  the  head.  He  did  not  speak,  and  died 
in  five  or  ten  minutes.  He  was  about  63  years  old, 
and  seemed  an  active  man  for  his  age.  One  of 
the  other  dealers  told  the  guard  that  he  and  the 
deceased  were  in  the  loft  of  the  van  when  they 
heard  the  passenger  train  coming,  that  the  latter 
went  out  of  the  loft  before  him,  but  somehow  did  not 
get  out  of  the  van  in  time.  All  the  other  persons 
who  had  been  in  the  van  escaped  before  the  collision, 
and  were  none  of  them  injured. 

The  occurrence  of  this  accident  is  due  primarily  to 
the  driver  of  the  passenger  train  running  at  such  a 
speed  as  put  it  out  of  his  power  to  stop  his  train,  not 
merely  at  the  distant  signal  post  (as  he  ought  to 
liave  been  able  to  do,  according  to  rule  118)  but  at  an 
obstruction  400  yai'ds  past  it.  I  chink  it  very  doubtful 
whether,  in  the  present  instance,  the  speed  being  so 
high  when  the  collision  occurred,  the  ti-ain  would  not 
have  considerably  overrun  the  station  had  no  impedi- 
ment been  in  the  way.  The  driver  pleaded  in  excuse 
that  he  could  not  have  kept  his  time  if  he  had  run  at 
only  such  a  speed  as  to  have  enabled  him  to  pull  up,  if 
necessary,  at  a  distant  signal  visible  for  only  400  yards, 
as  he  is  allowed  only  32  minutes  to  run  the  14' miles 
between  Malton  and  Strensall,  with  two  certain  stop- 
pages, and  perhaps  six.  I  could  not  ascertain,  how- 
ever, that  he  had  ever  reported  this  fact  to  his 
superior  officer,  though  he  was  well  acquainted  with 
the  road. 

The  conduct  of  the  porter  {acting  as  station-master) 
at  Strensall  is  much  to  be  blamed  for  having  stopped 
the  mineral  train  only  two  minutes  before  the  passenger 
train  was  due,  merely  for  the  purpose  of  ensuring 
three  prize  pigs  not  being  late  for  their  show. 

The  Flaxton  station-master  also  showed  considerable 
want  of  judgment  in  first  stopping  the  mineral  train 
at  a  time  which  involved  a  considerable  detention, 
and  in  thus  placing  himself  in  the  awkward  dilemma 
of  either  despatching  it  only  two  or  three  minutes 
before  the  passenger  train  was  due,  or  of  detaining  it 
until  the  latter  and  another  train  had  passed,  requiring 
a  shunting  operation  on  the  down  line  at  about  the 
time  the  express  from  York  would  be  due ;  and  then, 
having  stopped  the  mineral  train,  in  not  having  warned 
the  driver  of  the  passenger  train  of  the  other  train 
being  in  front  of  him. 

The  occurrence  of  this  accident  points  to  the  neces- 
sity of  increased  siding  accommodation  along  this 
section  of  the  North-Eastem  Railway.  If  there  were 
what  are  called  on  some  railways  "refuge  sidings," 
where  space  is  always  kept  clear  for  the  reception  of 
long  mineral  or  goods  trains  likely  to  be  oveitaken  by 
passenger  trains,  the  decision  of  such  delicate  questions 
as  arose  in  this  case  would  be  far  more  easily  arrived 
at. 

The  position  of  the  up  distant  signal  is  no  doubt 
very  faulty,  and  the  superintendent  of  the  line  has 
promised  to  have  it  altered,  so  that  a  much  better  view 
of  it  may  be  obtained.  This  is  the  third  accident 
which  has  happened  on  this  section  of  the  North- 
Eastem  line  in  broad  daylight  within  the  last  two 
years,  in  each  of  which  the  faulty  positions  of  the 
distant  signals  have  had  more  or  less  to  do  with  the 
cause  of  &e  accident,  and  in  each  case  the  company 
has  seen  the  importance  of  altering  the  position  of  the 
signal  after  the  collision  has  occurred.  The  last 
accident  occurred  at  Castle  Howard  on  the  6th  July 
last,  and  was  reported  on  by  Captain  Tyler.  It  would 
be,  I  think,  greatly  to  the  company's  interest  and 
to  the  advantage  of  the  public  if  a  thorough  inspection 
of  the  distant  signals  on  this  line  (and  on  any  other 
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parts  of  the  system  where  there  is  reason  to  donbt 
their  efficiency)  were  now  made,  and  such  improve- 
ments effected  as  might  seem  necessary. 

Another  cause  contributing  to  this  accident  was  in- 
sufficient break  power  in  the  passenger  train^  there 
being  only  one  available  break  van  to  13  vehicles, 
instead  of  one  to  every  three  or  four,  as  laid  down  by 
the  Board  of  Trade  in  No.  3.  of  the  precautions  re- 
commended in  the  wcnrking  of  railways.  Attention  to 
No.  8.  of  these  precautions,  viz.,  that  a  suitable  vehicle 
near  the  front  of  the  train  should  be  provided  for 
drovers  travelling  in  cattle  trains,  would  probably  have 
averted  the  fatal  results  of  the  accident. 


-  But,  far  beyond  all  these  minor  causes,  the  occurrelice 
of  this  accident  is  to  be  attributed  to  the  want  of  the 
means  of  preserving  an  absolute  interval  of  space 
between  following  trains,  by  the  adoption  of  a  good 
system  of  block  telegraph  working ;  and  I  take  ad- 
vantage of  this  opportunity  of  again  drawing  the 
earnest  attention  of  railway  directors  and  managers 
to  this  highly  important  subject. 

I  have,  &c. 
C.  S.  Hutchinson, 
The  Secretary,  Lietit-CoL,  R.E. 

Railway  Department, 
Board  of  Trade. 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  30th  October  1869. 


NORTH-EASTERN  RAILWAY. 


Board  of  Trade 
{Railway  Department), 
Sir,  Whitehall,  Z^th  November  1869. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  26th  ult.,  I  have  the  honour  to 
report,  for  the  information  of  the  Board  of  Trade,  the 
result  of  my  inquiry  into  the  circumstances  attending 
the  collision  which  occurred  on  the  22nd  ult.,  near 
Hunwick  station  on  the  Bishop  Auckland  branch  of 
the  North-Eastem  Kailway,  between  a  passenger 
train  and  some  runaway  coal  trucks. 

I  regret  to  state  that  the  driver  and  fireman  of  the 
engine  of  the  passenger  train  were  killed  on  the  spot, 
and  26  passengers  more  or  less  injured,  though  none, 
it  is  hoped,  very  seriously  so. 

On  Friday,  the  22nd  ult.,  at  5.15  p.m.,  a  train  of 
empty  coal  waggons  arrived  at  Brancepeth  Colliery 
siding  from  Tyne  Dock,  the  engine  having  to  leave 
the  empty  waggons  and  return  to  Tyne  Dock  with  a 
a  train  of  loaded  ones.  The  driver  and  guard  of  the 
train  had  frequently  been  engaged  upon  the  same  duty 
previously,  but  the  fireman,  who  had  only  recently 
been  employed  with  mineral  engines,  had  never  been 
at  Brancepeth  Colliery  before  the  present  evening. 

This  colliery  is  situated  between  Brancepeth  and 
Williton  stations  on  the  line  between  Durham  and 
Bishop  Auckland,  which  is  double.  The  colliery 
sidings  lie  on  the  northern  side  of  the  railway,  and 
have  two  connexions  (by  means  of  falling  points 
about  400  yards  apart,)  with  the  down  main  line 
(t.  e,  the  line  running  east  from  Bishop  Auckland  to 
Durham),  that  on  the  east  or  Durham  side  being  the 
one  connected  with  the  present  accident.  A  long 
sidings  called  "  the  Independent,"  lies  immediately  to 
the  north  of  the  down  line,  and  is  entered  by  a  pair 
of  points  on  the  main  colliery  line  about  25  yards 
from  its  junction  with  the  main  down  line.  There 
ai*e  also  several  other  sidings  to  the  north  of  the 
"Independent,"  all  entered  in  the  same  way;  but 
empty  waggons  are  deposited,  and  full  trains  made  up 
previous  to  starting,  only  on  the  *' Independent," 
though  from  the  short  distance  between  the  points  on 
tlie  main  line  and  its  entrance^  an  engine  in  making 
up  its  train  has  to  draw  out  on  the  main  down  line 
each  time  it  requires  to  put  back  waggons  into  the 
"  Independent." 

This  east  point  of  connexion  of  the  colliery  and 
main  down  line  is  situated  near  the  top  of  a  gradient 
falling  towards  Bishop  Auckland  at  1  in  132 ;  this 
continues  for  about  900  yards,  when  it  changes  for 
1,000  yards  to  a  still  descending  gradient  of  1  in  lOH, 
Williton  station  being  situated  in  the  centre  of  this 
incline.  There  then  occur  450  yards  of  level ;  next 
about  700  yards  of  1  in  101^  and  900  yards  of  1  in  330 
still  descending  ;  the  line  then  commences  to  rise  at 
I  in  220  (Hunwick  station  heing  situated  about  500 
yards  up  this  first  ascent),  and  continues  to  do  so  up 
to  Bishop  Auckland. 

The  colliery  is  provided  with  the  usual  signals, 
and  a  signalman  is  stationed  at  e^ch  of  the  junctions 


with  the  main  line  \  but  the  levers  working  the 
various  switches  are  not  concentrated,  nor  are  they 
interlocked  with  the  signals. 

As  soon  as  the  empty  coal  waggons  which  had 
arrived  from  Tyne  Dock  had  been  dej)osited  in  the 
"  Independent,"  with  the  van  at  the  east  (or  Durham) 
end  of  them  ready  to  receive  the  loaded  waggons,  the 
engine  driver  took  in  coal  and  water,  and  then  com- 
menced to  make  up  his  train.  First  five  waggons 
were  taken  out  by  the  engine  through  the  main  line 
points,  and  put  back  through  the  '*  Independent " 
points  against  the  van.  I  could  not  ascertain  who 
held  the  respective  points  for  this  first  operation, 
except  that  it  was  not  the  fireman.  Some  shunting 
and  weighing  then  took  place  in  the  sidings,  and  the 
driver  then  came  out  on  the  main  line  with  18  loaded 
waggons.  The  12  hindmost  of  these  were  to  be  put 
back  into  the  "  Independent "  in  front  of  the  previous 
five,  and  the  remaining  six  were  to  be  returned  into 
the  colliery  as  not  forming  part  of  the  train  now  being 
made  up.  To'perform  this  operation  the  guard  told  the 
fireman  and  signalman  to  come  and  hold  the  points,  as 
he  had  one  shunt  to  make  ;  the  signalman  accordingly 
came  to  those  leading  from  the  colliery  line  to  &ie 
**  Independent,"  and  the  fireman  to  the  main  line 
points,  the  normal  position  of  the  latter  being  right 
for  the  main  line,  and  they  consequently  requiring  to 
be  held  over  for  backing  anything  into  the  colliery. 
It  was  now  about  6  o'clock  and  quite  dark,  and  the 
fireman  (as  before  stated,  a  stranger  to  the  place,) 
appears  to  have  become  confused  and  to  have  got  it 
into  his  head  that  the  train  was  being  made  up  upon  the 
main  line  (a  frequent  practice  in  many  cases),  and 
that  the  shunt  spoken  of  by  the  guard  was  to  be 
effected  at  the  points  he  was  holding.  When  the  12 
loaded  waggons  had  therefore  been  unhooked  by  the 
guard  and  sent  back  (no  doubt  with  more  or  less  of  a 
kick)  by  the  engine,  the  fireman  committed  the  fatal 
error  of  keeping  the  points  held  right  for  the  main 
line,  and  thus  allowed  these  waggons  to  run  away 
down  the  falling  gradient.  He  then  reversed  the  points, 
and  turned  the  rest  of  the  waggons  and  the  engine 
into  the  colliery.  The  signalman  was  the  first  to 
perceive  the  mistake,  and  shouted  to  the  fii*eman,  who 
at  once  set  off  in  pursuit  of  the  waggons,  but  was 
unable  to  overtake  them.  The  driver  and  guard  also 
stai'ted  on  the  engine  as  soon  as  they  had  got  it  de- 
tached from  the  waggons  and  had  crossed  to  the  up 
road ;  they  hoped  to  head  the  waggons  and  then  turn 
them  through  some  crossing  on  to  the  proper  road. 
This  they  might  perhaps  have  done,  but  having  been 
checked  by  a  danger  signal  at  Williton*  station,  they 
overtook  the  waggons  only  just  as  they  had  come  into 
collision,  about  400  yards  east  of  Hunwick  station, 
with  a  passenger  train  from  Bishop  Auckland  that 
had  left  it  5  minutes  previously. 

This  train,  consisting  of  an  engine  and  tender,  a 
break  van  without  guard,  2  composite  carriages,  1 
second  class,  2  third  class  and  a  break  van  with  a 
guard,  had  started  from  Bishop  Auckland  at  6.10  p4n* 
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(eorrect  time)  for  Durham.  It  had  left  Him-wiek,  the 
next  station,  at  6.15  p-m.,  about  400  yards  east  of 
which  the  engine  came  into  colligion  with  the  run- 
away trucks.  The  engine  was  at  once  thrown  over  on 
its  right  side,  and  was  found*  lying  across  the  six  feet, 
fouling  the  up  road  to  Bishop  Auckland.  The  driver 
and  fireman  were  extracted  from  underneath  the 
engine  quite  dead,  and  had  probably  been  in  the  act 
of  jumping  off,  as  it  turned  over.  Twenty-six  pas- 
sengers were  more  or  less  injured,  though  no  bones 
were  broken.  The  damage  to  the  rolling  stock  con- 
sisted in  the  engine  having  both  its  buffer  beams 
broken,  both  frame  plates  bent  down  in  front,  and  the 
driving  axle  bent  ;  in  some  glass  being  broken  in  one 
carriage  and  BCHue  bolts  in  another  ;  and  in  the  front 
van  having  a  panel  broken ;  the  wood  work  of  two 
coal  waggons  was  broken  to  pieces. 

The  waggons  had  been  observed  in  their  down- 
ward course  both  at  Williton  station  and  Rough  Lea 
Colliery  siding,  though  too  late  at  either  place  to 
enable  means  to  be  taken  to  turn  them  through  the 
crossings  on  to  the  proper  road.  Had  the  point  levers 
been  concentrated  at  these  places  it  might  have  been 
utherwise.  The  station-master  at  Williton  inmie- 
diately  telegraphed  to  Bishop  Auckland  to  stop  the 
passenger  train  if  it  had  not  already  started,  but  was 
informed  that  it  had  been  gone  some  minutes.  There 
is  no  telegraphic  communication  between  Williton 
and  Hunwick,  and  none  at  all  from  Brancepeth 
Colliery. 

The  immediate  causes  of  this,  accident  are  to  be 
attributed  to  the  mistake  of  the  fireman  of  the  mineral 
train  in  holding  open  points  which  he  ought  to  have 


kept  closed,  and  thus  aUo'^ing  waggons  to  escape 
down  the  main  line,  and  also  to  the  dangerous  practice 
of  a  species  of  fly  shunting  at  the  top  of  an  incline. 

But  the  true  cause  is  rather  to  be  found  in  the 
absence  of  arrangements  which,  if  existing,  would  go 
far  to  prevent  flie  occurrence  of  accidents  of  tWs 
description.  These  arrangements  consist  in  :  1st,  the 
concentration  of  the  point  levers  near  the  signalman's 
cabin,  so  that  they  may  be  under  the  undivided  control 
of  one  man  well  acquainted  with  the  working  of  the 
colliery  ;  2nd,  the  provision  of  sufficient  siding  accom- 
modation to  obviate  the  necessity  for  using  the  main 
line  at  all  in  the  making  up  of  trains.  In  the  present 
case  the  addition  of  about  20  yards  of  siding  to  join 
the  '*  Independent "  to  an  existing  siding  on  the  east 
of  it  would  accomplish  what  is  necessary.  Now  that 
this  accident  has  happened  the  company  will  no 
doubt  carry  out  these  improvements  at  Brancepeth 
Colliery.  It  would  it  be  wiser  policy  if  they  would 
also  set  vigorously  about  the  improvement  of  the 
many  similar  dangerous  points  that  must  exist  upon 
their  system,  instead  of  waiting  for  accidents  to 
demonstrate  the  necessity  for  so  doing. 

The  putting  of  a  catch  siding  on  the  down  line 
near  to  and  below  Williton  station  (itself  on  an  incli- 
nation of  1  in  101^)  would  be  a  considerable  safe- 
guard against  danger  arising  from  anything  I  breaking 
away,  either  at  Brancepeth  Colliery  or  Williton  sta- 
tion, and  I  recommend  one  being  put  in. 

I  have,  &c., 
The  Secretary^  C.  S.  Hutchinson, 

Railway  Department^  Lieut,-  CoL  R,E, 

Board  of  Trade, 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  6th  January  1870. 


NORTH-EASTERN  RAILWAY. 


Sbr,  Filsyy  %ih  Jan.  1870. 

In  compliance  with  the  in8tructi<»8  contained 
in  your  minute  of  the  29th  November,  I  have  the 
honour  to  report,  for  the  information  of  the  Board  of 
Trade,  the  result  of  my  inquiry  into  the  circum- 
stances which  attended  the  collision  that  occurred  on 
the  24th  of  that  month  at  the  Filey  station  on 
the  North-eastern  Railway. 

There  are  at  the  passenger  station  at  Filey  two 
platforms,  veith  two  lines  of  rails  between  them. 
There  are  sidings  at  both  ends  of  the  station,  but  it 
is  only  necessary  to  refer  in  this  case  to  the  south 
end  of  it.  At  that  end  there  is  a  oross-over  road, 
immediately  to  the  south  of  the  platforms.  About 
100  yards  to  the  south  of  the  platforms,  there  are 
points  connecting  the  east  or  up  line  with  a  siding 
used  principally  for  loading  or  unloading  horses 
and  caiTiages ;  and  about  87  yai'ds  frui;her  from  the 
platforms,  there  are  other  pointa  connecting  the  same 
line  with  two  sidings  used  for  coal  dep6t8,  and 
running  up  a  steep  gradient  to  a  level  of  about  10 
feet  above  the  passenger  lines. 

The  approach  to  the  Filey  station  is  on  a  sharp 
curve,  and  on  a  rising  gradient  of  1  in  124  for  a 
distance  of  725  yards,  the  line  being  level  for  half  a 
mile  frirther  to  the  southward.  The  station  is  pro- 
tected, as  far  as  the  down  or  west  line  is  concerned, 
by  a  platform-signal  at  the  south  end  of  the  platform, 
and  a  distant-signal  550  yards  frcmi  it.  The  latter 
signal  is  visible  to  an  approaching  engine-driver 
about  25  yards  after  he  passes  under  a  bridge  over 
the  line,  which  is  1,140  yards  from  the  platforms; 
but  as  the  curve  extends  to  this  bridge  over  the  line, 
it  is  difficult  in  any  case  for  a  driver  to  determine, 
when  he  first  comes  in  sight  of  the  station,  on  which 
line  of  rails  any  vehicles  or  any  train  which  he  sees 
in  front  of  him  may  be  standing. 

The  12.35  p.m.  pass^iger  train  from  Hull  to 
Scarborough  left  the  former  station  punctually  on 
Uie  day  in   qnestion,  consietiiig   of  an  engine  and 


tender,  five  carriages,  a  fish  waggon,  and  two  break- 
vans.  It  having  been  the  day  after  Martinmas,  when 
the  servants  in  the  neighbouiiiood  travel  who  are 
changing  places,  the  train  was  six  minutes  late 
from  Bridlington,  and  approached  Filey  about  nine 
ndnutes  late,  or  about  ZJ2  p.m..  The  engine-driver, 
who  was  in  the  habit  of  running  down  the  incline 
from  Hnnmanby  at  considerable  speed,  appears  to 
have  passed  the  bridge  over  the  line,  1,140  yards 
fr^m  die  Filey  station,  at  a  speed  of  40  miles  an 
hour,  and  to  have  found,  after  passing  under  that 
bridge,  that  tiie  distant^signal  was  at  danger.  I  have 
not  had  an  opportunity  of  examining  this  engine 
driver,  who  appeared  to  give  evidence  in  a  state 
unfit  for  examination ;  but  I  learn  from  his  fireman 
that  he  shut  off  his  steam  at  the  bridge,  and  whistled 
for  the  breaks  as  soon  as  he  came  in  sight  of  the 
distant-signal  The  tender  break  was  then  applied, 
as  well  as  the  guard^s  break,  and  in  passing  the 
distant-signal  the  engine  was  reversed,  steam  was 
turned  on,  and  the  sand  pipes  were  set  going.  The 
speed  was  thus  reduced  from  40  to  about  10  miles  an 
hour  before  the  engine  of  the  passenger  ti'ain  came 
into  collision  with  the  van  and  part  of  a  coal  train, 
360  yards  within   the    distant  signal. 

The  engine  was  not  damaged,  excepting  that  the  left 
leading  buffer  was  knocked  off.  Three  of  the  passenger 
carriages  became'un coupled,  but  neither  the  engine, 
nor  the  tender,  nor  any  of  the  vehicles  in  the  passenger 
train,  were  thrown  off  the  rails  or  damaged.  Out  of 
about  150  passengers,  15  have  complained  of  injury. 

The  coal  train  which  was  thus  standing  on  the 
down  line  in  the  way  of  the  paasengei*  train,  was  one 
running  only  "when  requiiTed,'*  or  about  twice  a 
week,  between  York  and  Bridlington.  It  left  Brid- 
lington at  1.5,  an  hour  and  a  quarter  late,  in  conse- 
quence of  delay  in  tipping  coal  waggons  and  shunting 
goods  waggons.  After  stopping  at  Marton  and  at 
Hunmanby,  it  left  the  latter  station  (three  miles 
from  Filey)  for  Filey  i^bout  2J5  p.m.,  consisting  of 
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an  eugise  and  tender,  with  eight  empty  waggons  in 
front  of,  and  18  empty  and  three  loaded  waggons  and 
a  van  behind  them.  It  reached  Filey  about  2.30  p.m. ; 
and  leaving  16  waggons  and  a  van  standing  together 
on  the  down  line,  and  five  others  in  advance,  by 
themselves,  on  the  same  line,  the  engine-driver  went 
across,  with  three  waggons  before  and  five  behind 
him,  to  the  up  line,  and  from  that  line  to  the  coal 
dep6t  sidings  already  referred  to,  from  which  he  had 
to  fetch  four  more  waggons.  The  waggons  over  the 
coal  dep6ts  were  not  near  enough  for  the  engine  to 
reach  them,  and  they  had  to  be  "pinched"  down 
towards  it;  and  after  a  full  waggon  had  been 
shunted  ofiT,  the  empty  waggons  had  been  brought 
down,  and  the  whole  of  the  waggons  had  been 
placed  behind  the  engine,  the  engine-driver  returned 
through  the  station,  and  over  a  second  cross-over 
road,  to  the  down  line,  and  pushed  the  waggons  he 
bi*ought  with  him  towards  the  others,  which  he  had 
left  standing  on  the  down  line,  so  as  to  make  his 
train  almost  complete,  ready  for  coupling.  Seeing 
that  the  station  porter  began  to  fasten  up  the  doors  of 
two  of  the  waggons,  he  stopped,  however,  at  the  water 
crane  at  the  north  end  of  the  down  platform,  to  fill 
up  his  tank,  (which  he  need  not  have  done,)  while 
the  doors  were  being  fastened  up.  He  had  finished 
taking  water,  and  was  waiting  for  the  doors  of  the 
waggons  to  be  fastened  up,  when  the  passenger  train 
came  into  collision,  as  above  described,  with  the  van 
and  16  waggons  which  formed  the  hindmost  portion 
of  the  coal  train. 

The  van  and  two  of  the  waggons  were  thrown  off 
the  "rails,  but  only  the  van  and  one  waggon  were 
damaged ;  and  the  powerful  break  at  the  end  of  the 
coal  train  having  been  on,  that  train  was  not  pushed 
forward  more  than  a  few  feet  by  the  force  of  the 
collision. 

In  obedience  to  the  printed  rules  of  the  company, 
the  down  line  at  the  station  should  have  been  "  kept 
"  clear,  if  possible,  10  minutes^before  "  the  passenger 
train  was  due ;  and  as  the  passenger  train  was  nine 
minutes  late,  the  coal  train  was  thus  allowed  to 
stand  on  the  down  main  line  '  19  minutes  longer  than 
it  ought  to  have  done,  and  the  coal  train,  instead  of 
remaining  on  the  down  line,  might  have  been  shunted, 
immediately  on  its  arrival,  to  the  up  line,  on  which 
there  was  no  train  due  for  half  an  hour,  and  might 
there,  equally  well,  and  out  of  the  way  of  the  down 
passenger  train,  have  been  marshalled  and  prepared 
for  its  departure. 


The  station-master,  who  has  been  at  Filey  for  the, 
last  10  years,  and  who  learnt  by  telegraph  that  the 

gissenger  train  was  five  minutes  late  in  leaving 
ridlington,  asserts  positively  that  he  ordered  the 
engine-driver  and  guai-d  of  the  coal  train  to  get  out 
of  the  way  of  the  passenger  train,  five  minutes 
before  the  passenger  train  was  due,  or  actually  (as  it 
would  thus  have  been)  14  minutes  before  its  an*ival; 
and  his  statement  as  to  such  warning  having  been 
given  is  corroborated  by  the  foreman-porter  and  the 
porter  at  the  station.  The  foreman-porter  further 
states  that  he  ordered  the  guard  of  the  coal  train  to 
s' unt  out  of  the  way  of  the  passenger  train,  and  the 
porter  that  he  told  the  guard  that  the  passenger 
train  was  due.  But  the  servants  of  the  company  in 
charge  of  the  train  all  concur  in  denying  in  an 
equally  positive  manner  either  that  any  such  warnings 
were  given  to  them,  or  that  they  have  any  recollec- 
tion of  them.  That  the  coal  train  should  thus  have 
remained  on  the  down  main  line,  not  only  until  the 
passenger  train  was  due,  but  until  it  was  nine 
minutes  over-due,  and  that  this  should  have  occurred 
without  any  necessity  for  the  obstiniction,  is  dis- 
creditable to  all  concerned.  The  servants  of  the 
company  with  the  tmin  ought  to  have  removed  it  from 
the  down  line,  without  being  ordered  to  do  so ;  and 
the  station-master  and  his  foreman-porter  and  porter, 
ought  to  have  done  more  towards  causing  its  removal, 
instead  of  leaving  even  the  doors  of  one  of  the 
waggons  dowHy  up  to  the  time  of  the  collision. 

But  this  obstruction  of  the  down  line  is  no  excuse 
for  the  driver  of  the  passenger  train,  who  found  the 
distant-signal  at  danger,  and  who  either  approached 
it  at  an  incautious  speed,  or  else  neglected  to  pull  up 
in  time,  though  he  had  a  clear  warning,  from  his 
first  view  of  the  distant-signal  to  the  point  of 
collision,  of  900  yards,  and  a  rising  gradient  of 
1  in  124  for  536  yards  of  that  distance,  in  his  favour. 
This  man  appears  to  have  been  drinking  since  the 
Ist  January  1870,  and  has  now  been  dismissed  from 
the  service  of  the  company. 

I  understand  that  the  practice  of  running  waggons 
in  front  of  the  goods  engines  from  Hunmanby, 
brought  to  light  in  the  investigations  with  regard  to 
this  accident,  has  been  forbidden  and  put  a  stop  to. 

I  have,  &c., 
The  Secretary/,  H.  W.  Ttleb. 

Railway  Department^ 
Board  of  Trade. 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  22nd  January  1870. 


NORTH-EASTERN  RAILWAY. 


Sir,  York,  Sth  Jan.  1870. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  3d  instant,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  my  inquiry  into  the  circumstances  which 
attended  the  accident  that  occurred  on  the  28th  De- 
cember 1869  near  the  Dalton  Junction  on  the  North- 
Eastern  Railway. 

The  night  mail  titiin  from  Scotland  to  London  left 
Newcastle  punctually  at  7.8  on  the  evening  in  question, 
consisting  of  an  engine  and  tender,  five  carriages,  two 
post  offices,  and  two  break -vans.  It  stopped  in  due 
course  at  Leamside,  Ferry  Hill,  and  Darlington,  and 
left  Darlington  at  8.25,  six  minutes  late.  After 
nmning  about  4^  miles,  and  while  traveUing  at  a 
speed  of  40  miles  an  hour,  the  engine-driver  felt,  in 
approaching  the  Dalton  Road  Bridge,  a  sudden  shock 
at  the  "  back  end  of  his  engine ;"  and  on  looking  round, 
he  saw  fire  flying  from  the  tender.  He  shut  his  steam 
off,  but  the  fireman  was  unable  to  apply  the  tender 
break,  because  the  step  on  which  he  would  have 
mounted  to  reach  the  break-handle  was  broken,  and 
knocked  off  the  tender.    The  engine-driver  kept  his 


whistle  open,  after  whistling  for  the  guard's  breaks, 
but  he  did  not  reverse  his  engine,  under  the  natural 
and  proper  idea  that  if  he  had  done  so  his  train 
would  have  run  forward  upon  him,  and  greater  risk 
would  have  been  incurred.  The  train  came  gradually 
to  a  stand  at  220  yards  from  the  spot  where  the 
engine-driver  first  discovered  that  there  was  some- 
thing wrong  with  his  tender.  As  soon  as  it  had 
stopped,  the  engine-driver,  finding  both  lines  were 
blocked,  sent  his  fireman  forward  to  Dalton  Junction, 
about  a  mile  and  a  quarter  in  advance,  to  stop  down 
trains,  and  to  telegraph  the  news  of  the  accident, 
while  the  guard  went  back  about  the  same  distance 
to  Croft,  to  stop  up  trains,  and  to  telegraph  also  for 
assistance. 

The  engine  was  found,  after  the  accident,  to  be  on 
the  line,  with  all  its  six  wheels,  and  uninjured.  The 
tender,  which  was  a  six-wheeled  tender,  had  lost  its 
leading  wheels,  axle,  and  axle-boxes,  but  the  other 
four  wheels  remained  under  it,  though  they  were  off 
the  rails,  a  few  inches,  to  the  right.  The  first  break- 
van  next  behind  the  tender  was  off  the  rails  to  the 
right,  with  all  its  wheels  under  it..    The  second-claas 
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carriage  behind  the  van  had  lost  its  trailing  wheels, 
which  were  found  to  be,  with  their  axle,  broken, 
between  the  last  post-office  and  the  last  break-van. 
The  horn-plates  were  torn  awaj  from  under  this 
carriage  with  the  wheels  and  axle.  One  of  the  post- 
offices  also  lost  a  pair  of  wheels,  which  lay  not  far 
behind  it  All  the  remaining  vehicles  of  the  train 
were  off  the  rails  to  the  right,  towards  the  down  line, 
more  or  less  damaged,  but  with  their  wheels  under 
them,  and  standing  on  their  wheels  in  the  ballast. 
Many  of  the  axles  were  bent,  and  the  wheels  marked, 
but  the  bodies  of  the  carriages  sustained  comparatively 
little  damage. 

The  leading  axle  of  the  tender  was  found  in  four 
pieces,  with  its  wheels  near  the  hind  van,  in  the  inter- 
mediate  space  between  the  two  lines.  It  would 
appear  that  the  fracture  of  this  axle  was  the  cause  of 
the  accident ;  and  that  the  wheels  and  axles  of  the 
second-class  carriage  and  of  the  post-office  were  torn 
irom  under  them  by  coming  in  contact  with  the  tender 
wheels  and  axle ;  or,  perhaps,  the  post-office  wheels 
and  axle  by  striking  against  the  wheels  of  the  second- 
class  carriage,  after  these  latter  had  been  displaced  by 
the  tender  wheels  and  axle. 

One  of  the  passengers  has  complained  of  injury, 
and  six  clerks,  who  rode  in  the  post  offices,  of  being 
considerably  shaken. 

The  permanent  way,  which  had  been  renewed  in 
1869,  was  much  damaged,  one  rail,  new  last  May, 
having  been  fractured,  six  partly  fractured,  and  others 
bent,  while  many  of  the  chairs  and  sleepers  were 
broken. 

The  wheels  of  the  tender,  belonging  to  the  detached 
axle,  were  deeply  indented ;  and  they  showed  several 
sjrmptoms  of  tremendous  violence.  They  were  sub- 
stantial wrought-iron  wheels,  with  tyres  upwards  of 
two  inches  thick.  But  a  spoke  of  one  of  the  wheels 
was  knocked  out,  and  the  tyre  of  the  other  was  frac- 
tured, while  the  rim  was  cracked  through  in  two 
places.  The  one  tyre  remained  in  its  position  on  the 
wheel,  while  the  other  was  shifted,  and  nearly  driven 
off  the  wheel,  the  bolts  by  which  it  was  secured 
having  given  way. 

The  axle  in  these  wheels  was  made  at  6ateshead| 
at  the  piincipal  works  of  the  North-eastern  Railway 
Company,  from  Low  Moor  Iron  ;  and  it  appears  to 
have  been  of  good  quality.    It  was  fractured  at  the 


points  shown  in  the  accompanying  sketch,  the  frtu^ture 
marked  A,  of  which  a  section  is  given,  having 
evidently  been  the  cause,  while  the  other  fractures 
were  results  of  the  accident  The  fracture  marked  A 
is  shown  in  a  half  sized  section,  the  unshaded  part 
exhibiting  a  flaw  of  considerable  dimensions,  which 
has,  no  doubt,  been  gradually  increasing  as  the  result 
of  wear  and  tear,  and  which  had  at  length  arrived 
at  such  dimensions  as  to  render  the  axle  too  weak 
for  the  duty  which  it  had  to  perform.  This  flaw, 
having  been  under  the  boss  of  the  wheel,  was  not 
visible  from  the  exterior,  and  could  only  have  been 
detected  on  the  removal  of  the  wheel  from  the  axle. 

The  axle  had  run  220,000  miles  in  about  seven 
years.  It  was  of  the  largest  size  which  the  company 
have  yet  employed  for  tenders,  but  they  are  now  in- 
creasing the  diameter  from  5 J  to  6|  in  the  boss  of 
the  wheel,  and  from  4;^  to  4|  in  the  middle,  retaining 
the  same  size  at  the  journals.  The  ultimate  life  of 
such  axles  has  been  found,  up  to  the  present  time,  not 
to  exceed  about  10  years,  or  300,000  miles ;  and  in 
some  cases,  it  has,  of  course,  been  very  much  shorter. 

The  only  point  worthy  of  special  observation  in  this 
case  is  the  position  on  the  section  in  which  the  flaw 
which  caused  the  fracture,  and  therefore  the  accident,  has 
gradually  grown,^-opposite  to  the  two  points  at  which 
the  axle  was  keyed  to  the  boss  of  the  wheel  I  have 
frequently  observed  in  other  cases,  that  this  mode  of 
keying  the  axles  to  the  wheels,  at  two  points  only,  and 
within  about  one  quarter  of  the  circumference,  has  led  to 
a  similar  result ;  and  it  would  appear  to  be  better  that 
the  axle  should  be  keyed  to  the  wheels  at  three  or 
four  points  of  the  circumference,  equidistant  from  one 
another.  It  is  right,  however,  to  observe,  that  the 
other  end  of  the  axle,  keyed  in  the  same  manner  to 
the  boss  of  the  other  wheel,  does  not  show  a  similar 
flaw ;  possibly  because,  the  boss  of  the  wheel  having 
been  tighter  upon  it,  there  was  less  strain  upon  the 
keys,  or  because,  from  more  or  less  inequality 
in  heating,  the  iron  at  one  end  may  have  been  in 
better  condition  than  the  iron  at  the  other  end  of  the 
axle. 

I  have,  &c., 

H.  W.  Tyler. 
The  Secretary^ 

Railway  Departmenty 
Board  of  Trade. 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  22nd  January  1870. 


PRESTON  AND  WYRE  RAILWAY. 


Board  of  Trade, 
{Railway  Depvrtment,) 
Sir,  Whitehall,  I5eh  Decetnher  1869. 

I  HAVE  the  honor  to  report,  for  the  information 
of  the  Board  of  Ti-ade,  in  obedience  to  your  minute 
of  the  29th  ult.,  the  result  of  my  inquiry  into  the  cir- 
cumstances which  attended  a  collision  that  occurred 
on  the  25th  ult.  between  a  passenger  and  a  goods 
train  on  the  Preston  and  Wyre  Railway  near  Ly tham 
Junction.  Three  passsengers  have  complained  of 
having  been  injured  on  that  occasion,  and  the  breaks- 
man  of  the  goods  train,  and  the  flroman  and  guard  of 
the  passenger  train,  were  also  hurt. 

This  line  of  railway  is  leased  to  the  London  and 
North  Western  and  Lancashire  and  Yorkshire  Rail- 
way Companies,  and  it  is  under  the  management  of  a 
joint  committee ;  but  the  traffic  is  mostly  worked  by 
the  Lancashire  and  Yorkshire  Railway  Company. 

On  the  morning  of  the  25th  ult.  the  Lancashire 
and  Yorkshire  Company's  8h.  20m.  goods  train  left 
Fleetwood  for  Preston  5  minutes  late,  with  26  empty 
and  5  loaded  trucks.  It  is  said  to  have  reached  Ponl- 
ton  station,  5  miles  from  Fleetwood,  at  8h.  45m.,  and 
to  have  left  at  9h.  5m.,  having  detached  two  loaded 
and  taken  on  one  loaded  and  27  empty  trucks,  mak- 
ing up  a  total  load  of  four  loaded  and  53  empty  trucks. 


Sometimes  this  goods  train  shunts  at  Poulton  for 
the  9h.  Om.  a.m.  passenger  train  from  Fleetwood, 
sometimes  at  Lytham  Junction,  10^  miles  from  Fleet- 
wood, and  sometimes  at  Kirkham  or  Salwick  ;  but  the 
driver  and  breaksman  of  the  goods  train  arranged, 
before  they  quitted  Poulton,  on  this  morning,  that  they 
would  shunt  at  Lytham  Junction.  At  the  time  they 
left  Poulton,  according  to  the  working  time  tables, 
they  were  10  minutes  in  advance  of  the  appointed 
time  at  which  the  9h.  0  a.m.  passenger  train  is  due  to 
leave  Poulton  station.  The  weatlier  is  described  as 
being  dull  when  they  left  Poulton,  and  as  they 
approached  Lytham  Junction,'* through  a  long  cutting, 
they  ran  int<»  a  thick  fog,  so  dense  that  the  breaks- 
man  states  that  he  could  iiot  see  the  length  of  more 
than  two  waggons,  and  the  engine  and  the  greater 
poi*tion  of  the  train  had  passed  inside  the  Lytham 
Junction  up  distant  signal,  which  is  606  yards  outside 
the  junction  signal  box,  when  it  was  overtaken  and 
run  into  by  the  9  a.m.  passenger  train. 

The  breaksman  was  in  his  van  at  the  rear  of  the 
train  nt  the  time  of  the  collision.  He  was  injured 
in  the  head  and  leg,  and  must  have  had  a  narrow 
escape  of  losing  his  life.  The  van  was  thrown  off 
the  rails,  and  on  to  the  side  of  the  cutting;  a  covered 
van  was  broken  to  pieces  and  two  other  waggons  were 
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also  thrown  off  ^the  rails.  The  passenger  engme,  and 
the  leading  wheels  of  the  tender,  were  thrown  off  the 
rails.  The  buffer  plank  of  the  engine  was  broken,  the 
buffers  were  knocked  off,  and  the  framing  was  bent 
up.  The  leading  compartment  of  the  composite 
carriage  next  to  the  tender  was  knocked  in. 

It  is  said  that  this  goods  train  was  travelling  at  the 
time  at  from  12  to  14  miles  an  hour,  but  this  in  all 
probability  is  somewhat  in  excess  of  the  actual  rate. 
The  company's  servants  in  charge  of  this  train  state 
^that  the  collision  occurred  about  9h.  24m.,  while  those 
in  charge  of  the  passenger  train  state  that  it  happened 
at  9h.  29m.,  and  I  have  no  doubt  that  this  was  the 
coiTect  time  or  near  about  it.  This  9  a.m.  passenger 
train,  when  it  left  Fleetwood  at  9h.  3m.,  had  an  engine 
and  tender  and  five  carriages ;  it  reached  Poultou 
at  9h.  15m.,  and  left  at  9h.  18m.,  three  minutes 
late,  having  taken  on  another  carriage  at  that 
station  from  the  Blackpool  train.  The  breaksman  of 
the  goods  train  asserts  that  he  requested  the  points- 
man at  Poulton  station  to  caution  the  driver  of  the 
passenger  train  engine  that  the  goods  train  was  on  the 
line  in  front,  but  the  pointsman  denies  that  any 
request  of  the  kind  was  made. 

The  company's  regulations,  rule  83,  prescribe,  that 
^*  if  a  goods  or  mineral  train  should  not  be  more  than 
^'  ten  minutes'  in  advance  of  a  passenger  train,  it  must 
"  be  shunted  into  the  nearest  siding,  to  allow  the  pas- 
**  senger  train  to  pass ;"  but  a  station  master  has  dis- 
cretionary powers  given  to  him  to  the  following  effect, 
thus,  "  A  light  through  cattle  or  goods  train  on  a 
**  clear  day  or  night,  with  a  good  engine,  may  be 
•*  started  before  a  passenger  train  which  is  due,  should 
**  the  latter  have  to  stop  at  all  the  stations.  Again, 
*^  if  from  facts  which  may  come  to  his  knowledge  by 
**  means  of  the  telegraph,  or  otherwise,  the  passenger 
**  train  which  is  due  may  not  be  expected  for  some 
**  time,"  he  "  will  be  justified  in  despatching  the  goods 
**  train  ;  taking  care,  in  this  case,  specially  to  warn 
**  the  engineman  of  the  passenger  train,  when  it 
**  arrives,  informing  him  the  precise  time  when  the 
**  goods  train  was  despatched,  and  where  next  ordered 
**  to  stop  or  to  shunt." 


In  this  instance  a  heavy  goods  train  left  Poulton 
at  9h.  5m.  for  Lytham  Junction,  five  miles  distant, 
with  the  intention  of  being  shunted  there,  and  the  pas- 
senger train  was  due  to  leave  at  9h.  15m.,  and  tho 
Poulton  station  master  states  that  he  let  the  goods 
train  go  because  he  had  not  received  any  advice  (by 
telegraph)  of  the  departure  of  the  Blackpool  passen- 
ger train,  and  he  did  not  consider  that  the  rule  83, 
which  I  have  quoted,  applied  to  these  circumstances. 

The  driver  of  the  passenger  train  received  no  cau- 
tion from  any  one  before  leaving  Poulton.  He  says 
that  the  weather  was  very  thick  after  leaving  Poulton, 
but  at  that  time  he  could ^  see  about  100  yards;  that 
he  was  running  at  the  usual  speed  of  about  20  miles 
an  hour,  and  he  was  not  above  30  yards  from  the 
goods  van  when  he  first  saw  it ;  that  he  reversed  the 
engine,  and  whistled  for  the  breaks.  The  guard  of 
the  train  says  that  they  were  running  at  from  20  to 
30  miles  an  hour,  knd  that  the  Avhistle  of  the  engine 
and  the  collision  followed  close  upon  each  other,  but 
that  he  had  the  patent  breaks  on  five  vehicles  partly 
on,  when  he  heard  the  whistle,  for  the  purpose  of 
stopping  at  Lytham  Junction,  and  he  had  only  time 
to  take  two  turns  of  the  break  wheel  when  he  was 
knocked  insensible.  He  thinks  the  speed  had  been 
somewhat  diminished. 

I  am  of  opinion  that  the  Poulton  station  master, 
and,  in  a  lesser  degree,  the  breaksman  of  the  goods 
train,  are  to  blame  in  having  permitted  the  goods  train 
to  leave  at  9h.  5m.,  instead  of  shunting  it  at  Poulton 
station  for  the  passenger  train  to  pass. 

This  collision  could  not  have  occurred  if  the  traffic 
had  been  Avorked  with  the  assistance  of  the  electric 
telegraph  on  the  absolute  block  system  ;  and  the  cir- 
cumstances under  which  it  occurred  are  constantly 
recurring  on  all  the  principal  lines  of  railway 
throughout  the  kingdom,  where  the  traffic  is  not 
worked  according  to  that  system. 

I  have,  &c., 
The  Secretary^  W.  Yolland,  Col. 

Board  of  Trade^ 

Railway  Department. 


A  copy  of  the  above  report  was  sent  to  the  Lancashire  and  Yorkshire  and  the  London  and  North-Western 

Railway  Companies  on  the  5th  January  1870. 


SOUTH-EASTERN  RAILWAY. 


Board  of  Trade, 
Railway  Department, 
Sir,  Whitehall,  \Qth  August  1869. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  30th  ultimo,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  my  enquiry  into  the  circumstances  which 
attended  tho  accident  that  occurred  on  the  28th  ultimo 
on  the  South-Eastern  Eailway,  at  the  junction  of  the 
line  leading  to  Cannon  Street  station  with  the  line 
leading  to  Charing  Cross  station. 

Eight  passengers  and  the  guard  (who  was  travel- 
ing in  the  last  carriage  of  the  train)  were  cut  and 
bruised. 

The  points  and  signals  at  the  junction  in  question 
are  worked  on  the  locking  principle,  and  the  signal- 
man's hut,  which  is  called  the  Borough  Market  hut,  is 
provided  with  block  telegraph  instruments. 

The  train  which  leaves  Strood  at  7  p.m.  stopped 
at  London  Bridge.  It  was  telegraphed  to  the  Borough 
Market  hut  at  8.18  p.m.  on  the  evening  in  question, 
and  the  junction  signal  was  lowered  for  the  train  to 
approach.  It  consisted  of  an  engine  and  tender,  a 
van  with  a  guard^  a  Zt^  two  2nd,  two  Ist,  two  3rd, 
and  one  2nd,  class  carriage,  with  a  break  compart- 
ment and  a  2nd  guard.  The  train  was  coupled  in  the 
order  given. 

This  train  passed  the^Borough  Market  junction  hut, 
Tvhich  is  about  20  yai'ds  west  of  the  junction  points, 


at  8.20  p.m.  The  signalman  put  up  his  junction  sig- 
nal to  danger  as  the  train  passed  his  hut.  A  lad 
of  about  15  years  of  age  who  is  employed  in  the  hut 
to  i*egister  the  hours  when  trains  are  telegraphed  to 
the  signalman,  and  also  to  register  the  hours  when  the 
trains  pass  the  hut,  was  standing  at  the  end  of  the 
point  of  signal  lever  frame,  looking  at  the  train,  and 
his  hand  was  placed  on  one  of  the  levers. 

Without  intending  to  do  so,  the  boy  released  the 
lever,  by  pressing  the  spring.  The  lever,  which  was 
unlocked  by  the  signalman  putting  up  the  junction 
signal^  flew  out  of  its  notch,  and  released  the  points, 
which  were  moved  by  the  vibration  of  the  train  pass- 
ing over  them. 

The  two  last  vehicles  of  the  train  got  at  the  wrong 
side  of  the  points,  and  were  dragged  off*  the  rails.  The 
front  vehicle  of  these  two  struck  the  signal  post  at 
the  angle  where  the  boundary  walls  of  tho  two  lines 
meet,  and  the  carriage  was  damaged.  The  front  draw 
bar  was  broken,  but  the  side  chains  prevented  this 
carriage  getting  loose ;  and  it  did  not  fall  over. 
The  last  carriage  became  detached,  and  fell  over  on  its 
rear  side,  across  the  up  and  down  lines  which  lead 
to  Charing  Cross  station. 

The  train  was  running  at  a  speed  of  five  or  six 
miles  an  hour  when  the  accident  happened.  The 
whistle,  which  is  attached  to  the  engine  boiler,  and 
was  connected  with  both  the  guards  vans  by  a  wire 
running  under  the  train,  was  sounded  by  the  last  two 
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Tehicles  dragging  off  the  rails,  and  the  driTer  stopped 
the  train  at  once. 

The  accident  was  caused  by  the  thoughtlessness  of 
the  boj. 

When  sitting  at  his  desk,  his  back  is  turned  to  the 
levers,  bat  he  left  his  desk  to  look  at  the  train. 

Mr.  Brady  of  the  South  Eastern  Railway  Com- 
pany has  already  fixed  a  bar  to  the  Borough  Market 


junction  points.  This  bar  prevents  the  possibility  of 
the  points  being  moved  while  a  train  is  passing  over 
them« 

I  have,  &c*> 

F.  H.  Rich, 
The  Secretary,  Lieui.'CoL  R.E. 

Railway  Departmenty 
Board  of  Trade. 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  2drd  August  1869. 


SOUTH-EASTERN  RAILWAY. 


Sir, 


Board  of  Trade, 
{Railway  Department,) 
Whitehall,  Uth  December  1869. 
In  compliance  with  the  instructions  contained 
in  your  minute  of  the  8th  iust.,  I  have  the  honor  to 
report,  for  the  information  of  the  Board  of  Trade,  the 
result  of  my  inquiry  into  the  circumstances  which 
attended  the  accident  that  occurred  on  the   12th  No- 
vember last  at  Charing  Cross  station  on  the  South- 
Eastern  Railway. 

Two  passengers  are  reported  to  have  complained  of 
being  hurt,  but  their  injuries  are  supposed  to  be 
slight.  No  bones  were  broken,  and  no  passengers 
appear  to  have  been  cut. 

On  the  day  in  question,  a  train,  which  consisted  of 
an  engine  wid  tender,  a  second  class  carriage  with  a 
break  compartment,  two  third,  two  first  class  saloon 
carriages,  a  break  van  with  a  guard,  a  second,  two 
first,  ^Ye  third,  and  a  second  class  carriage  with  a 
hreak  compartment  and  a  second  guard,  left  Daitford 
for  London  at  10.15  p.m. 

The  carriages  were  coupled  together  in  the  order 
above  given. 

The  train  stopped  at  several  stations  on  its  way  to 
London,  and  arrived  at  the  Charing  Cross  signal  hut 
at  11.24  p.m. 

It  was  two  minutes  late. 

The  signals  at  the  Charing  Cross  signal  box,  which 
are  constructed  on  the  locking  principle,  were  all 
right  for  the  train  to  pass.  While  it  was  proceeding 
at  the  usual  speed  of  eight  or  nine  miles  an  hour 
through  a  pair  of  facing  points,  where  the  line  of  rails 
which  leads  to  the  east  arrival  platform  diverges 
from  the  line  which  leads  to  the  west  departure 
platform,  the  engine  left  the  rails.  The  tender,  and 
the  second  class  break  carriage  next  to  the  tender, 
also  got  off  the  rails.  The  tender  break  and  the 
breaks  of  the  carriages  in  which  the  iwo  guards  were 
travelling,  were  on  at  the  time,  as  the  ^rain  was  about 
to  enter  the  station.  The  engine  driver  immediately 
reversed  his  engine,  and  it  came  to  a  stand  in  the  six- 
foot  about  60  yards  to  the  north  of  the  points  above 
referred  to.  The  tender  wus  also  in  the  six-foot 
behind  the  engine,  and  the  second  class  break  carriage 
was  across  the  east  arrival  road  and  the  sLx^oot. 
The  rest  of  the  train  came  to  a  stand  on  the  east 
arrivid  line,  which  was  its  proper  road.     The  whole 


of  the  vehicles  of  the  train  remained  upright  on  their 
wheels,  and  coupled  together.  One  raQ  of  the  perma- 
nent way  was  broken,  and  another  was  bent.  A 
guard  rail  and  seven  chairs  were  also  broken,  and 
one  longitudinal  sleeper  had  to  be  taken  out  and 
renewed. 

On  examining  the  points  after  the  accident,  the 
connecting  rod  by  which  they  were  worked  was  found 
to  be  broken  at  the  bend,  directly  under  the  east 
point.     This  was  no  doubt  the  cause  of  the  accident. 

It  appears  that  about  3  p.m.  on  the  day  of  the 
accident,  a  single  engine  came  through  th^se  points  in 
the  opposite  direction,  before  the  points  were  opened 
for  it  to  pass,  and  in  doing  so,  forced  them  open. 

The  signalman  on  duty  at  the  time  allowed  this 
single  engine  to  follow  close  after  a  train  that  was 
being  shunted  out  fi*om  the  adjacent  line,  and  he 
omitted  to  place  the  points  in  the  proper  direction 
before  the  single  engine  came  on  to  them.  The  points 
were  strained  by  this  engine.  The  man  whose  duty 
it  is  to  keep  the  points  and  signals  in  order  came  to 
the  Charing  Cross  points  shortly  after  the  points  had 
been  strained,  and  the  signalman  told  him  that  one  of 
the  points  did  not  fit  close  home  to  the  stock  rail,  and 
asked  him  to  adjust  it.  He  did  so,  by  one  of  the  ad* 
justhig  screws;  but  the  signalman  did  not  mention  the 
fact,  that  an  engine  had  forced  its  way  through  the 
points  from  his  neglecting  to  move  them  in  proper 
time,  and  consequently  the  connecting  rods  were  not 
examined  as  carefoliy  as  they  otherwise  would  have 
been. 

The  place  where  the  fracture  took  place  was  hidden 
from  ordinary  observation  by  being  in  the  bend  or 
goose  neck  of  the  connecting  rod,  just  under  the  joint 
raiL 

A  partial  fracture  must  have  taken  place  where  the 
single  engine  forced  its  way  through  the  points,  but 
the  continual  working  from  that  time  till  11.24  p.m. 
must  have  completed  it.  The  points  were  conse- 
quently not  fixed  firmly  in  their  proper  position  when 
the  11.15  p.m.  train  from  Dartford  arrived  at  Charing 
Cross  signal  hut ;  and  the  result  was,  that  part  of  the 
train  left  the  rails. 

I  have,  Ac, 
The  Secretary,  F.  H.  Rich, 

Board  of  Trade,  Lieut-  Col.  R.E. 

Raihcay  Department. 


A  copy  of  the  above  report  was  sent  to  the  company  on  the  5th  January  1870, 
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CALEDONIAN  RAILWAY. 


Board  of  Trade 
{Railway  Department)^ 

Sm,  1,  Whitehall,  18/A  Feb.  1870, 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  4th  nit.,  I  have  the  honour  to 
report,  for  the  information  of  the  Board  of  Trade,  the 
result  of  mj  inquiry  into  the  circumstances  attending 
the  collision  which  occurred  early  on  the  morning  of 
the  1st  ult.  at  Forgandenny  station  on  the  Caledonian 
Bailway. 

Two  passengers  were  killed,  three  had  legs  or  arms 
broken,  one  an  ear  nearly  cut  off,  three  were  seriously 
injured,  and  four  others  slightly  so  ;  one  of  the  guards 
was  also  injured  in  the  eye. 

Forgandenny  is  an  ordinary  road  side  station  next 
to  and  on  the  south  of  Perth,  £rom  which  it  is  distant 
about  four  miles.  Next  to  it  on  the  south,  and  three 
miles  distant,  is  Fort  Teviot.  Forgandenny  is  pro- 
vided with  home  and  distant  signals,  the  down  distant 
signal  being  about  380  yards  from  the  down  home 
signal,  which  latter  is  at  the  south  end  of  the  down 
platform.  The  line  is  perfectly  straight  for  more  than 
a  mile  south  of  Forgandenny,  being  level  in  the  im- 
mediate neighbourhood  of  the  station;  it  then  rises 
southward  for  20  chains  at  1  in  916,  and  is  then  again 
level  for  SS  chains  f\irther  south ;  there  is  thus  a  long 
uninterrupted  view  of  the  down  distant  signal,  and 
also,  through  the  arch  of  an  overbridge  close  to  it, 
of  anything  standing  at  the  station.  As  soon  as  the 
last  down  stopping  passenger  train  (which  on  the  31st 
Dec.  was  due  at  Forgandenny  at  8.54  p.m.),  had  left 
the  station,  it  was  customary  to  close  it  for  the  night, 
as  no  other  up  or  down  train  had  to  stop  there  after 
it.  The  work  of  the  station  was  performed  by  a 
station  master,  62  years  of  age,  who  had  been  there  for 
about  20  years,  and  by  a  porter  who  had  been  em- 
ployed as  such  for  about  three  months,  having  pre- 
viously been  a  sur&ceman  (or  platelayer)  in  the 
neighbourhood  of  Forgandenny  for  eighteen  months, 
and  before  this  again  a  ploughman.  The  station 
master's  son  (about  15  years  of  age)  appears  to  have 
occasionally  assisted  his  father.  The  porter's  hours 
of  duty  were  very  long,  his  work  commencing  during 
winter  in  the  morning  at  half-past  4,  and  continuing 
till  the  station  was  closed  at  night  at  about  9,  as  before 
stated.  But  though  the  hours  were  long  the  duty  was 
not  severe,  as  only  two  up  goods  and  four  up  passenger 
trains,  and  the  same  number  of  down  trains,  or  twelve 
in  all,  stopped  at  the  station  during  the  twenty-four 
hours. 

On  the  evening  of  the  31st  December  (a  great 
holiday  in  Scotland)  the  station  master  (McCurragh) 
at  Forgandenny  left  the  station,  without  leave,  at  about 
half-past  7,  in  charge  of  the  porter  (Baynes),  a  surface- 
man being  instructed  to  lend  Baynes  a  hand  in  case  of 
need.  Owing  to  the  number  of  people  travelling, 
the  trains  from  the  south  were  very  heavy  and  very 
late.  At  about  8  p.m.  the  first  portion  of  a  train  from 
Edinbur^  and  Glasgow  to  Perth  (which  was  usually 
united  at  Larbert,  and  despatched  thence  as  one  train), 
reached  Forgandenny  nearly  an  hour  and  a  half  late. 
Baynes  assisted  in  getting  the  passengers  out,  and  was 
informed  by  the  guard  that  another  portion  of  the 
train  was  to  follow,  which  it  did  shortly  after.  Baynes 
stated  that  without  this  information  from  the  guard 
he  should  have  noticed  nothing  in  the  first  part  of  the 
train  itself  to  intimate  that  it  was  not  complete.  By 
No.  43  of  the  Caledonian  Railway  Company's  rules 
it  is  provided  that,  '^  a  green  tail  lamp,  in  addition  to 
the  red  tail  lamp  by  night,  hung  at  the  rear  of  an 
engine  or  train,  denotes  that  an  extra  or  special  train 
is  to  follow.'*  In  consequence,  however,  of  the  only 
green  lamp  provided  for  this  purpose  at  Larbert 
having  been  sent  north  two  days  previously,  and  not 
liaving  been  returned,  the  Larbert  station  master  had 
had  an  extra  red  lamp  put  on  the  tail  of  the  train 
25806. 


instead  of  a  green  one ;  this  being  in  accordance  with 
the  Caledonian  Company^s  rule  for  working  over 
foreign  lines,  and  in  accordance  with  general  custom. 

At  10.15  p.m.  another  train  from  the  south  arrived 
at  Forgandenny,  an  hour  and  twenty  minutes  late. 
It  was  attended  to  by  Baynes,  who  went  to  the 
rear  of  the  train,  and  by  the  surfaceman  and  station 
master's  son,  who  went  to  the  front  of  it.  Baynes 
received  two  parcels  from  the  guard  in  the  rear  van, 
but  stated  that  he  had  no  conversation  with  him  till 
the  train  was  in  motion,  when  he  asked  him  if  **that 
was  all  that  was  of  it  for  tbe  night,"  to  which  he  got 
or  heard  no  answer  ;  that  he  then  looked  at  the  tail  of 
the  train  to  see  if  there  was  a  signal  for  anything  to  fol- 
low, but  seeing  nothing  but  red  lamps  and  no  green  one, 
concluded  that  there  jivas  nothing  more  to  come  ;  that 
he  had  heard  nothing  from  either  the  surfaceman  or 
the  station  master's  son  about  there  being  no  front  van 
or  front  guard  (which  might  have  led  him  to  infer 
that  the  train,  not  being  made  up  as  usual,  was  there- 
fore not  complete);  that  soon  after  this,  as  there 
were  no  more  trains  due  to  stop  at  the  station,  he,  in 
accordance  with  the  usual  practice,  locked  the  doors, 
put  out  the  signal  and  other  lamps,  and  went  to  bed 
at  his  house  (near  the  station),  where  soon  aft^r  mid- 
night he  was  aroused  with  the  intelligence  of  the 
accident. 

The  train  just  alluded  to  was  the  Edinburgh  portion 
of  one  for  the  north,  which  was  usually  united  at 
Larbert  with  another  portion  from  Queen  Street 
station,  Glasgow,  whence  it  was  despatched  north- 
ward as  one  train.  It  had  left  Edinburgh  20  minutes 
late,  consisting  of  engine  and  tender,  3  third-class, 
1  composite,  1  first-class,  a  guard's  van,  and  1  third- 
class  carriage,  coupled  in  the  order  stated.  The  train 
reached  Larbert  at  8.5,  50  minutes  late,  having  lost 
time  on  the  road  from  the  quantity  of  passengers. 
The  Larbert  station  master  having  ascertained  by 
telegraph  that  the  Glasgow  portion  of  the  train  had 
not  yet  reached  Greenhill,  determined  to  send  the 
Edinburgh  portion  on  by  itself,  and  the  green  tail- 
lainp  being  still  absent,  had  an  extra  red  lamp  attached 
to  the  off  side  of  the  last  carriage,  the  lights  at  the 
tail  of  the  train  then  consisting  of  two  side  lanfps 
(showing  red  to  the  rear)  on  the  sides  of  the  van  (the 
last  vehicle  but  one),  and  two  red  tail-lamps  on  the 
back  of  the  third-class  carriage,  the  last  vehicle.  With 
the  lamps  thus  an-anged  it  might  well  have  happened 
that  to  a  person  (as  in  the  case  of  the  Forgandenny 
porter,  Baynes)  standing  on  a  down  platform,  the  off 
side  light  would  not  have  been  seen,  and  that  the 
extra  red  tail-lamp  put  on  to  denote  "  train  following" 
might  have  appeared  the  usual  off-side  light.  The 
guard  of  the  train  fPeter  Matthews,  of  22  years' 
service),  was  duly  informed  by  the  stationmaster  at 
Larbert  that  his  train  was  to  go  on  as  a  special  one,  but 
had  not  been  told  by  him  to  give  notice  at  the  various 
stations  of  train  following;  he  also  knew  that  his 
train  had  not  on  the  proper  green  tail-lamp,  but  only 
an  extra  red  one.  The  train  left  Larbert  at  8.10, 
took  on  three  more  carriages,  next  the  tender,  at 
Stirling,  and  so  proceeded  on  its  journey,  losing  time 
at  the  various  stations,  and  reaching  Forgandenny,  as 
before  mentioned,  80  minutes  late.  Matthews  stated 
that  he  gave  notice  at  five  stations  out  of  eleven  that 
the  Glasgow  portion  of  the  train  would  follow,  and 
that  he  either  had  not  time  or  did  not  remember  to  do 
so  at  the  other  six  (including  Forgandenny).  He 
denied  hearing  Baynes'  question  if  **  that  was  all  that 
was  of  it  for  the  night,"  but  said  that  Baynes  remarked, 
"You're  here  the  night  yoursell,  Peter,"  (meaning 
that  he  was  the  only  guard  with  the  train,  there  being 
usually  two,)  to  which  Matthews  answered,  **Yes;" 
concluding,  he  said,  by  this  remark,  that  Baynes 
knew  that  the  whole  of  the  train  was  not  there.  This 
version  of  the  story  wiis,  on  the  other  hand,  stoutly 
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denied  bj  Baynes,  who  adhered  to  his  original  ttate^ 
ment. 

The  Glasgow  portion  of  the  train  to  the  north,  which 
would  under  ordinary  circumstaoois  have  been  nnited 
with  the  Edinburgh  portion  at  Larbert,  was  dua  to 
leave  Queen  Street  station,  Glasgow,  at  6.20  p.m.  In 
consequence,  however,  of  the  very  heavy  traffic,  and  the 
supply  of  carriages  having  begun  to  run  short,  this  train, 
consisting  of  a  Caledonian  engine  and  tender,  Csledo* 
nian  break  van  with  Caledonian  guard,  18  caniages 
of  sorts  partly  Caledonian,  but  principally  North 
British  (some  of  it  old  stock,  but  seldom  used,)  and  a 
Caledonian  rear  break  van  with  a  North  JBritish 
guard,  was  despatched  to  Cowlairs  (the  station  at 
the  top  of  the  steep  incline  of  1  in  42  leading  to  it  from 
Queen  Street  station,)  at  7  p.m.,  the  head' guard, 
receiving  instructions  to  remain  there  until  an  addi- 
tioual  portion  of  the  train  could  be  made  up  and  sent 
to  join  it  This  additional  portion,  consisting  of 
fourteen  North  British  carriages,  of  sorts,  was  de- 
spatehed  from  Queen  Street  at  7.56.  At  Cowhurs 
these  fourteen  carriages  were  placed  between  the 
front  van  and  the  18  carriages  already  there,  and  a 
2nd  Caledonian  engine  was  attached  to  the  front  of 
the  train,  which  finally  left  Cowlairs  at  8.15  (about 
1|  hours  late)  consisting  of  two  engines  and  tenders , 
a  front  break  van,  82  carriages,  and  a  rear  break  van  , 
All  went  right  as  far  as  Larbert  which  was  left  at 
9.28,  2  hours  13  minutes  late.  In  starting  from 
Stirling  ticket  platform  a  link  of  a  coupling  chain 
near  the  centre  of  the  train  broke,  and  ^e  replace- 
ment of  this,  and  the  putting  off  the  8  front  car- 
riages (which  were  no  longer  required),  caused 
further  time  to  be  lost,  and  Stirling  was  not  left 
till  10.18,  or  2  hours  33  minutes  late,  the  train  now 
consisting  of  only  24  carriages,  with  engines}  and 
break  vans  as  before.  In  starting  from  Greenloaning, 
the  4th  station  north  of  Stirliog..  the  coupling  of 
another  (North  British)  carriage  near  the  centre  of  the 
train  gave  way,  and  this  carriage  had  to  be  taken  off 
and  left  behind,  a  further  detention  being  thus  occa« 
sioned,  and  the  train  being  now  2  hours  47  minutes 
late.  (I  may  observe  here  that  the  Greenloaning  sta- 
tion master  had  not  noticed  the  extra  red  lamp  on  the 
tail  of  the  Edinburgh  portion  of  the  train,  but  having 
been  informed  by  one  of  his  porters  that  there  was 
no  front  van,  he  concluded  there  was  something 
unusual,  and  having  ascertained  by  telegrf^h  from 
another  station  the  state  of  affairs,  kept  his  station, 
which  would  otherwise  have  been  closed,  open.) 
At  Fort  Teviot,  the  5th  station  north  of  Green- 
loaning, the  couplings,  on  starting,  again  broke  in 
two  places  at  the  7th  and  11th  carriages  from  the 
front ;  in  consequence,  the  7th  carriage  had  to  be 
removed,  and  Fort  Teviot  was  left  at  11.54,  3  hours 
7  minutes  late.  (It  appears  that  at  this  station,  where, 
as  at  Forgandenny,  the  station  master  was  absent 
without  leave,  the  porter  in  charge  had  observed  the 
extra  red  lamp  on  the  tail  of  the  Edinburgh  portion 
of  the  tndn,  and  had  therefore  not  put  out  the  signal 
and  platform  lamps.  He  states  that  after  the  Glas- 
gow portion  of  the  train  had  started  he  put  both 
his  down  main  and  down  distant  signal  to  danger  for 
5  minutes,  and  then  his  down  main  signal  to  caution, 
and  that  he  was  just  going  to  cross  the  line  to  take  it 
off  at  the  expiration  of  a  2nd  5  minutes  when  the  mail 
train  passed.) 

Forgandenny  station  (the  next  north  of  Fort 
Teviot)  was  reached  at  12  o'clock.  The  station  was 
in  darkness,  and  no  one  there*  Only  two  passengers 
had  to  alight  and  the  train  had  just  started  again, 
after  about  a  minute's  detention,  when  the  rear  guard 
gave  a  signal  that  something  was  wrong.  The  front 
of  the  train,  which  had  not  moved  forward  above 
two  carriage  lengths,  was  immediately  stopped,  and 
it  was  found  on  examination  that  another  coupling 
had  givea  way  towards  the  rear  centre  of  the  train. 
The  rear  guard  then  jumped  into  the  4-foot  in 
the  interval  between  the  two  parts  of  the  train,  to 
be  ready  to  attach  the  spare  coupling  chain  as  soon 
as  the  engines  had  set  back.       He  was  just   com- 


pleting this  operation  when  he  heard  a  long  whistle 
from  an  approaching  engine,  jumped  up  on  the  plat- 
form, seized  his  lamp,  with  the  idea  of  waving 
his  train  forward,  but  before  he  had  time  to  do  so 
the  collision  had  occurred,  the  hour  being  4  or  5 
minutes  past  12.  The  driver  of  the  train  engine  cor- 
roborates this  guard's  statement,  except  as  to  lus  having 
set  back,  for  doing  which  he  was  waiting,  he  states, 
for  a  signid  when  the  collision  took  place.  On  the  head 
guard  runniug  back  to  ascertain  where' the  coupling 
had  given  way,  he  saw  the  engine  of  the  approaching 
train,  which  had  at  that  time  not  passed  through  a 
bridge  390  yards  south  of  the  south  end  of  the  plat- 
form. He  ran  to  the  tail  of  the  train,  giving  the 
approaching  driver  a  red  light,  and  continued  there 
till  just  before  the  collision,  when  he  moved  away,  but 
was  struck  in  the  eye  by  a  splinter  of  the  rear  van, 
and  knocked  down* 

The  train  which  ran  into  the  one  standing  at  For- 
gandenny station  was  the  mail  to  the  north  (made 
up  of  portions  from  Edinburgh,  Glasgow,  and  Lon- 
don), due  to  leave  Stirling  at  10.17.  In  consequence 
of  the  crowds  of  passengers,  and  short  supply  of 
carriages,  the  Glasgow  portion  did  not  leave  Qne^i 
Street  station  till  9.52,  52  minutes  late.  Further 
time  was  lost  on  the  road,  and  the  nnited  train  left 
Stbrling  at  11.20,  63  minutes  late,  consisting  of  engine 
and  tender,  2  composite  carriages,  break  van,  2  com- 
posite carriages,  1  third  class,  post  office  van,  break 
▼an,  1  composite  carriage,  1  third  class  and  a  break 
van  ;  11  vehicles  in  alL  The  train  was  not  timed  to 
stop  between  Stirling  and  Perth  ticket  platform,  being 
allowed  63  minutes  for  running  33  miles,  including 
the  stoppage  at  the  ticket  platform,  and  also  for 
detaching  the  pilot  engine  which  helps  most  trains 
up  the  incline  between  Stirling  and  Kinbuck«  The 
driver  of  the  train  was  an  experienced  man  of  19 
years'  service ;  his  engine  was  a  single  one,  with 
6  feet  driving  wheels,  and  four  wheeled  tender,  with 
the  break  blocks  in  good  order ;  there  was  no  self- 
acting  sand  apparatus  on  the  foot  plate,  but  the 
engine  was  to  have  gone  into  the  shops  for  its  appli- 
cation on  the  following  day.  All  went  right  as  far 
as  Fort  Teviot  station,  where  the  driver  stated  that 
he  saw  the  down  distant  signal  burning  dimly,  show- 
ing a  white  light,  and  that  the  station  signal  was  all 
but  out,  but  was  found  to  be  showing  white  on  closely 
i^proaching  it.  He  also  stated  that  he  saw  no  one 
at  the  station,  though  he  looked  about.  (It  will  be 
remembered  that  these  statements  of  the  driver  are 
contradictory  to  those  of  the  Fort  Teviot  porter,  who 
declared  that  the  station  signal  was  at  caution  when 
the  mail  train  passed,  and  that  he  was  then  on  the 
platform  with  his  lamp  in  his  hand.)  The  driver 
estimated  his  speed  on  approaching  Forgandenny  at 
40  miles  an  hour.  As  the  gradients  were  in  his  fisivour. 
and  as  he  appeared  to  have  been  making  up  time,  it 
was  probably  greater  than  this,  especially  when  taking 
into  consideration  the  long  distance  he  had  by  his  own 
acknowledgment  to  pull  up  in  after  seeing  the 
obstruction.  He  stated,  *<when  the  best  part  of  { 
of  a  mile  from  Forgandenny,  I  caught  sight  of  the 
tail  lights  of  a  train;  these  did  not  at  first  come  dis- 
tinctly into  sight,  but  seemed  obscured  by  smoke  or 
vapour  between  them  and  me  in  the  cutting.  On 
first  distinguishing  them,  I  gave  the  break  whistles 
repeatedly,  had  the  tender  break  applied,  shut  off  steam^ 
reversed  the  engine,  and  put  on  back  steam.  This  had 
all  been  done,  and  the  driving  wheels  had  skidded, 
before  the  distant  signal  (380  yards  from  the  van) 
was  reached.  The  speed  was,  I  think,  reduced  to  about 
14  miles  an  hour  when  we  struck  .the  van."  He  attri- 
butes the  failure  of  the  endeavours  to  stop  the  train 
to  the  slippery  state  of  the  rails,  and  to  die  lightness 
of  the  tender,  its  journey  being  nearly  finished.  He 
cannot  say  whether  the  guards  breaks'  were  applied  or 
not  The  head  guard  at  the  rear  of  the  train  states 
that  he  heard  the  break  whistle,  and  got  his  break 
api^ed  before  reaching  the  distant  signid.  The  front 
break  van  had  no  guard  in  it,  but  in  the  middle  van, 
in  which  there  were  two  guards  and  a  conductor,  it 


Digitized  by 


Google 


18  stated  thai  the  breaks  were  applied  in  good  time. 
These  statements  of  the  guards  are  hardly  consistent 
with  the  large  remaining  speed  on  collision^  estimated 
bj  the  head  guard  at  from  15  to  20  miles  an  hour. 

The  effect  upon  the  mail  train  was  but  slight.  The 
driTer  and  fireman  both  remained  on  the  engine, 
which  came  to  a  stand  in  3  or  4  carriage  lengths  after 
striking  the  van,  and  were  neither  of  them  injured. 
Nothing  left  the  road  in  this  train,  and  there  was  no 
serious  injury  inflicted  either  on  passengers  or  rolling 
stock.  The  repairs  to  the  engine  will  not,  it  is  stated, 
cost  more  than  10/. 

Far  difierent  was  unhappily  the  state  of  the  case  with 
the  other  train.  The  only  vehicles  that  escaped  without 
injury  were  (numbering  from  the  front)  the  4th,  9th, 
11th  and  18th  (North  British  stock),  and  17th  and 
19th  (Caledonian  stock).  Axle-boxes  and  horn-plate 
bolts  were  broken,  or  there  was  other  slight  damage 
to  buffers  and  panelling,  in  Nos.  3,  5,  6,  7,  8,  and  20, 
(North  British  stock),  and  in  Nos.  1,  21,  and  22  (Cale- 
donian stock).  No.  2  had  its  front  panel  broken  in, 
and  side  panels  injured  and  both  front  buffers  broken. 
No.  10  lost  its  wheels,  and  had  its  side  framing  broken. 
No.  12  (in  which  a  man  was  killed)  had  its  rear  panel 
knocked  in  by  No.  13.  No.  13  had  its  framing  much 
damaged  and  body  broken  up ;  the  framing  showed 
signs  of  decay.  No.  14,  framing  much  damaged, 
body  broken  up.  No.  15,  rear  panel  knocked  in,  one 
bnfjer  gone,  front  framing  damaged  (wood  decayed). 
Nos.  2,  I0,;i2, 13,  14  and  15,  were  North  British  stock. 
Of  the  remainder  (Caledonian  stock).  No.  16  had  its 
front  panel  knocked  in,  No.  23  had  its  wheels  knocked 
from  under  it  by  the  framing  of  the  rear  van,  upon 
which  the  body  of  No.  23  was  left.  No.  24  (the  rear 
Tan,  nearly  new,)  had  its  body  knocked  to  pieces. 

The  other  death  is  supposed  to  have  occurred  as 
the  man  was  in  the  act  of  jumping  out.  The  collision 
was  hardly  felt  upon  the  engines,  which  were  moved 
forward  a  few  yards. 

The  immediate  cause  of  this  accident  is  to  be  attri- 
buted to  the  absence  of  signals  to  protect  the  Glas- 
gow train  while  detained  at  Forgandenny  station. 
The  absence  of  the  signeJs  is  to  be  referred,  1st  to  the 
want  of  a  green  tail  lamp  atLarbert  station  for  carry- 
ing out  the  provisions  of  rule  43  as  to  the  mode  of 
denoting  "train  to  follow."  With  regard  to  this  I 
Lave  to  remark,  that  the  rule  seems  to  be  an  excellent 
one;  but  that  the  supply  of  only  one  green  lamp  to  a 
station  like  Larbert,  where,  especially  on  holidays,  it 
must  frequently  happen  that  more  than  one  special 
train  has  to  be  despatched  north,  seems  most  inadequate. 

2nd,  to  the  negligence  of  the  guard  Matthews,  in 
not  warning  all  stations  that  there  was  a  train  to 
follow,  though  knowing  that  the  proper  Caledonian 
**  train  following  "  signal  lamp  was  not  on.  (I  think 
also  the  Larbert  station  master  should  have  reminded 
Matthews  of  the  necessity  of  warning  all  stations,  and 
should  have  instructed  nim  to  try  and  get  a  green 
lamp  at  some  other  station.) 

3rd,  to  the  absence  without  leave  of  the  Forgandenny 
station  master.  Had  he  (instead  of  an  inexperienced 
porter)  been  on  duty  when  Matthews'  train  arrived  at 
Forgandenny,  he  would  have  been  almost  certain  to 
have  noticed  the  fact  of  there  being  no  front  van  and 
guard,  and  then  have  assured  himself  (by  observing 
the  number  of  tail  lights,  or  by  inquiry)  that  there 
was  something  still  to  follow. 

The  absence  of  lights  at  Forgandenny  must  no 
head  guard  of  the  Glasgow 


train,  had  it  been  at  once  able  to  start;  but  on  finding 
that  a  coupling  had  given  way,  and  seeing  and  hearing 
the  mail  appr^u^,  he  ought  to  have  run  back  further 
than  the  tail  of  his  train,  and  so,  perhaps,  have  been 
the  means  of  giving  some  additional  warning. 

Of  other  causes  which  conspired  to  pr<^uce  this 
accident,  one  must  be  considered  the  impolicy  of  run- 
ning such  huge  trains  (especially  when  partly  com- 
posed of  foiling  stock  of  an  inferior  and  worn  descrip- 
tion,) as  that  which  left  Cowlairs  on  the  evening  of 
the  31st.  Great  strains  are  thus  brought  to  bear  on 
the  couplings,  and  from  the  necessity  of  using  two 
engines  there  is  a  difficulty  in  avoiding  jerks  at  start- 
ing. It  is  true  that  none  of  the  couplings  gave  way 
in  the  passage  of  either  of  the  two  portions  of  the 
train  (with  heavy  break  trucks  attached  to  their  tail) 
up  the  incline  of  1  in  41  leading  from  Queen  Street 
to  Cowlairs,  nor  on  the  journey  hence  as  &r  as  Stirl- 
ing ;  but  they  may  have  very  probably  been  stndned, 
and  so  have  more  readily  broken  in  the  several 
instances  before  mentioned,  thus  causing  the  deten- 
tions which  finally  led  to  the  train  being  overtaken 
by  the  maiL  The  want  of  break  power  vdth  the 
train  was  veiy  inadequate  (only  2  break  vans  to  32 
vehicles  at  first,  and  afterwards  to  24),  and  might  have 
led  to  serious  consequences. 

The  cause  of  the  employment  of  the  inferior  rolling 
stock  above  referred  to,  is,  I  fear,  in  a  great  measure 
to  be  attributed  to  the  competition  between  the 
Caledonian  and  North  British  Companies  for  traffic  to 
the  north  which  commenced  on  the  1st  January  last* 
In  former  years  it  had  been  the  practice  on  great 
holidays  for  the  North  British  Company  to  borrow 
from  the  Caledonian  Company  some  50  carriages. 
On  the  present  occasion  the  number  asked  for  was 
(for  certain  reasons  connected  with  the  competition 
about  to  commence)  limited  to  20^  the  application 
being  made  only  to  the  Caledonian  superintendent  at 
Perth.  Here  it  appears  there  were  none  to  spare, 
and  by  some  accident  the  application  was  not  for- 
warded on  to  Glasgow,  whence  they  could  have  been 
furnished.  Not,  therefore,  obtaining  the  aid  on  which 
he  had  reckoned,  the  North  British  superintendent 
was  obliged  to  fall  back  upon  stock  which  he  would 
not  otherwise  have  used. 

I  think  it  is  veij  doubtftd  whether  a  caution  signal 
was  exhibited  at  Fort  Teviot  station  during  the  2nd 
five  minutes  after  the  departure  of  the  Glasgow  train ; 
at  any  rate  the  signal  was  dim,  and  the  porter  should 
have  given  the  driver  a  hand  lamp  signal. 

The  arrangements  at  Forgandenny  station  do  not 
appear  satisfactory.  A  porter  who  is  on  duty  day  after 
day  from  about  half  past  four  in  the  morning  till  nine 
or  ten  at  night,  though  his  work  during  these  hours 
may  not  be  severe,  can  hardly  have  his  faculties  fully 
alive  at  the  day's  end.  If  the  importance  of  the 
station  does  not  warrant  the  expense  of  keeping  a 
larger  staff,  than  a  station  master  and  one  porter,  it 
would  seem  only  wise  to  'employ  there  a  younger 
station  master  (than  one  G2  years  of  age),  and  an 
experienced  porter ;  and  so  to  divide  the  duty,  that 
the  porter  may  have  a  less  number  of  hours  of  it  than 
he  appears  to  have  had  hitherto. 

I  should  recommend  the  removal  of  the  Forgan- 
denny down  distant  signal  to  about  double  its  present 
distance  from  the  station* 

I  have,  &c., 


The  Secretary, 
.  Baihoay  Department^ 
Board  of  Trade. 


C.  S.  HXTTCHINSOlf, 

LieutrCoL  B.E. 


doubt  have  taken  the  „ 

train  by  surprise,  and  no  blame  would  have  attached 

to  him  for  not  having  sent  or  gone  back  to  protect  his 

A  copy  was  sent  to  the  Caledonian  RaUway  Company  on  tlie  8th  March,  and  to  the  North  British 

Railway  Company  on  the  16th  March. 
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CALEDONIAN  RAILWAY. 


Board  of  Trade 
{Railway  Department)^ 

SiK,  1,  Whitehall,  S.W.,  2Ut  Feb.  1870. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  10th  ult.,  I  have  the  honour  to 
report,  for  the  information  of  the  Board  of  Trade,  the 
result  of  mj  inquiry  into  the  circumstances  atetnding 
a  c(^lision  between  a  passen^r  train  and  a  mineral 
train,  which  occurred  on  the  Caledonian  Railway  at 
Ladyburn  sidings,  near  Greenock,  on  the  4th  ult. 

Three  passengers  wid  the  guard  of  the  passenger 
train  are  returned  as  having  received  slight  injuries. 

Ladyburn  sidings  are  situated  about  two  miles  on 
the  Glasgow  side  of  Greenock,  and  are  used  as  an 
auxiliary  to  Greenock  yard.  There  are  ^v^  parallel 
lengths  of  sidings  on  the  north  and  six  on  the  south 
of  the  main  lines  ;  these  respectively  imite  into  one 
before  joining  the  main  up  and  down  lines,  with 
falling  points.  The  connexion  with  the  up  line  is  just 
opposite  the  cabin  of  a  signalman  who  has  charge  of 
the  sidings,  that  with  the  down  line  being  400  yards 
on  the  west  or  down  side  of  the  cabin.  There  is  a 
crossover  road  between  the  up  and  down  lines  a  short 
distance  to  the  west  or  down  side  of  the  cabin.  The 
signalman  is  provided  with  three  signals,  namely,  an 
up  and  down  distant  signal,  and  a  siding  (disc)  signal 
at  the  connexion  of  the  south  sidings  with  the  down 
line  ;  there  is  no  interlocking  of  these  signals  either 
vrith  each  other  or  with  the  crossover  road.  The 
signalman  has  a  telegraphic  instrument  in  his  cabin 
for  communicating  with  Church  Hill  sidings*  cabin 
(about  half  a  mile  nearer  Greenock),  of  the  approach 
of  anything  on  the  down  line  ;  but  there  is  no  reci- 
procal arrangement. 

At  about  half  past  ten  on  the  evening  of  the  4th 
ult.  (the  weather  being  stormy  and  the  night  dark), 
an  engine  arrived  from  Greenock  at  Ladyburn  sidings 
to  take  a  train  of  loaded  coal  waggons,  which  were 
standing  ready  in  the  third  of  the  sidings  south  of  the 
down  line,  into  Greenock.  The  signaJman  held  the 
points  of  the  crossover  road  to  enable  the  engine  to 
cross  from  the  up  to  the  down  line,  having  previously 
put  both  his  signals  to  danger.  A  breaksman  who 
was  on  the  engine  told  him,  as  ho  was  holding  the 
points,  that  his  siding  signal  lamp  was  out.  Ho  re- 
plied that  it  was  "  a  rascal  of  a  signal,"  alluding  to 
the  fact  that  it  was  frequently  in  the  habit  of  going 
out  in  windy  weather.  (In  consequence  of  com- 
plaints it  appears  that  the  lamp  had  been  changed 
two  or  three  weeks  before  the  accident,  had  been  again 
reported  as  being  still  defective  two  or  three  days 
before  it,  and  has,  since  it  occurred,  been  replaced  by 
one  which  is  said  to  be  efficient.)  The  breaksman  also 
states  that  he  told  the  signalman  to  let  nothing  down 
on  the  top  of  them,  but  this  remark  was  apparently 
not  heard  or  understood  by  the  latter,  and  nothing 
further  passed  with  regard  to  the  train  leaving  the 
sidings  when  ready.  The  engine  then  went  away  to 
the  sidings,  and  as  soon  as  die  signalman  observed 
that  the  tender  lights  were  hidden  by  the  waggons 
standing  on  the  first  and  second  sidings  south  of  the 
down  line,  he  was  aware  that  it  had  entered  the 
sidings,  and  turned  off  his  down  distant  signal  for  a 
down  passenger  train  which  he  saw  approaching,  and 
which  was  due  to  pass  his  cabin  at  lO.U,  and  was 
about  25  minutes  late. 

This  train,  consisting  of  engine  and  tender,  two 
composite  carriages,  and  one  third-class  carriage  with 
bresdc  compartment,  was  the  Greenock  portion  of  a 
train  from  Carlisle  which  had  left  Gushetfaulds 
junction  27  minutes  late,  owing  to  the  train  from  the 
south  being  behind  time.  The  driver  found  the 
Ladyburn  down  distant  signal  right  for  him,  and  also 


got  an  all-right  hand  signal  from  the  Ladyburn  signal- 
man, who  was  standing  at  the  door  of  his  cabin  ;  the 
Church  Hill  down  distant  signal  was  also  right  for 
him,  and  he  saw  no  impediment  in  his  road  until  he 
found  himself  close  upon  some  waggons  of  the  mineral 
train,  which  was  in  the  act  of  drawing  out  of  the 
siding.  He  had  only  time  to  reverse  his  engine,  when 
he  struck  them  at  a  speed  of  about  30  miles  an  hour. 
Nothing  was  thrown  off  the  road  in  the  passenger 
train,  and  the  injury  done  to  the  rolling  stock  was  very 
slight,  considering  the  nature  of  the  collision. 

It  appears  that  after  the  mineral  engine  had  entered 
the  sidings,  it  was  at  once  attached  to  22  loaded  wag- 
gons which  were  standing  ready  in  the  third  siding. 
On  getting  a  lamp  signal  from  the  breaksman  that  the 
train  was  ready  to  start,  the  driver  gave  a  double 
whistle  for  the  signalman  and  started,  and  then  a 
second  double  whistle  before  entering  upon  the  main 
line.  Getting  tw  hand  lamp  signal  in  reply  from  the 
signalman,  he  considered  it,  he  said,  equivalent  to 
an  all-right  signal,  and  proceeded  on  to  the  main 
line;  just  as  he  had  done  so  perceived  the  passenger 
train  almost  close  upon  him,  and  had  only  time  to 
shut  off  steam  when  the  collision  occun-ed.  The 
engine  struck  the  third  or  fourth  waggon  from  the 
front,  and  three  waggons,  the  second,  third,  and  fourth 
were  knocked  to  pieces ;  this  is  stated  to  have  been 
the  extent  of  damage  sustained  by  the  mineral  train. 

The  chief  cause  of  this  accident  must  be  attributed 
to  the  act  of  the  driver  of  the  mineral  train  in  leaving 
the  sidings  without  permission  to  do  so.  He  acknow- 
ledged that  in  previous  cases,  when  the  siding  signal 
lamp  had  been  out,  he  had  made  arrangements  with 
the  pointsman  to  come  out  by  hand-lamp  signal.  On 
the  present  occasion  he  states  that  he  depended  for 
his  protection  to  a  remark  of  his  breaksman  to  the 
signalman,  to  which  the  latter  had  made  no  reply,  and 
he  was  moreover  aware  that  a  passenger  train  was 
overdue,  and  might  pass  at  any  moment. 

I  must  also  blame  the  signalman  for  not  having 
kept  a  better  watch  upon  his  siding  signal  lamp.  He 
had  seen  it  alight  at  a  quarter  past  8,  but  could  not 
speak  to  its  condition  between  that  time  and  the 
arrival  of  the  mineral  engine  (10.30).  Knowing  its 
aptitude  to  go  out  in  windy  weather,  it  was  certainly 
his  duty  to  have  kept  a  watch  upon  it,  and  have  relit 
it  when  necessary.  As  he  had  not  intended  to  relight 
it  before  the  departure  of  the  mineral  train,  it  was 
also  plainly  his  duty  to  have  arrived  at  a  clear  under- 
standing with  its  driver  as  to  whether  he  was  to  leave 
the  sidings  before  or  after  the  overdue  passenger 
train,  and  as  to  what  signal  he  was  to  have  for  doing 
so. 

There  must  be  blame  attaching  to  the  signal  lamp 
inspector  for  putting  up  an  imperfect  lamp  in  phice 
of  one  reported  as  defective. 

This  accident  would  in  all  probability  have  not 
occurred  had  the  signal  arrangements  in  connexion 
with  these  sidings  been  carried  out  as  recommended 
in  the  following  requirement  of  the  Board  of  Trade, 
viz.,  "  that  the  junctions  between  the  main  line  and 

**  any  sidings which  are  employed  for  colliery 

"  or  other  purposes  should  be  protected  by  a  main 

**  signal  and  distant  signal  in  each  direction 

"  and  there  should  be  a  safety  switch  or  blind  siding 
**  interlocked  with  the  signals  to  protect  the  main 
"  line  ;••  and  I  would  strongly  reconmaend  the  carry- 
ing out  of  this  requirement,  not  only  at  Ladyburn  but 
at  all  similarly  situated  points  of  danger. 

I  have,  &c. 
The  Secretary  C.  S.  HuTcmNSON, 

{Railway  Department),  Lieut,- CoL  R.E. 

Board  of  Trade. 


A  copy  was  sent  to  the  company  on  the  16th  March. 
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CALEDONIAN  RAILWAY. 


Bectrd  of  Trade 
{Railway  Department)^ 

Sir,  1,  WkUekaii,  S.W^  24tk  Feb.  1870. 

In  compliance  with  tiie  instmctioDS  contained 
in  year  minute  of  the  28th  ult.,  I  have  the  honour  to 
report,  for  the  information  of  the  Board  of  Trade,  the 
result  of  mj  inqniiy  into  the  circnmstanees  attending 
a  collision  which  occurred  at  Greenloaning  station  on 
the  Caledonian  Bailway  on  the  18th  ult.,  between  a 
XNifisenger  train  and  a  goods  train. 

The  guard  of  the  passei^er  train,  who  had  his 
shoulder  dislocated,  is  ^e  only  person  who  is  returned 
as  having  been  injured. 

Greenloaning  is  a  roadside  staticm  between  Stirling 
and  Perth.  There  are  sidings  on  the  north  of  the 
station,  three  on  the  west  connected  with  the  down 
line,  and  one  cm  tiie  east  with  the  up  line.  There  is 
also  a  crossoTer  road  between  the  up  and  down  lines, 
and  the  ordinary  main  and  distant  signals,  the  up 
distant  signal  being  570  yards  from  the  up  main  sig- 
nal, and  risible  for  a  long  distance  by  approaching 
trains.  From  the  north  end  of  the  station  the  line 
faDs  towards  the  north  at  1  in  912  for  about  a  mile. 

On  the  morning  of  the  18th  January  the  weather  was 
foggy,  Utough  not  dens^  so,  as  objects  could  be  seen 
at  least  170  yards  oC  At  about  a  quarter  past  8  a.m. 
a  pick-op  goods  train,  consisting  of  engine  and  tender, 
25  loaded,  5  empty  waggons,  and  a  bieak  van  arrired 
at  Greenloaning  from  Buchanan  Street  station,  Glas- 
gow, on  its  way  to  Perth.  It  was  nearly  two  hours 
late  in  reaching  Greenloaning,  having  lost  time  at 
various  stations,  including  an  hoar's  detention  at 
GreenhiU  junction. 

The  train  had  left  filnbuck,  the  previous  station, 
at  8.5,  eight  minutes  befwe  the  down  limited  mail 
was  due  there.  According  to  Rule  134  of  the  Cale- 
donian ocMupany's  r^ulations,  which  states  that  ^'  no 
^*  goods,  catde,  or  mineral  train  is  to  start  from  a 
**  station  or  sicUng  unless  there  is  ample  time  for  it  to 
"  reach  the  next  station  or  siding,  so  as  to  be  shunted 
^  clear  of  the  main  line,  at  least  ten  minutes  before  a 
*'  passenger  train  is  dae,"  the  train  should  have  been 
detained  at  Kinbnck ;  and  this,  it  is  stated,  was  not 
don^  as  there  was  not  room  for  it  in  the  sidings  at 
that  station.  On  reaching  Greenloaning  at  8.16  (two 
minutes  before  the  mail  was  due),  the  train  was  at 
once  ordered  by  the  porter  on  duty  (the  station-master 
being  at  breakfiist),  to  shunt  on  to  the  up  line,  which 
was  accordingly  done  under  protection  of  the  signals, 
the  station^naster  coming  iMick  frcMu  breakfast  while 
the  train  was  backing  throogh  the  crossover  road  at 
about  8.20 ;  it  then  came  to  a  stand  on  the  up  line 
with  the  engine,  about  50  yards  south  of  the  main 
up  signal,  or  620  jards  south  of  the  up  distant  signaL 
llie  down  nudl  was  late,  and  did  not  pass  till  about 
8.33.  After  it  had  passed,  the  station-master  told  the 
driver  and  breaksman  of  the  goods  train  that  they  had 
better  get  across,  do  their  work,  and  follow  the  mail 
to  Blackford  (the  next  station).  To  this  they  (very 
properly,  as  I  think,)  objected,  as  a  North  British 
dofwn  train  was  due  to  pass  Ghneenloaning  at  8.25, 
and  might  be  now  expected  at  any  moment.  The 
station-master  replied  that  if  they  waited  they  would 
jam  the  8.15  up  train  from  Perth,  due  to  pass  at  8.46, 
but  that  he  would  go  and  ascertain  by  telegraph  where 
the  N<Hth  British  down  train  was.  He  found  out  that  it 
had  left  Stirling  at  8.20  (16  minutes  late),  and  would 
therefore  prob^ly  pass  at  8.41.  He  gave  this  informa- 
tion to  tbe  breaksman  at  about  8.41,  and  states  that 
after  doing  so  he  told  him  he  had  better  go  down  the 
line  and  protect  his  train,  in  case  the  8.15  up  train 
fr^m  PerUi  might  not  be  able  to  stop  in  time,  and  that 
the  breaksman  at  once  started.  (The  breaksman  denies 
that  the  station-master  told  him  to  go  and  protect  his 
train,  but  that  he  did  so  of  his  own  accord,  as  he  was 
beginning  to  feel  uneasy.  He  took  some  signab  with 
him,  and  had  gone  north  about  200  yards  when  he 


heard  the  passenger  tnan  coming.  The  engine  was 
reversed  as  it  passed  him,  and  Uie  tender  and  van 
breaks  were  a^)lled.  He  whistled  and  shouted  to 
attract  his  driver's  atteotion.) 

Some  further  converaaticm  then  occoned  with  the 
driver,  who  was  gating  uneasy  at  the  position  of 
affiurs,  and  the  station-master  UAd  him  there  were 
two  men  bade  witii  signals  (meaning  the  breaksman 
and  a  surfiKseman  who  had  followed  him).  Lnme- 
diatdy  alter  this  a  mouth  whisde  was  beard,  and  idso 
the  noise  of  the  apjwoaching  up  passenger  tiain^  i^on 
which  the  driver  ti  the  g<wds  train  (who  was  stand- 
ing en  the  up  platf<»m)  jumped  upon  his  engine 
Bad  commenced  setting  back.  He  had  moved  back- 
wards some  yards  when  the  cottision  occurred  at  8.47 
or  48.  It  was  not  very  violent,  the  extent  of  damage 
to  the  goods  «igine  hkng  the  cracking  of  its  boili^ 
beam  ;  <me  pair  of  whe^  of  the  third  waggmi  from 
^e  engine  was  knocked  off  the  rails,  but  this  was 
supposed  to  have  been  done  in  setting  back  bef<»e  the 
collision  occurred. 

The  passaiger  train  which  ran  into  the  goods  train 
was  the  8.15  ajn.  train  from  Perth  to  the  south,  and 
consisted  of  engine  and  tend^,  one  first-dass,  one 
composite,  two  second  class,  two  third-class  carriages, 
and  two  break  vans  with  a  guard  in  the  last  one ; 
eight  vehides  in  alL  The  driver  was  an  experienced 
man  of  20  years'  service.  The  train  started  punctually 
from  Perth,  but  left  Cri^  juncticm  (6^  miles  fit>m 
Greenloaning)  at  8.39,  two  minutes  late,  its  next 
stopping  place  being  Stirling.  The  driver  stated  as 
follows  : — **  The  nunning  was  very  foggy,  signals  not 
^  visible  more  than  10  or  12  yards  ofL  We  were 
**  approaching  Greenloaning  cautiously  on  account  of 
^  tlie  fog.  We  were  on  the  distant  signal  almost 
^  before  we  saw  it,  and  it  was  at  danger:  On  seeing 
**  it  so  I  conduded  that  there  was  an  obstruction 
**  between  it  and  the  station.  I  immediately  shut  off 
^  steam,  reversed,  put  it  on  again,  opened  both 
<<  sand  boxes^  and  got  my  tender  breEJcs  applied.  I 
**  whistled  for  the  guard's  breaks  as  soon  as  possible. 
**  The  wheels  had  b^un  to  revolve  the  contrary  way 
^'  before  the  collision.  Oar  speed  on  sighting  the 
**  distant  signal  was  30  miles  an  hour  or  better,  and 
^^  was  reduced  to  4  or  5  miles  an  hour  when  we 
**  struck."  The  only  injury  sustained  by  the  passen- 
ger train  was  the  breaking  of  the  buffer  plank  and 
bufiers  of  the  engine.  The  only  personal  injury  was 
to  the  guard,  who  had  his  shoulder  dislocated  as  he 
was  getting  an  extra  turn  at  his  break  handle.  The 
speed  must  have  been  considerably  greater  than  that 
admitted  by  the  driver  on  sighting  the  distant  signal  ; 
this  is  about  6^  miles  from  Cneff  junction,  and  as  the 
time  on  reaching  it  could  not  have  exceeded  8.48, 
nine  minutes  was  the  time  occupied  in  running  6^ 
miles,  or  an  average  (including  the  start  from  Crieff 
junction)  of  42  miles  an  hour ;  he  must  also  have 
greatly  exaggerated  the  density  of  the  fog,  judging 
from  the  other  evidence  upon  this  point. 

I  think,  therefore,  that  the  chief  blame  for  this 
acddent  must  lie  with  the  driver  of  the  passenger 
train  for  running  at  so  high  a  speed,  in  approaching  a 
station  on  a  foggy  morning,  that  he  was  unable  to 
stop  his  train  at  a  point  620  yards  inside  the  distant 
signal ;  and  the  signal,  I  believe,  he  could  see  from  150 
to  200  yards  before  reaching  it. 

I,  secondly,  blame  the  Greenloaning  station-master 
for  not  having  carried  out  the  instructions  conveyed 
in  Rules  47  and  49,  which  require  station-masters 
to  iinmediatdy  send  a  man  back  with  fog  signals  1,000 
yards  frx)m  any  engine  or  train  that  may  have  stopped 
at  his  station  during  a  fog.  It  is  true  that  he  may  have 
directed  the  breaksman  to  go  back,  and  also  a  platelayer, 
but  this  was  when  it  had  become  too  late  to  be  of  much 
probable  use.  In  excuse  for  his  conduct  he  pleaded, 
that,  not  having  a  copy  of  the  company's  regulations, 
he  was  not  aware  of  the  rule  relating  to  fog.     It  ap- 
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peared  that  he  had  been  station-master  at  Greenloaning 
since  Jnlj  hist,  having  been  for  15  months  previously 
at  the  Cidedonian  au£t  office  in  Glasgow,  before  that 
chief  goods  clerk  at  Forfar  for  18  months,  and  before 
that,  again,  a  station-master  on  the  Highland  line  over 
three  years.  From  his  having  been  in  the  company's 
service  before  he  came  to  Greenloaning,  the  super- 
intendent of  the  district  supposed  he  had  a  copy  of  the 
rules,  and  dired;ed  him  to  return  that  belonging  to  his 
predecessor,  which  he  did  without  mentioning  his 
having  none  himself.  On  four  different  occasions  he 
received  four  copies  of  new  rules,  to  bo  pasted  one  in 
each  copy  of  the  four  books  which  there  were  supposed 
to  be  at  (he  station,  and  on  each  occasion  returned  a 
receipt  stating  that  the  instructions  had  been  complied 
witih  though  there  were  actually  only  three  books  at 
the  station.  He  has,  therefore,  I  think,  only  himself 
to  blame  for  being  ignorant  of  the  rules  under  which 
he  should  have  acted ;  and  it  is,  to  my  mind,  a  grave 
oftnce  in  a  man  holding,  the  position  of  station-master 
to  remain  a  day  longer  than  he  can  help  it  without  a 
copy  of  his  company's  regulations. 


A  third  mistake  which  contributed  to  the  oocmw 
rence  of  the  accident  was  the  shunting  of  the  goods 
train  on  to  the  up  line,  instead  of  into  the  sidings 
leading  from  the  down  line.  Although  one  length  of 
siding  would  not  have  held  the  whole  of  the  train,  the 
time  occupied  in  putting  the  remainder  into  a  second 
siding  would  have  been  very  inconsiderable,  and  the 
advantage  gained  very  greats  It  is  much  to  be 
desired  that  the  sidings  should  be  lengthened  so  as  to 
make  them  long  enough  to  hold  entire  a  reasonably 
sized  goods  or  mineral  train. 

The  despatching  of  the  goods  train  from  Kinbuck 
a  short  time  in  m)nt  of  the  mail  was,  as  I  before 
remarked,  a  breach  of  Rule  134,  and  though  there 
may  have  been  no  room  for  it  in  the  Kinbuck  sidings, 
it  would  have  been  less  in  the  way  on  the  up  Ime 
there  than  at  Greenloaning. 

I  have,  &C. 
The  Secretary  C.  S.  Hutchinsoh, 

{RaUway  Department)^  Lieut.-  Col.  R.E. 

Board  of  Trade. 


A  copy  Vas  sent  to  the  company  on  the  21st  March. 


DUBLIN,  WICKLOW,  AND  WEXFORD  RAILWAY  (DUBLIN  AND  KINGSTOWN 

LINE). 


Railway  Department^ 

Sib.  Board  of  Trade,  7th  Feb.  1870. 

Is  compliance  with  the  instructions  contained 
in  your  minute  of  the  3rd  instant,  I  have  the  honor  to 
report,  for  the  information  of  the  Board  of  Trade,  the 
result  of  my  inquiry  into  the  circumstances  which 
attended  the  accident  that  occurred  on  the  31st  ult. 
at  the  entrance  to  Westland  Row  station  of  the  Dublin 
and  Kingstown  Railway. 

No  persons  were  hurt 

The  mail  train,  which  consisted  of  a  tank  engine, 
a  second-class  carriage,  and  a  mail  van,  coupled  in  the 
order  given,  left  Kingstown  pier  for  Dublin  at  6.3  p.m. 
on  the  day  in  question. 

The  Dublin  station  distant  signal,  which  is  about 
half  a  mile  outside  Westiand  Row,  had  been  lowered 
to  all  right  before  the  train  came  in  sight,  and  the 
driver  whistied  for  the  station  signal,  which  was 
lowered  at  once,  for  him  to  run  into  the  station. 

The  station  signal  is  about  220  yards  outside  the 
station,  and  the  signalman's  hut  is  close  to  the  signal 
post. 

The  Dublin  and  Kingstown  Railway  is  a  double  line, 
but  a  few  years  since  the  two  lines  of  rails  were  run 
together  at  a  spot  about  70  yards  on  the  Dublin  side 
of  the  signalman's  hut,  so  as  to  form  only  a  single 
line  for  a  distance  of  about  five  yards  ;  whence  thev 
again  diverge,  and  lead  to  the  platforms  at  the  "  up  ' 
and  "  down  "  sides  of  the  line. 

The  platform  at  the  down  side  of  the  railway  is 
used  for  all  up  and  down  local  trains,  and  for  the  up 
passenger  trains  running  from  the  mail  boats. 

The  platform  at  the  up  side  of  the  railway  is  used 
for  the  down  passenger  trains  running  to  the  mail 
boats  and  for  the  mail  trains. 

Westland  Row  station  is  very  confined  and  incon- 
venient for  the  large  traffic  that  is  worked  into  the 
station.  The  converging  of  the  two  lines,  as  well  as 
the  arrangements  adopted  for  working  the  traffic  to 
the  two  platforms,  have  been  adopted  for  greater  con- 
venience. 

The  mail  train  ran  past  the  signalman's  hut  at  a 
speed  which  the  driver  estimated  at  6  to  7  miles  an 
hour,  and  as  the  engine  came  to  the  points  where  the 
single  line  diverges  to  the  up  and  down  line  platforms 
the  engine  left  the  rails.  Steam  was  shut  off  at  the 
time,  imd  the  breaks  were  applied  to  the  engine  just 


before  it  reached  the  points,  so  that  it  was  brought  to 
a  stand  about  33  yards  beyond  the  place  where  it  Idl 
the  rails.  The  two  carriages  remained  on  the  rails 
leading  to  the  platform  at  the  up  side  of  the  railway, 
where  they  were  intended  to  go. 

After  the  accident  it  was  found  that  the  right-hand 
point  stood  about  one  eighth  to  three  sixteenths  from 
the  stock  raiL 

The  engine,  which  was  about  18  ft.  2  in.  long,  and 
about  10  fL  7  in  the  wheel  base,  weighs  about  25 
tons.  The  leading  wheels  are  4  ft.  diameter,  the  driving 
wheels  5  ft  diameter,  and  the  trailing  wheels  3  ft. 
diameter. 

The  breaks  being  applied  to  the  driving  and  trail- 
ing wheels  just  before  the  engine  reached  the  &cing 
points  would  prevent  it  taking  the  reverse  curve 
made  by  the  two  crossover  roads,  as  easily  as  if  it 
was  running  free,  and  the  off  leading  wheel  of  the 
engine  appears  to  have  got  in  between  the  right-hand 
l)oint  and  the  stock  rail,  and  then  the  engine  left  the 
rails. 

One  of  the  connecting  rods  was  found  broken  after 
the  accident,  but  this  was  no  doubt  done  by  the  off 
wheels  of  the  engine  getting  at  the  wrong  side  of  the 
point. 

It  is  certain  that  the  pointsman  had  placed  the 
pdtnts  in  the  proper  position  before  the  train  arrived ; 
whether  they  were  pressed  hard  home  while  the  train 
was  passmg  is  doubtful.  The  defect  in  the  points  may 
have  existed  before  the  train  arrived,  or  have  been 
caused  by  the  accident. 

The  points  are  about  75  yards  from  the  place  where 
the  pointsman  that  works  them  is  placed.  I  would 
recommend  that  the  pointsman  be  brought  close  to 
the  points,  and  that  all  the  points  and  signals  con- 
nected with  the  passenger  lines  be  arranged  on  the 
locking  principle,  and  that  signals  be  supplied  for  each 
road  connected  with  the  passenger  lines. 

I  would  also  suggest  that  &e  pointsman  should 
receive  some  distinct  signal  from  the  station  platform 
to  show  that  the  lines  are  clear,  before  he  admits  a 
train. 

At  present  he  trusts  to  his  own  sight  both  by  day 
and  night,  to  see  (into  a  low  dark  station,  which  is 
more  than  200  yards  from  him,)  whether  the  lines  are 
dear  for  the  trains.  His  view  of  the  up-line  plat- 
form may  be  impeded  by  carriages  on  an  intermediate 
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line  of  rails,  and  the  view  is  most  indistinct  at  the 
best  of  times. 

The  pointsman  has  been  26  years  at  his  present 
X>06t,  and  deserves  much  credit  for  the  manner  in 
which  he  has  performed  his  duty. 

Westland  Row  station  is  capable  of  much  improve- 
ment, but  when  all  that  can  be  done  is  accomplished. 


it  will  stiU  remain  very  inadequate  to  the  large  traffic 
that  is  done  there  • 


The  Secretaryy 
Board  of  Trade f 

Railway  Department. 


A  copy  was  sent  to  the  company  on  the  26th  Februaiy, 


I  have,  &c 

F.  H.  Rich, 
Lteut.'Coi.  R.E. 


GLASGOW  AND  PAISLEY  JOINT  RAILWAY. 


Board  of  TVade 
{Railway  Department^ 
Sir,  1,  WhUehall,  S.W.,  22  Feb.  1870. 

In  compliance  with  the  instructions  contaiued 
in  your  minute  of  the  19th  ult.,  I  have  the  honour  to 
report,  for  the  information  of  the  Board  of  Trade,  the 
result  of  my  inquiry  into  the  circumstances  attending 
a  collision  which  occurred  at  Shiels  Junction  on  the 
Glasgow  and  Paisley  joint  line  on  the  12th  ult., 
between  a  passenger  train  and  a  train  of  empty  car- 
riages. 

No  passengers  are  returned  as  having  been  injured. 

The  Glasgow  and  Paisley  joint  line  is  worked  upon 
the  absolute  block  telegraph  system,  Shiels  Junction 
being  one  of  the  block  stations,  and  the  stations  east 
and  west  of  it  being  Pollokshiels  and  Ibrox.  Close 
under  the  junction  cabin  a  Caledonian  branch  line 
joins  the  main  line,  which  branch  line  is  not  worked 
on  the  block  system. 

There  is  a  cross-over  readjust  to  the  westward  of  the 
cabin,  and  there  are  sidings  both  north  and  south  of 
the  main  lines,  the  former  entering  the  up  line  to 
Glasgow  dose  to  the  cabin,  and  the  latter  having  two 
connexions  with  the  down  line,  one  100  yards  and 
the  other  500  yards  west  of  the  cabin.  The  points 
and  down  signals  are  all  interlocked,  with  the  excep- 
tion of  the  points  at  the  distant  connexion  of  the  south 
sidings,  which  are  worked  by  loose  levers  on  the 
ground. 

One  principal  use  of  the  south  sidings  is  to  store 
empty  carriages  in  readiness  for  the  making  up  of 
trains  at  Bridge  Street  station,  where  the  accommoda- 
tion is  very  limited.  The  following  rule  with  reference 
to  the  working  at  these  sidings  was  issued  on  the  1st 
January  1868: — ^**  The  station-master  at  Bridge  Street 
will  i4)point  a  man  to  take  charge  of  any  carriages  going 
to  or  coming  from  the  new  sidings  at  Shiels  Junction. 
The  man  so  appointed  will  on  no  account  bring  car- 
riages out  of  the  sidings  on  to  the  main  line  without 
having  the  spoken  permission  of  the  Shiels  Junction 
pointsman  on  duty  at  the  time,  and  the  pointsman  will 
protect  the  carriages  by  keeping  his  signals  at  danger 
when  such  shunting  is  going  on." 

At  5.39  p.m.  on  the  12th  idt.  an  empty  engine  arriveil 
at  Shiels  Junction  from  Bridge  Street  station,  to  take 
back  a  train  of  empty  carriages  from  the  south  sidings. 
One  of  the  shunters  (two  having  accompanied  the 
engine)  went  into  the  signal  cabin,  and  obtained  the 
signalman^s  permission  to  go  down  to  the  sidings  and 
return  with  the  empty  carriages  back  (necessarily  on 
the  down  or  wrong  road)  as  tar  as  the  points  of  the 
cross-over  road,  t.  ^.,  about  50  yards  west  of  the  box, 
the  signalman  intending  to  let  nothing  pass  on  the 
down  road  till  the  empty  carriage  train  had  returned 
and  got  through  the  crossing.  A  down  goods  train 
was  at  this  time  shunted  on  the  up  line,  waiting  till  a 
down  train  from  the  Caledonian  branch  had  passed 
the  Junction  and  cleared  Ibrox,  and  the  shunter's 
instructions  from  the  signalman  were  that  he  should 
follow  this  goods  train  as  quickly  as  possible.  The 
goods  train  got  away  at  5.56,  the  empty  engine  fol- 
lowing in  its  wake,  the  whole  being  considered  by  the 
Shiels  Junction  signalman  as  one  train  for  block  tele- 
graph purposes,  and  signalled  forward  as  such.  The 
signalman  at  Ibrox  knew,  therefore,  nothing  of  the 
shunting  operation  going  on  between  him  and  Shiels 


Junction,  and  gave  **line  clear'*  as  soon  as  the  goods 
train  had  passed  his  cabin.  The  empty  engine  reached 
the  sidings,  had  13  empty  carriages  attached  to  it, 
brought  them  out  on  to  the  main  down  line,  and  at 
once  pushed  them  back  as  far  as  the  crossing,  the  head 
shunter  being  on  the  roof  of  the  carriage  furthest  from 
the  engine  and  nearest  to  Glasgow.  The  train  re- 
mained at  the  points  a  short  time,  the  signalman  taking 
no  notice  of  it,  but  as  the  up  main  signal  was  lowered 
for  a  train  approaching  from  Ibrox,  for  the  passing  of 
which  the  empty  carriage  train  would  have  to  wait, 
there  was  nothing  unusual  in  this.  Suddenly,  however, 
the  down  main  signal,  which  had  been  at  danger  when 
the  train  came  up  to  the  points,  fell  to  caution.  Upon 
this  the  head  shunter,  knowing  something  must  be 
wrong,  jumped  off  the  carriage,  and  ran  towards  the 
junction,  waving  his  red  lamp  towards  the  engine  of  a 
train  which  he  saw  approaching.  The  driver  also 
caught  sight  of  the  train,  and  thinking  it  was  coming 
too  fast  to  stop,  at  once  got  his  engine  into  backward 
motion,  and  thinks  he  had  attained  a  speed  of  about 
six  miles  an  hour  when  the  collision  occurred  at  about 
5  minutes  past  6.  The  three  empty  carriages  at  the 
Glasgow  end  of  the  train  were  knocked  off  the  rails, 
and  almost  destroyed,  and  the  shock  was  also  severely 
felt  on  the  engine. 

The  other  train  was  the  6  o'clock  Caledonian  train 
from  Glasgow  to  Greenock,  timed  to  stop  first  at  Paisley, 
being  allowed  15  minutes  for  running  the  seven  miles. 
It  consisted  of  10  vehicles,  including  two  break  com- 
partments, in  each  of  which  was  a  guard.  On  fii*st 
sighting  the  down  distant  signal  from  Shiels  Junction 
(which  is  visible  about  100  yards  before  reaching 
Pollokshiels  station),  the  driver  states  that  it  was  at 
danger,  but  that  it  was  turned  off  on  his  whistling. 
The  main  signal  (about  500  yards  from  the  distant 
signal)  was  clear  when  he  sighted  it,  and  he  was 
running  on  at  his  usual  speed,  when  close  to  the  signal 
box  he  caught  sight  at  the  same  time  of  a  red  light 
from  a  hand  lamp  and  the  train  of  empty  carriages, 
upon  which  he  saw  no  light.  He  at  once  shut  off 
steam,  ami  believes  he  reversed,  but  had  not  time  to 
get  his  break  fuUy  applied  when  the  collision  occurred. 
The  buffers,  buffer  beom,  smoke  box,  and  funnel  of  his 
engine  were  injured,  and  a  pair  of  carriage  wheels  got 
under  the  buffer  beam.  This  appears  to  have  been  the 
extent  of  the  damage  done. 

This  accident  was  caused  by  the  signalman  for- 
getting the  fact  of  his  having  given  permission  for  a 
train  of  empty  carriages  to  stand  on  the  down  line,  and 
then,  while  it  was  there,  lowering  his  down  line  signals 
for  an  approaching  passenger  train.  He  has  served 
5;J^  years  as  signcJman,  the  lost  three  of  which  have 
been  spent  at  Shiels  Junction,  and  had  come  on  duty  at 
4  p.m.  on  the  12th  ult.,  to  remain  until  six  next  morn- 
ing. He  frankly  acknowledged  his  mistake,  both  at 
the  time  of  the  accident  and  afterwards,  when  I  exa- 
mined him.  He  appeared  a  very  intelligent  man,  and 
his  mistake  was  one  to  which  all  human  agency  must 
at  times  be  liable. 

It  is,  however,  highly  probable  that  this  mistake 
would  not  have  occurred  had  the  conti'ol  of  the  south 
sidings  been  in  the  hands  of  the  signalman  by  their 
having  been  furnished  with  a  siding  signal  and  blind 
siding  worked  by  interlocked  levers  in  the  cabin. 
He  would  in  this  case  have  had  to  perform  several 
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operations  while  the  ehanting  was  goiBg  forward, 
would  have  been  unable  to  lower  his.  main  down  signals 
until  it  was  completed,  and  would  have  been  much 
less  likely  to  have  forgotten  the  fact  of  the  train 
standing  on  the  down  line.  As  certain  changes  are 
likely  to  be  shortly  made  in  the  arrangements  of  this 
part  of  the  line,  the  committee  may  not  think  it  worth 
while  to  make  the  alterations  to  which  I  have  alluded; 
but  should  anything  occur*  to  prevent  these  changes, 


I  would  strcmgly  recommend  the  carrying  out  of  the 
above  suggestions. 

There  appears  to  have  been  a  breach  of  rule  75  of 
the  committee's  [regulations  in  there  having  been  no 
lamp  on  the  1st  carriage  of  the  empty  train. 

I  have,  &C., 
The  Seoretary,  C.  S,  Hutchinson, 

}gRailway  DepitrtmerU^  Lievt.-CoL  R,E^ 

Board  of  Trade. 


A  copy  was  sent  to  the  committee  on  the  16  th  March, 


LONDON  AND  NORTH-WESTERN  RAILWAY. 


Sir, 


Naas^  24  January  1870. 
In  compliance  with  the  instructions  contained 
in  your  minute  of  the  12th  inst,,  I  have  the  honour  to 
report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  my  inquiry  into  the  circumstances  which 
attended  the  collision  that  occurred  on  the  8th  inst. 
at  Kenyon  junction  on  the  London  and  North-western 
Railway. 

Five  passengers  are  reported  to  have  been  slightly 
cut  and  bruised. 

On  the  day  named,  a  passenger  train,  which  con- 
sisted of  an  engine  and  tender,  seven  passenger  car- 
riages, and  a  guards  van,  left  Liverpool  at  3.2  p.m.  for 
Manchester.  The  train  was  two  minutes  late  in 
leaving  Liverpool,  and  was  about  10  minutes  late  at 
Newton  Bridge. 

The  signals  at  Kenyon  junction  were  at  all  right, 
as  the  train  approached  that  junction,  about  10  minutes 
after  its  proper  time.  Just  before  the  train  reached 
the  junction,  a  goods  train  ran  out  from  the  sidings 
at  Kenyon  junction  on  to  the  line  on  which  the  pas- 
senger train  was  travelling. 

The  driver  of  the  passenger  train,  who  had  already 
slackened  the  speed  of  his  train  to  10  or  12  miles  an 
hour,  so  as  to  pull  up  at  Kenyon  station,  which  is 
^bout  160  yards  beyond  the  junction,  reversed  his 
engine,  applied  his  tender  break,  and  whisded  for  the 
guards  break,  but  he  could  not  stop  his  train,  which 
Tan  into  the  goods  train.  None  of  the  passenger  car- 
riages were  thrown  oflf  the  rails  or  injured,  but  the 
engine  of  this  train  had  its  buffers  broken,  and  the  sand 
box  was  injured.  The  engine  remained  on  the  rails. 
The  guard  of  this  train  succeeded  in  getting  his  break 
hard  on  before  the  collision.  He  was  not  hurt.  The 
driver  and  fireman  remained  on  the  engine,  and  were 
not  hurt. 

The  goods  ti'ain  which  was  in  the  way  of  the 
passenger  train  had  come  from  Atherton.  It  con- 
sisted of  an  engine  and  tender,  24  waggons,  and  a 
break  van.  Some  shunting  was  to  be^done  at  Kenyon, 
and  it  went  into  the  sidings  at  the  north  side  of  the 
yard  for  that  purpose.  At  the  time  of  the  acci- 
dent the  driver  was  pushing  some  waggons  in  front 
of  his  engine,  with  the  intention  of  running  into  a 
siding  cidled  the  long  siding,  which  is  opposite  to 
Kenyon  junction  hut,  and  can  be  reached  from  the 
sidings  at  the  north  side  of  the  yard  without  fouling 
the  main  lines.  Kenyon  junction  is  provided  with  the 
ordinary  junction  signals,  and  the  sidings  at  the  north 
side  of  the  yard  are  controlled  by  a  semaphore  signal, 
which  is  worked  from  the  junction  hut.  The  points 
and  signals  connected  with  the  junction  and  sidings  are 
ari-anged  on  the  locking  principle.  It  appears  that 
goods  trains,  when  placed  in  the  sidings  at  Kenyon 


junction,  have  been  shunted  in  the  sidings  by  the 
shunters  without  reference  to  the  signalman  at  Kenyon 
junction.  The  trains  have  usually  gone  into  the 
sidings  by  the  cross-over  road  near  Kienyon  junction, 
and  the  signalman  at  that  junction,  when  he  has  sent 
the  trains  into  the  sidings,  has  turned  the  points  so 
that  the  trains  could  not  return  on  to  the  main  line 
without  his  sanction.  The  trains,  when  thus  made  safe 
from  interfering  with  the  passenger  lines,  have  been 
shunted  as  required  without  directions  from  the 
junction  signalman. 

On  the  day  in  question  the  goods  train  had  got 
into  the  Kenyon  sidings  at'the  Bolton  end  of  the  yard, 
without  running  up  to  Kenyon  junction,  and  the 
signalman  at  the  junction  had  not  closed  the  siding 
points,  which  in  their  normal  position  lay  open  for 
the  main  line.  The  driver  of  the  goods  train  got  no 
permission  to  pass  in  front  of  the  junction  hut  and 
run  into  the  long  siding. 

The  siding  signal  was  against  him,  but  he  stated 
that  he  thought  that  while  this  siding  signal  was 
against  him  he  could  not  run  out  on  to  the  main  line, 
and  that  he  would  pass  into  the  long  siding.  One  of 
the  trucks  in  front  of  his  engine  was  loaded  with 
cotton,  so  that  he  could  not  see  how  the  points  lav. 
They  were  open  for  the  main  line,  and  the  goods 
waggons  were  pushed  forward  in  the  front  of  the 
passenger  train.  The  driver  of  the  goods  train  reversed 
and  put  back  as  soon  as  he  noticed  that  the  waggons 
were  running  on  to  the  main  line  instead  of  into  the 
long  siding,  where  he  wished  to  go,  but  he  could  not 
get  clear  in  time,  and  the  passenger  engine  struck  the 
waggon  which  was  the  third  in  front  of  the  goods 
engine.  This  waggon  was  broken  up,  and  thrown  on 
its  side ;  one  other  waggon  in  front  of  the  goods  engine, 
and  one  behind  the  goods  engine,  were  thrown  off  the 
rails.  The  goods  engine  was  slightly  damaged,  and 
a  few  chairs  of  the  permanent  way  were  broken. 

The  accident  was  caused  hy  the  driver  of  the  goods 
train  endeavouring  to  shunt  his  train  into  sidings, 
connected  with  Kenyon  junction,  without  permission 
from  the  signalman  on  duty.  The  driver  has  been 
dismissed  from  the  company's  service. 

I  recommend  that  the  normal  state  of  the  points 
which  connect  Kenyon  sidings  with  the  main  line  be 
reversed,  and  arranged  to  lay  open  for  the  long  siding 
and  closed  against  tibe  main  line,  so  that  no  trains  can 
come  out  of  the  sidings  until  the  signalman  has  moved 
the  points  and  lowered  the  siding  signaL 

I  am  &C., 

F.  H.  Rich, 
The  Secretary,  Lieut.  Col.  R.  E. 

Board  of  Trade, 

Railway  Department. 


A  copy  was  sent  to  the  company  on  the  16th  February. 
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LONDON  AND  NORTH-WESTERN  RAILWAY. 


Board  oj  Trade, 
SiE,  12th  February  1870. 

In  compliance  with  the  histnictions  contained 
in  jonr  minute  of  the  20th  January  1870,  I  have  the 
bononr  to  report,  for  the  information  of  the  Board  of 
Trade,  the  result  of  my  inquiry  into  the  circumstances 
which  attended  the  accident  that  occurred  on  the  1 8th 
January  last,  at  Leamington  junction  on  the  London 
aid  North*westem  Railway. 

Two  passengers  are  reported  to  have  been  slightly 
bruised. 

Leamington  junction  is  about  half  a  mile  to  the 
north  of  Rugby  station.  The  junction  may  be  con- 
aidered  the  north  end  of  the  Rugby  goods  yard. 

On  the  day  in  question  a  train,  which  consisted  of 
an  engine  and  tender,  a  guard's  van  with  a  guard,  two 
composites,  a  third-ckss  carriage,  two  covered  goods 
waggons,  and  a  guard's  van  with  another  guard  at  the 
tail  of  the  train,  left  Rugby  for  Liverpool  at  10.7  a.m. 
(The  train  was  three  minutes  late.)  The  carriages 
were  coupled  in  the  order  given. 

The  signab  at  Leamington  junction  were  '<  all  right " 
for  the  train  to  pass,  and  it  approached  the  junction 
at  a  speed  of  about  14  or  15  miles  an  hour. 

As  soon  as  the  engine  arrived  at  the  facing  points 
by  which  the  branch  line  to  Leamington  is  connected 
with  the  Trent  Valley  line,  the  engine,  tender,  two 
composite,  and  a  third-class  carriage  led  the  rails. 

The  engine  driver  shut  off  steam  and  reversed  his 
engine  at  once,  and  then  jumped  off.  The  iircman 
remained  on  the  engine,  but  could  not  get  his  break 
on.  The  guard  in  the  front  van  put  his  break  on,  and 
the  train  came  to  a  stand  when  the  engine  got  about 
70  yards  to  the  north  of  the  junction  points.  The 
three  last  vehicles  of  the  train  remained  on  the  rails 
(I  believe  the  Leamington  branch) ;  but  tlie  evidence 
was  conflicting  as  to  whether  these  vehicles  remained 
on  the  branch  or  the  main  line  rails.  The  engine 
and  carriages  that  left  the  rails  came  to  a  stand  on 
their  wheels,  in  a  zigzag  position,  between  the  rails  of 
the  Leamington  branch  and  in  the  interval  between 
the  branch  and  the  main  line.  None  of  the  couplings 
gave  way.  The  buffer  rod  of  the  front  break  van 
was  bent,  and  the  axle  of  one  of  the  carriages  was  also 
bent.  Very  little  injury  was  done  to  the  permanent 
way.  The  nght  hand  point  showed  the  marks  of 
having  been  heavily  struck  and  was  bent,  and  the  left 
hand  point  had  also  received  a  heavy  blow.  After 
the  accident,  the  connecting  rod  which  works  the 
points  was  found  to  be  broken  in  two,  close  outside 
the  stock  rail,  but  this  was  not  discovered  until  the 
points  had  had  much  force  applied  to  them  to  re-adjust 
them.  The  points  and  signals  at  Leamington  junction 
are  arranged  on  the  locking  principle. 

The  signalman's  hut,  from  which  they  are  worked, 
is  about  65  yards  nearer  to  Rugby  station  than  the 
junction  points.  When  I  examined  the  locking  gear 
yesterday  I  found  it  to  be  defective.  The  main  down 
line  signal  (which  was  lowered  for  the  train  that  met 
with  the  accident)  could  be  lowei*ed  when  the  lower 
handle  that  works  the  points  was  half-way  between 


the  two  slots,  and  the  points  stood  half  open  and  in 
an  imperfect  state  for  trains  proceeding  either  towards 
Leamington  or  towards  LiverpooL  I  was  infoimcd 
that  although  this  locking  gear  was  found  to  be  im- 
perfect immediately  after  the  accident,  the  imperfection 
was  not  so  remarkable  as  when  I  examined  it.  The 
signalman  on  duty  stated  that  he  was  not  aware  of  the 
imperfection,  and  that  he  is  certain  that  he  had  pushed 
the  lever  handle  well  over  into  the  slot  before  he 
lowered  the  signal  for  the  train  to  Liverpool.  This 
signalman  had  passed  two  trains  on  the  main  line  and 
one  towards  Leamington  on  the  same  morning,  between 
6  a.m.,  when  he  came  on  duty,  and  the  time  of  the 
accident.  He  is  an  experienced  man,  and  has  been 
13  years  a  signalman  in  the  London  and  North-western 
Company's  service,  and  8  years  of  that  time  at  the 
Leamington  junction.  The  locking  apparatus  has 
been  introduced  at  that  junction  about  six  months. 

The  accident  may  have  happened  from  any  one  of 
the  following  causes  :  The  breaking  of  the  connecting 
rod  that  works  the  points  ;  the  neglect  of  the  signal- 
man on  duty  in  not  pushing  the  lever  handle  that 
works  the  points  well  home  into  the  slot  after  he  had 
passed  the  previous  train  towai*ds  Leamington,  and  the 
defect  in  the  locking  gear,  which  allowed  him  to  lower 
the  signal  for  the  Liverpool  train  when  the  points 
may  not  have  been  in  their  proper  places ;  or,  lastly, 
a  piece  of  coal  or  other  impediment  having  fallen 
between  the  points  and  prevented  their  being  shut 
home. 

The  length  of  the  connecting  rods  between  the 
signalman's  hut  and  the  points  would  allow  this  last 
to  happen,  without  the  signalman  being  aware  of  it, 
by  the  working  of  the  lever. 

I  am  inclined  to  attribute  the  accident  to  the  first 
of  the  above  causes,  in  which  case  the  connecting  rod 
was  probably  seriously  injured  by  some  train  forcing 
itself  through  the  points,  in  the  reverse  direction, 
when  shunting  while  the  points  were  closed.  This 
might  have  occurred  many  hoiurs  before  the  accident 
happened,  and  the  connecting  rod,  although  broken 
close  to  the  goose  neck,  might  not  have  parted  into 
two  pieces  till  the  points  were  pulled  for  the  Liver- 
pool train  which  left  Rugby  at  10.7  a.m. 

It  is  most  desirable  that  a  locking  block  should  be 
attached  to  the  points,  in  addition  to  the  mechanical 
locking,  by  the  motion  of  the  signal  that  takes  place 
in  the  signalman's  hut.  Such  an  addition  would  not 
only  fix  the  points  firmly  in  their  places  for  the  trains 
running  through  them,  but  it  would  act  as  a  tell-tale 
if  any  derangement  took  place  in  the  gear  which 
connects  the  points  with  the  signal  hut. 

A  model  of  a  simple  arrangement  of  this  kind  was 
exhibited  at  the  Civil  Engineers'  Institute  last  Tues- 
day. 

1  have,  &c., 
F.  H.  Rich, 
The  Secretary,  Lieut.- CoL  B.E. 

Railway  Department, 
Board  of  Trade. 


A  copy  was  sent  to  the  company  on  the  5th  March. 


METROPOLITAN  RAILWAY  (ST.  JOHN'S  WOOD  LINE). 


Board  of  Trade 
{Bailway  JJepartment), 
Sir,  Whitehall,  4th  Feb.  1 870. 

In  compliance  with  the  insUnctions  contained 
in  your  minute  of  the  2nd  instant,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  my  inquiry  into  the  circumstances  which 
attended  the  accident  that  occurred  on  the  29th  Janu- 


ary, near  the  Baker  Street  station,  on  the  St.  John's 
Wood  section  of  the  Metropolitan  Railway. 

The  down  passenger  platform  for  the  St.  John's 
Wood  Railway  at  the  Baker  Street  station,  is  used 
both  for  up  and  down  trains  ;  and  there  is  on  the 
north  of  it  a  siding  (named  No.  4  siding)  53  yards 
long,  which  is  used  as  an  engine  siding,  and  which  is 
shown  in  the  accompanying  diagram.    The  one  shift- 
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ing  facing  point  by  which  this  siding  is  connected 
with  the  main  line,  is  22  yards  to  the  north  of,  and 
from  the  end  of,  the  above  platform  ;  and  is  worked, 
as  well  as  the  other  points  and  signals,  from  a  signal 
cabin  75  yards  from  the  platform,  and  53  yanls  from 
it.  The  signal-cabin  is  provided  with  locking  ap- 
paratus by  Messrs.  Saxby  and  Farmer,  and  the  above 
fiicing  point  interlocks  with  the  staiting  signal  and 
with  a  siding  sigaaL  The  main  lino  starting  signal 
cannot  be  lowered  to  caution  for  a  train  to  leave  Baker 
Street  for  St.  John*s  Wood,  unless  the  point  has  first 
been  set  right  for  the  main  line ;  and  when  the  start- 
ing signal  is  so  lowered  the  point  is  locked,  so  as  to 
be  right  for  the  main  line.  The  starting  signal  is 
under  the  roof  of  the  passenger  shed,  and  at  the  north 
of  the  platform. 

On  the  29th  ultimo,  the  4.37  p.m.  train  from  Baker 
Street  was  started  by  the  guard  at  4.39  p.m.  for  St. 
John's  Wood  in  the  usual  manner.  The  guard,  after 
seeing  the  starting  signal  lowered  for  it  to  start,  had, 
however,  given  the  engine-driver  the  ordinary  notice 
with  his  green  flag,  when  a  passenger,  arriving  at  the 
last  moment,  was  allowed  to  get  into  a  first-class  car- 
riage. There  were  on  the  engine,  the  engine-driver, 
the  fireman,  and  a  pilot-man  who  accompanies  every 
train  for  the  purpose  of  securing  safety  on  the  single 
line  ;^  and  they  all  observ^ed  that  the  signal  was  at 
"  caution  "  when  the  engine  passed  it,  after  the  train 
had  started.  The  engine  stood  about  10  yards  from 
the  signal  (which  is,  as  already  stated,  at  the  north- 
west corner  of  the  passenger  shed)  when  the  train 
started,  and  these  men  noticed  it  particularly  for  two 
reasons.  They  looked  at  it  twice,  in  consequence 
of  the  check  which  they  received  at  starting,  while  the 
extra  passenger  was  admitted  into  the  first-class  car- 
riage ;  and  they  noticed  that  the  porter  was  lighting 
the  lamp  attached  to  the  signal-post. 

The  train  consisted  of  a  tank-engine,  and  a  third- 
class,  a  first-class,  and  a  second-class  carriages,  of 
which  the  first  and  third  in  the  train  were  break 
carriages.  The  breaksman,  who  rode  in  the  third- 
class  carriage  next  behind  the  engine,  saw  the  start- 
ing signal  lowered  to  caution  a  minute  and  a  half  to 
two  minutes  before  he  passed  it ;  and  he  saw  that  it 
was  still  at  caution  when  he  passed  it  in  his  break 
carriage.  The  guard,  who  rode  in  the  second-class 
carriage  at  the  tail  of  the  ti*ain,  noticed  the  starting 
signal  when  it  was  lowered  to  caution,  two  minutes 
before  he  started  the  train,  and  again  &s  he  got  into 
his  break  compartment,  when  the  train  had  partly 
moved  out  of  the  station.  But  none  of  these  men 
saw  the  signal  turned  to  danger  ;  the  porter  who  was 
lighting  the  lamp  on  the  signal-post  left  the  north 
for  the  south  of  the  station  just  before  the  train 
started  ;  and  no  pei*son  in  the  station  or  on  the  train 
appears  to  have  seen  the  signal  turned  again  to  danger. 
The  engine-driver  did  not  notice  anything  peculiar 
as  he  pas^  through  the  facing  point  of  the  engine 
siding  after  he  started  from  the  B^er  Street  platform, 
and  he  had  been  unable  to  see  the  point  as  he  ap- 
proached it ;  but  when  he  had  travelled  forward  for 
about  30  yards,  he  then  found,  by  the  position  of  the 
water-crane  and  the  coke-stage,  that  he  was  running 
into  tlie  siding  in  place  of  travelling  along  the  main 
line.  He  shut  off  his  steam  and  reversed  his  engine, 
and  he  had  no  sooner  done  so  than  his  engine  came 
into  collision  with  a  wall  at  the  end  of  the  siding, 
75  yards  from  the  passenger  platform. 

The  corner^  of  the  leading  buffer-plank  and  a  trail- 
ing buffer-casting  of  the  engine  were  broken,  but  it 
did  not  leave  the  rails ;  several  buffer-castings  were 
also  broken  on  the  carriages,  and  the  leading  wheels 
of  the  third-class  break-carriage  next  behind  the 
engine  left  the  rails ;  but  the  bodies  of  the  carriages 
were  not  damaged.  Out  of  about  100  passengers  who 
were  riding  in  the  train,  eight  have  complained  of 
injury. 


The  guard  on  the  last  carriage  happened  to  be 
looking  out  at  the  off*  side  of  the  train,  and  to  notice 
that  the  engine  passed  in  the  wrong  direction  over  the 
point ;  and  he  began  to  apply  his  break,  but  had  not 
time  to  do  so  before  it  was  brought  to  a  stand.  The 
breaksman  also  observed  that  the  engine  was  running 
into  the  siding  when  it  was  a  f^w  yards  from  a 
water  crane,  15  yards  from  the  north  end  of  the 
siding;  but  he  was  knocked  down  in  his  compartment 
almost  as  quickly  as  he  could  seize  hold  of  the  break- 
handle. 

The  signalman  who  was  on  duty  in  the  signal 
cabin  had  conmienced  work  at  3  p.m.,  about  an  hour  ". 
and  a  half  before  the  accident  He  was  an  experienced 
man  of  good  character.  He  had  been  in  the  service 
of  the  Metropolitan  Railway  Company  from  the  11th 
April  1867,  and  had  worked  as  a  signalman  from  the 
13th  April  1868,  at  the  Portland  Road,  the  Marl- 
borough Road,  and  the  Baker  Street  stations,  having 
been  at]  Baker  Street  from  the  1st  May  1869.  No 
previous  complaint  of  any  sort  had  been  made  against 
him. 

When  first  examined  after  the  accident  by  the 
general  manager  of  the  railway,  he  stated  that, 
having  left  the  point-lever  out  of  the  notch  in  the 
segment,  and  a  short  distance  from  the  notch,  he  sup- 
posed that  the  jar  of  the  train,  as  it  passed  over  the 
point,  must  have  caused  the  lever  to  fly  over.  But 
after  full  consideration,  ho  believes  now  that,  not 
having  placed  the  point-lever  in  the  notch  in  the  first 
instance,  he  went  towards  it  after  the  train  had 8tai*ted, 
and  after  he  had  returned  his  signal  to  danger,  with 
the  intention  of  pushing  the  lever,  for  greater  security, 
into  the  notch  ;  and  he  is  under  the  impression  that 
on  seizing  hold  of  the  lever  he  pulled  it  forward  to 
the  front  notch,  so  as  to  make  the  point  right  for  the 
siding,  in  place  of  pushing  it  back  into  the  hind  notch  ; 
and  that  he  did  this,  without  knowing  it,  in  a  moment 
of  hurry  and  forgetfulness. 

The  evidence  of  the  inspector  who  saw  this  signal- 
man after  the  accident  goes  to  prove  that  he  was 
perfectly  sober ;  and  it  is  obvious  that  the  accident 
has  been  caused  by  his  having  pulled  over  the  point 
lever  aft€r  the  train  started  from  the  platform,  after 
the  engine  had  passed  the  starting  signal,  and  just  as 
the  engine  approached  the  facing  point.  If  the 
signalman  had  left  the  point  lever  alone,  even  though 
the  point  lever  was  not  actually  in  the  front  notch, 
no  accident  would  have  occurred  ;  and  there  only 
having  been  one  moveable  point,  which  was  connected 
with  Sie  off  rail,  if  the  lever  had  been  pulled  half-way 
over,  the  train  would  still  have  passed  safely  along  the 
main  line.  Although  the  starting  signid  could  be 
lowered,  in  consequence  of  wear  and  tear  in  the  ap- 
paratus, when  the  point-lever  was  on  the  verge  of  the 
notch  without  being  actually  in  it,  yet  the  point  was 
equally  well  locked  by  the  signal  in  that  position,  and 
the  point-lever  could  not  be  moved  from  the  direction 
of  the  notch  without  first  raising  the  starting  signal 
to  danger.  The  signalman  must  have  raised  the  signal 
and  altered  the  point  while  the  engine  was  passing 
over  a  distance  less  than  its  own  length;  and  the 
reason  which  he  gave  me,  and  which  I  have  above 
quoted,  for  his  mistake,  is,  I  have  no  doubt,  the  true 
one.  This  accident  is,  therefore,  of  a  class  which 
must  be  set  down  under  the  head  of  human  fallibility, 
against  which  it  is  impossible  altogether  to  provide  ; 
and  even  a  locking  bar,  which  has  in  some  cases  been 
used  with  good  effect  with  facing  points,  would  be 
useless  in  such  a  case,  if  the  signalman  altered  the 
point  as  the  engine  approached  the  locking  bar,  and 
80  turned  an  engine  and  train  in  a  wrong  direction. 

I  have,  &c, 
The  Secretary  H.  W.  Tyler. 

Railway  Department^ 
Board  of  Trade. 


A  copy  was  sent  to  the  company  on  the  26th  February* 
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NORTH-EASTERN  RAILWAY. 


Sir,  Newcastle-on-Tyney  Vjth  Feb.  1870. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  19th  ultimo,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  my  inquiry  into  the  circumstances  which 
attended  the  collision  that  occurred  on  the  14th  ultimo, 
at  the  Tyne  Dock  junction  of  the  North-Eastern 
Railway. 

The  Tyne  Dock  junction,  between  the  main  line 
from  Newcastle  and  the  old  line  from  Pontop  to 
Shields,  is  about  7  miles  to  the  east  of  Newcastle,  and 
a  mile  to  the  west  of  the  Tyne  Dock  station.  There 
are  a  numl>er  of  sidings  on  the  north  of  the  junction, 
connected  with  an  engine-shed,  and  with  works  for 
the  repair  of  engines  and  waggons ;  and  there  are  a 
great  number  of  points  and  crossings  in  the  neighbour- 
hood of  the  junction;  but  it  is  only  necessary  specially 
to  refer  in  the  present  case  to  a  set  of  slip  points, 
between  the  main  up  line  and  the  easternmost  of  these 
north  sidings.  These  slip  points  were  not  at  the  time 
of  the  accident,  but  are  now  being,  connected  with  the 
signal  cabin,  which  is  also  being  fitted  up  with  im- 
proved levers  for  working  all  the  points  and  signals, 
and  for  interlocking  them  in  the  usual  manner. 

On  the  14th  of  January,  the  passenger  train,  6.37 
p.m.  from  Brockley  Whins  (6  miles  from  Newcastle), 
left  that  station  at  6.39,  two  minutes  late,  for  South 
Shields,  consisting  of  an  engine  and  tender,  two  third- 
class,  one  first-class,  one  second-class,  carriages,  and  a 
break-van.  It  ran  in  due  course  (for  a  mile)  to  the 
Tyne  Dock  junction,  and  the  engine-driver  found 
the  signals  right  for  him  to  proceed.  He  was  about 
to  run  past  the  junction  cabin,  at  a  speed  of  11 
miles  an  hour,  when  he  saw  a  mineral  engine  ap- 
proaching the  down  line,  30  yards  or  so  before  him, 
from  the  siding  above  referred  to  as  being  connected 
with  the  up  main  line.  He  had  only  time  to  shut  off 
his  steam  "and  reverse  his  engine  before  the  front  of 
the  passenger  engine  struck  the  side  of  the  mineral 
engine.  The  former  left  the  rails,  turned  off  to  the 
left,  and  ran  down  the  intermediate  space  between  two 
sidings,  followed  by  the  tender,  the  two  third-class 
carriages,  and  the  first-class  carriage.  The  trailing 
wheels  of  the  latter  remained,  however,  on  the  rails, 
as  well  as  all  the  wheels  of  the  second-class  carriage 
and  of  the  break-van. 

The  passenger  engine  was  only  damaged  as  regards 
the  foot-plate,  and  the  tender  framing  was  broken. 
The  foot-boards  and  door-handles  of  the  carriages 
were  damaged  or  scraped  off.  There  do  not  appear 
to  have  been  more  than  four  complaints  of  injury  to 
passengers. 

The  mineral  engine  which  came  thus  out  of  the 
siding  in  the  way  of  the  passenger  train  had  been 
working  all  day  between  Harton  colliery  and  South 
Shields,  and  had  been  brought  back  to  the  Tyne  Dock 
junction  about  6.30  p.m.,  to  be  placed  in  the  engine 
shed  for  the  night.  The  guard  of  the  mineral  train 
returned  with  the  engine-driver  on  the  engine,  as  was 
his  custom  ;  but  he  was  abo,  on  this  occasion,  assist- 
ing the  engine-driver  in  the  place  of  the  fireman,  who 
had  been  left — the  worse  for  liquor — ^at  South  Shields, 
about  two  miles  from  the  junction.  The  guard  states 
that  the  fireman  could  have  come  with  the  engine  ; 
bat  that,  as  he  had  himself  nothing  else  to  do,  he  volnu- 
teered  to  take  the  fireman's  place ;  and  he  thought 
it  better  for  him  to  go  home,  especially  as  he  lived 
close  to  the  public  house  in  which  he  wfts  left. 

Afler  leaving  the  fireman,  the  engine-driver  and 
guard  proceeded  along  the  up  line  to  the  Tyne  Dock 
junction,  and  the  guard  held  the  slip  points  above 


referred  to,  while  the  engine-driver  set  back  into  the 
siding,  on  his  way  to  the  engine-shed.  The  engine 
was  brought  to  a  stand  in  the  siding,  about  20  yards 
from  the  main  line  ;  and  the  guard  walked  down  past 
the  engine  towards  the  next  points  which  it  would 
be  necessary  to  work,  in  order  that  the  engine  might 
go  towards  the  shed.  He  pushed  over  that  pair  and 
another  pair  of  points,  while  the  engine  waited  for  a 
Gateshead  coal  train  to  pass  along  the  line  on  which 
it  would  have  to  proceed  towards  the  shed.  As  soon 
as  the  coal  ti-ain  had  passed,  the  signalman  gave  per- 
mission, by  lowering  a  fixed  signal,  to  the  engine 
driver  to  move  on  towards  the  shed,  and  the  engine 
driver  opened  his  regulator,  with  the  intention  of 
starting  eastward.  He  forgot,  however,  that  his 
reversing  lever  was  in  forward  gear — ^in  which  posi- 
tion he  must  apparently  have  placed  it  when  he 
stopped  on* the  siding — and  stooping  down  to  examine 
his  fire,  he  did  not  notice,  for  the  moment,  that  his 
engine  began  to  move  towards  the  main  line  instead 
of  away  from  it.  He  was  within  half  a  yard  of  the 
main  line  before  he  discovered  his  mistake  ;  and  he 
then  saw  also  that  the  passenger  train  from  Brockley 
Whins  was  within  30  yards  of  him.  Seeing  that  he 
had  not  time  to  reverse  his  engine,  he  left  his  steam 
on  and  tried  to  get  across  the  main  line  out  of  the 
way  of  the  passenger  engine  ;  but  there  was  no  time 
to  do  so,  and  his  engine  was  struck  as  above  de- 
scribed. The  end  of  the  framing  and  two  crank 
pins  were  broken  on  the  mineral  engine,  but  it  did 
not  leave  the  rails,  and  it  was  taken  into  the  shed  on 
its  own  wheels,  after  its  fire  had  been  pulled  out. 

The  signalman  who  was  on  duty  in  the  Tyne  Dock 
junction  cabin  saw  the  mineral  engine  come  from 
South  Shields ;  and  he  gave  the  engine-driver  per- 
mission, first,  to  pass  through  the  slip  points  into  the 
siding,  and  afterwards,  as  soon  as  the  Gateshead 
coal  train  had  passed  towards  the  dock,  to  proceed 
towards  the  engine-shed.  He  also,  on  receiving  notice 
by  his  telegraph-bell  of  the  approach  of  the  passenger 
train  from  Brockley  Whins,  and  after  waiting  for  the 
coal  train  to  clear  the  main  lino,  lowered  his  signal 
for  the  passenger  train  to  pass  towards  South  Shields. 
When  the  passenger  train  was  about  50  yards  from 
him  he  saw,  to  his  surprise,  the  mineral  engine  start- 
ing out  of  the  siding  towards  the  main  line  ;  and  he 
had  then  no  time  to  do  anything  to  avoid  the  col- 
lision. 

The  engines  were  in  the  habit,  about  six  each  day, 
of  going  from  the  Tyne  Dock  junction  into  the  sidings, 
through  the  slip  points  connected  with  the  up  line,  in 
the  manner  above  described.  But  a  cross-over  road  has 
since  been  put  in  on  the  Pontop  line,  and  the  engines, 
after  being  backed  from  the  up  line  into  a  siding 
are  now  taken  forward  and  crossed  over  before  pro- 
ceeding along  the  Pontop  line  to  cross  the  main  line 
toward  the  T^ne  Dock  sidings. 

The  present  collision  has  been  caused  by  the  mis- 
take of  the  engine-driver  of  the  mineral  train,  who 
appears  to  have  been  drinking  with  the  guard  and 
fireman  at  South  Shields  ;  and  the  guard  himself  has, 
I  understand,  since  been  suspended,  and  will  be  dis- 
missed from  the  company's  service,  for  being  drunk 
on  a  subsequent  occasion.  The  engine-driver  has 
been  brought  up  in  the  company's  service  from  his 
boyhood,  and  has  hitherto  borne  a  good  character. 
He  is  now  awaiting,  on  bail,  his  trial  for  this  offence. 

I  have,  &c. 
The  Secretary  H.  W.  Tyler. 

{Railway  Department)^ 
Board  of  Trade, 


A  copy  was  sent  to  the  company  on  the  12th  March. 
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NORTH-EASTERN  RAILWAY. 


Sir,  West  Hartlepool,  11  th  Feb.  1870. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  19th  ultimo,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  my  inquiry  into  the  circumstances  which 
attended  the  collision  that  occurred  on  the  15th  ultimo 
on  the  North-eastern  Railway  between  East  and  West 
HartlepooL 

The  two  Hartlepools  are  connected  together  by  a 
single  line  of  railway,  2  miles  17  chains  long  from 
station  to  station,  or  1  mile  74  chains  long  from  the 
junction  with  the  Hartlepool  and  Ferry  Hill  branch 
to  the  West  Hartlepool  passenger  station.  This  single 
line  is  nearly  level,  but  is  much  curved,  and  the  view 
on  it  is  much  obstructed,  in  consequence  partly  of  the 
quantity  of  material  which  is  stacked,  sometimes  to  a 
great  height,  in  the  neighbouring  deal  yards  at  West 
Hartlepool.  There  are  about  ^Q  trains  a  day  running 
over  the  single  line,  of  which  32,  or  16  in  each  direc- 
tion, are  regular  passenger  trains  ;  10,  or  5  each  way, 
are  regular  goods  trains  ;  and  the  remainder  are  coal 
or  mineral  trains,  running  according  to  the  require- 
ments of  the  traffic.  The  single  line  is  worked  on  the 
train  staff  and  ticket  system,  and  I  leai-n  that  no  acci- 
dent has  occurred  dui-ing  the  eight  years  for  which  it 
has  been  used  for  passenger  traffic,  from  trains  meet- 
ing in  opposite  directions,  though  there  have  been 
two  or  three  slight  cases  of  collision  between  yb//otr- 
ing  trains. 

On  the  15th  January  the  11.15  a.m.  passenger  train 
left  East  Hartlepool  punctually,  consisting  of  a  tank 
engine,  a  third-class  carriage,  a  composite  carriage, 
and  a  break-van,  for  West  Hartlepool.  It  contained 
about  13  passengers,  and  a  guard  rode  in  the  break 
van.  The  engine-driver  travelled  at  a  speed  of  15  or 
16  miles  an  hour,  until  he  saw  the  guard  of  a  mineral 
train,  about  250  yards  from  the  West  Hartlepool 
station,  holding  up  his  arms  and  waving  them  as  a 
signal  to  stop.  His  steam  had  previously  been  shut 
off,  but  he  reversed  his  engine,  whistled  for  the  breaks, 
re-applied  his  steam,  and  did  his  best  to  pull  up.  He 
had  reduced  his  speed  to  about  four  miles  an  hour, 
when  his  engine  came  into  collision  with  the  break 
van  of  a  coid  train  which  he  found  before  him  on  the 
line,  50  yards,  as  he  believes,  from  the  point  inhere  he 
first  saw  the  mineral  guai*d  standing,  and  about  250 
yards  from  the  point  at  which  he  first  received  from 
the  guard  a  \ti.ining  of  d;u.^  r,  as  he  rounded  the 
curve  in  approaching  the  mineral  train. 

The  buffer-plate  in  front  of  the  passenger  engine 
was  bent,  and  one  of  the  buffers  was  broken,  but  the 
engine  did  not  leave  the  rails.  None  of  the  caiTiages 
were  damaged,  nor  did  any  of  them  leave  the  rails. 
Five  of  the  passengers  have  complained  of  injury. 

The  coal  train  which  thus  obstructed  the  passenger 
line  left  East  Hartlepool  at  1 1  o'clock  for  West  Hartle- 
pool. It  consisted  at  starting  of  an  engine  and  tender, 
40  box  and  chaldron  waggons,  and  a  break-van.  Two 
of  the  waggons  were  left  at  Middleton,  a  quarter  of  a 
mile  from  the  East  Hartlepool  junction^  and  three 


waggons  were  to  be  placed  in  a  siding  on  the  left, 
near  the  West  Hartlepool  station,  and  three  others  in 
a  siding  on  the  right,  at  Mr.  Thompson's  dep6t.  In 
approaching  West  Hartlepool,  therefore,  the  engine 
driver  brought  his  train  to  a  stand  on  the  passenger 
line,  detached  six  waggons  from  the  remainder, 
shunted  three  into  the  siding  on  the  left,  thi-ee  others 
into  the  siding  on  the  right,  and  rejoined  his  train, 
with  the  intention  of  proceeding  at  once  to  the  coal 
staiths,  a  mile  from  where  his  train  was  standing. 
As  he  was  starting,  a  coupling  broke  between  two  of 
the  coal  waggons,  and  six  waggons  and  the  break- van 
remained  behind  as  the  leading  part  of  the  train  went 
forward.  The  engine-driver  therefore  pulled  up  and 
set  back  ;  and  he  was  just  starting  forward  again, 
after  the  damage  had  been  repaired,  when  the  collision 
occurred  as  above  described. 

Neither  the  break-van  nor  any  of  the  coal  waggons 
were  damaged,  and  no  person  with  the  coal  train  was 
injured.  The  guard  of  the  coal  train  states  that  he 
went  back  in  the  first  instance  100  yards  to  protect  his 
train  while  the  waggons  were  being  placed  in  the 
sidings  ;  and  that  he  had  rejoined  his  train  before  the 
coupling  gave  way,  with  the  intention  of  proceeding 
with  it  to  the  coal  staiths.  After  the  coupling  broke, 
he  ran  back  again  60  or  80  yards,  as  he  believes,  until 
he  saw  the  passenger  train  coming,  when  he  hdd  up 
his  hands  to  warn  the  engine-driver.  He  was,  of 
course,  unable,  under  the  circumstances,  to  carry  out 
the  letter  of  his  regulations,  which  required  that  he 
should  have  gone  1,000  yards  back,  and  have  placed 
detonating  signals  on  the  rails  in  various  positions. 

There  is  no  fixed  signal  for  the  protection  of  trains 
left  on  the  passenger  line  in  the  position  in  which  the 
coal  waggons  were  standing  when  the  collision  oc- 
curred ;  but  it  is  necessary  in  the  course  of  the  traffic 
to  leave  waggons  occasionally,  and  almost  daily,  in 
that  position.  A  wire  signal  should  therefore  be 
suppUed  for  the  protection  of  such  shunting  trains, 
and  for  the  guidance  of  a  gatekeeper  about  a  quarter 
of  a  mile  from  the  West  Hartlepool  station,  who 
might  then  signal  the  trains  accordingly,  but  who  is 
unable  to  see,  on  account  of  the  curves  of  the  line, 
either  the  existing  wire  signal,  or  the  standing  or 
shunting  obstructions  on  the  passenger  line.  It  is 
desu-able,  also,  that  the  signalman's  box  at  West 
Hartlepool  should  be  raised  and  shifted,  to  give  the 
signalman  a  better  view.  And  the  risk  of  collisions 
between  following  ti-ains  would  be  much  diminished 
by  the  application  of  the  block  telegraph  system  at 
two  or  three  intermediate  points  between  East  and 
West  Hartlepool.  The  company  are  bound  by  an  Act 
of  May  1866  to  complete  the  doubling  of  this  portion 
of  single  line  within  five  years  of  the  passing  of  that 
Act,  and  I  understand  that  some  steps  have  been 
taken  towards  carrying  out  that  obligation. 

I  have,  &c. 
The  Secretary  U.  W.  Tyler, 

{Railway  Department), 
Board  of  Trade. 


A  copy  was  sent  to  the  company  on  the  18th  March. 
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GREAT  NORTHERN  RAILWAY. 


SiB,  London^  18M  June  1870. 

In  compliance  with  the  instructions  contained 
In  your  minute  of  the  14th  instant,  I  bAve  the  honour 
to  report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  my  inquiry  into  the  cu'cumstances  which 
attended  the  collision  that  occurred  on  the  2nd  instant 
at  the  Edgware  Branch  Junction  on  the  Great 
Northern  Railway* 

This  junction  is  immediately  to  the  north  of  the 
Finsbury  Park  station,  which  is  2^  miles  from  the 
King's  Cross  terminus.  Between  the  north  end  of  the 
Copenhagen  tunnel  (south  of  the  Holloway  station) 
and  this  junction^  the  passenger  traffic  of  the  Great 
Northern  Company  is  carried  over  four  lines  of  rails, 
of  which  two  are  called  the  *^  fast  lines,"  and  the  other 
two  tJie  ^  slow  lines."  The  Edgware  branch  lines  join 
the  slow  lines,  and  the  slow  lines  join  the  fast  lines, 
all  within  100  yards  to  the  north  of  the  Finsbury 
Park  station  ;  and  the  points  and  signals  in  con- 
nexion with  these  junctions  are  all  worked  from  a 
raised  signal  cabin,  77  yards  from  the  north  end  of 
the  station  platforms.  The  signalman  stationed  in 
this  cabin  is  provided  with  a  locking  frame,  by 
Messrs.  Stevens  and  Sons,  and  with  speaking  tele- 
graph and  block  telegraph  instruments  working  in  all 
directions,  and  applying  separately  to  these  various 
up  and  down  lines.  The  next  cabin  on  the  London 
side  of  the  Edgware  Branch  Junction  cabin  is  166 
yards  on  the  south  of  the  south  end  of  the  Finsbury 
Park  station  platform,  and  these  two  cabins  are 
416  yards  apart  from  each  other.  This  latter  cabin 
18  for  the  protection  of  the  Seven  Sisters  Junction 
and  of  the  Finsbury  Park  station  from  the  south, 
and  is  provided  with  similar  apparatus  and  appliances. 
In  each  of  these  cabins  there  are  ^'  miniature  "  sema- 
phore arms,  working  from  the  other  cabin  ;  and  one 
of  the  miniature  arms  in  the  Seven  Sisters  cabin  is 
worked  as  a  distant  signal  from  the  Edgware 
Junction  cabin,  and  interlocks  with  the  down  home 
and  distant  signals  of  the  former  cabin. 

On  the  morning  in  question,  the  signal  man  in 
charge  of  the  Edgware  Junction  cabin,  lowered  his 
miniature  semaphore  signal  in  the  Seven  Sisters  cabin, 
after  learning  by  telegraph  the  approach  of  the 
passenger  train  No.  92,  10.50  a.m.,  down  from  King's 
Cross,  and  the  Seven  Sisters  Junction  signal-man 
admitted  that  train  upon  the  slow  line  to  the  Finsbury 
Park  station  platform.  As  that  train  was  coming  to 
a  stand  at  the  platform,  the  Edgware  Junction  signal- 
man received  the  telegraph  signal  ^^  be  ready "  from 
the  Seven  Sisters  cabin,  which  indicated  that  an  engine 
or  train  had  passed  the  Caledonian  Junction,  1^  miles 
from  him,  and  was  on  its  way  towards  him.  Under 
the  impression  that  this  might  be  an  excursion  train, 
which  was  entei*ed  in  the  printed  weekly  working  time 
table  as  due  to  leave  King's  Cross  at  10.45  a.m.,  and 
which  it  would  be  desirable  to  give  precedence  over  the 
slow  train  then  standing  at  tue  platform,  the  Edgware 
Junction  signal-man  at  once  lowered  the^miniature 
semaphore  arm  for  the  fast  down  line  in  the  Seven 
Sisters  cabin.  As  soon  as  he  had  done  so  he  asked 
the  signal-man  at  Holloway,  about  a  mile  south  of 
him,  by  telegraph,  ^*  Is  it  special ;"  and  he  received  in 
reply  words  "  No  ;  engine  and  break."  He  therefore 
turned  the  miniature  arm  in  the  Seven  Sisters  cabin 
to  danger  again,  and  lowered  the  signal  for  No.  92 
down  slow  train  to  start  from  the  station  along  the 
slow  line.  As  this  train  was  passing  his  cabin,  he  saw 
the  engine  and  break  approaching  the  station  on  the  fast 
line,  and  he  observed  that  the  engine-driver  was  pro- 
ceeiUng  at  a  speed,  as  he  believed,  of  2S  to  30  miles 
an  hour,  and  was  not  prepared  to  stop,  in  obedience 
to  his  home  fast  line  signal,  which  stood  at  danger  over 
his  cabin.  He  therefore  went  to  the  outside  of  his 
cabin,  held  up  his  arms,  and  after  shouting  to  the 
engine  driver,  threw  a  piece  of  a  bottle  at  him,  in  the 
hope  of  attracting  his  attention;  and  he  saw  him 
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attemping  to  stop  his  engine  as  he  passed  under  the 
signal  cabin.  The  slow  passenger  train  was  then 
already  beyond  the  cabin,  and  the  engine  came  into 
collision  with  it,  striking  nearly  the  middle  of  the 
train,  at  the  point  of  junction  of  the  down  slow  and 
fast  passenger  lines,  160  yards  on  the  north  of  the 
cabin.  This  signal-man  asserts  positively  that 
although  he  lowered  his  miniature  arm  in  the  Seven 
Sisters  cabin,  he  did  not  at  any  time  during  the 
approach  of  the  engine  and  break  lower  the  arm 
above  hip  cabin  which  applied  to  the  down  fast  line, 
and  that  he  had  again  raised  the  miniature  arm  in  the 
Seven  Sisters  cabin  to  danger  before  the  engine  and 
break  came  in  sight  of  him. 

The  Seven  Sisters  signalman  had  telegraphed  "  be 
ready"  to  the  Edgware  Junction  cabin  at  10.59, 
after  receiving  the  same  notice  from  Holloway,  but 
without  knowing  whether  that  notice  applied  to  an 
engine  or  to  a  train  ;  and  the  Edgeware  Junction 
signalman  lowered  his  miniature  arm  in  the  Seven 
Sisters  cabin  as  soon  as  that  notice  had  been  received 
by  him.  Receiving  the  signal  '*  in "  (with  one  tick) 
from  Holloway,  which  indicated  that  a  passengw 
train  was  approaching  on  the  down  fast  line  from 
that  station,  the  Seven  Sisters  signalman  lowered 
his  signals  for  that  train  to  pass  his  cabin,  and  for  it 
to  proceed  as  far,  at  aU  events,  as  the  station  platform. 
Looking  southward,  he  saw  an  engine  and  break  car- 
riage pass  his  down  distant  signal ;  and  as  soon  as  it 
had  done  so,  he  saw  the  miniature  arm  in  his  cabin 
altered  to  danger.  He  then  did  his  best  to  turn  his 
home  and  distant  signals  to  danger  also,  commencing 
with  the  latter ;  but  he  was  unable  to  do  so  without  first 
stepping  on  the  locking  fr^me,  and  pressing  down  the 
miniature  arm  to  release  the  locks  applying  to  the 
levers  by  which  those  signals  were  worked.  He 
altered  his  distant-signal  before  the  engine  passed  his 
cabin,  but  after  it  had  passed  that  signal ;  and  he  was 
unable  afterwards  to  alter  his  home  signal  before  the 
engine  had  passed  his  cabin  and  that  signal.  Finding 
that  he  could  not  do  so,  and  thinking  that  the  engine- 
driver  was  going  too  fast  to  stop  short  of  the  Edg- 
ware Branch  Jimction,  he  put  his  arms  up,  and 
endeavoured  to  attract  his  attention  ;  but  the  engine- 
driver  did  not  appear  to  notice  him,  and  passed  his 
cabin  with  his  steam  on,  at  a  speed,  as  it  seemed  to 
him,  of  about  20  miles  an  hour.  The  slow  train  was 
leaving  the  platform  as  this  engine  passed  the  Seven 
Sisters  cabin ;  and  the  home  fast  line  signal  at  the 
Edgware  Junction  cabin  was  "  at  danger,"  while 
the  home  slow  line  signal  from  that  cabin  had  been 
lowered  for  the  slow  train  to  pass.  This  signalman 
did  not  see  the  home  fast  line  signal  lowered  from  the 
Edgware  Branch  cabin  at  any  time  after  the  engine 
and  break  left  Holloway. 

The  engine  and  break-carriage  in  question  left 
King's  Cross  passenger  station  a  little  after  1 1  o'clock 
for  Wood  Green,  to  take  up  one  of  the  company's 
auditors,  and  other  officei-s,  who  were  engaged  in  stock- 
taking on  the  line.  The  engine  driver  found  the 
signals  of  the  Copenhagen  Junction,  If  miles  from 
Finsbury  Park  station,  at  danger ;  and  almost  puUed 
up  in  ol)edience  to  them.  At  the  Caledonian  and 
Holloway  Junctions  the  signals  were  down  ;  and  at 
the  Seven  Sisters  Junction  the  signals  were  also  right 
for  him  to  proceed.  He  asserts  that  when  he  first 
looked  up  at  the  Edgware  Junction  cabin  the  home 
signal  for  the  fast  line  on  that  cabin  was  "  at  caution," 
beyond  which  it  is  never  lowered.  He  saw  (he  says) 
this  signal  at  caution  when  he  was  on  the  further  side 
of  the  Seven  Sisters  down  distant  signal,  or  about  | 
of  a  mile  from  it ;  and  he  did  not  see  it  again  until  he 
was  within  about  50  yards  of  it.  His  attention  was 
then  attracted  to  it  by  the  proceedings  of  the  signalman, 
who  appeared  to  be  leaning  out  of  the  window,  and 
making  signs  with  his  hands  ;  but  he  heard  no  shout- 
ing or  noise,  and  was  not  aware  of  anything  having 
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been  tbrown  at  him.  Looking  up  at  the  signal  arms 
on  the  cabin,  after  seeing  the  gestures  of  the  signal- 
men, he  observed  that  the  semaphore  arm  for  the 
fast  line  was  up  at  danger,  while  the  arm  for  the  slow 
line  was  down  at  caution.  He  did  his  best  then  to 
stop  his  engine,  and  reduced  his  speed  from  (as  he 
believes)  30  miles  an  hour,  and  had  nearly  brought  it 
to  a  stand  before  it  struck  the  passenger  train  as  above 
described.  The  engine  and  break- can-iage  remained 
on  the  rails,  and  they  were  neither  of  them  damaged, 
nor  was  any  one  who  accompanied  them  injured. 

The  fireman  corroborates  the  statement  of  the 
engine  driver,  in  stating  that  he  saw  the  Edgware 
Junction  fast  line  home  signal  '^  down  "  as  he  passed 
Holloway;  but  he  did  not  notice  it  again  after  he 
passed  the  Seven  Sistere  distant-signal,  as  he  was  busy 
with  his  fire,  until  the  driver  suddenly  called  to  him 
to  "hold  on,"  as  they  approached  the  Edgware 
Junction  cabin.  They  appear  to  have  been  steady, 
experienced  men,  and  they  had  served  in  the  same 
capacity,  the  engine  driver  for  ^ye  years,  and  the 
fireman  nearly  seven  years,  in  the  service  of  the 
company. 

The  passenger  train,  which  was  thus  struck  in  passing 
from  the  slow  to  the  fast  passenger  line,  left  Hollo- 
way  at  10.57,  reached  Finsbury  Park  station  at  10.59, 
and   started  again   at   11   o'clock   for  Hornsey  and 
Wood  Green.     It  consisted  of  an  engine  and  tender, 
and  nine  carriages,  of  which  two  were  break  car- 
riages.    The  engine  driver  saw  the  home  signal  at 
the  Edgware  Junction  for  the  slow  passenger  line 
lowered   in   due   course.     He   started   in  the  usual 
manner  for  Hornsey,  and   he   saw  nothing  of  the 
engine  on  the  fast  passenger  line  until  it  came  into 
collision  with  his  carriages  at  the  point  of  junction 
between    the  slow    and    the    fast    lines.     He   was 
travelling  at  a  speed  of  eight  or  nine  miles  an  hour, 
and  felt,  first  a  push  from  behind,  and  then  a  drag 
upon  the  train,  and  on   looking   round  he  saw  an 
engine   close  to  his  carriages,  and  found  his   train 
brought  suddenly  to   a    stand.     The  guard    in  the 
front  break-carriage  felt  an  unusual  jolting  between 
the  engine  and  his  carriage,  and  looking  round  he 
saw  two  ladies  getting  out  of  a  carriage,  and  he  ran 
to  stop  them,  after  observing  that  there  could  be  no 
further  danger.     The  guard  in  the  last  break-car- 
riage, at  the  tail  of  the  train,  heard  the  signalman 
shouting  from  the  Edgware  Junction  cabin,  and  saw 
him   holding   up    his   arms,  and   making   signals  of 
danger  to  the  driver  of  the  engine  on  the  fest  line, 
while  the  tail  of  the  passenger  train  was  passing  the 
signal  cabin.     He  saw  the  engine  (on  the   fast  line) 
pass  his  van  (on  the  slow  line)  before  he  had  gone 
more  than  8  or  10  yards  beyond  the  signal  cabin. 
He  had  no  means  of  attracting  the  attention  of  his 
own  engine-driver,  but  he  applied  his  break,  and  kept 
it  on  till  the  collision  occurred.     He  saw  the  engine 
driver  and  fireman  of  the  engine   on  the   fast  line 
doing  all  they  could  to  reduce  their  speed  ;  and  he 
also  saw  that   engine  come  into   collision  with  the 
third  carringe  of  his  own  train.     Five  of  the  car- 
riages of  that  train  were  pushed  off  the  rails,  with 
all  their  wheels,  and  the  sides  of  two  of  them  were  to 
some  extent  damaged.     Three  of  the  passengers  by 
that  train  have  up  to  the  present  time  complained  of 
injury. 


In  this  case  no  blame  can  attach  to  the  servants  of 
the  company  with  the  passenger  train,  which  was  started 
from  the  Finsbury  Park  station  in  due  course,  after 
the  signals  had  been  duly  lowered  from  the  junction 
cabin  to  allow  it  to  proceed.  There  would  seem  to  be 
good  reason  to  believe  the  statement  of  the  signalman 
at  the  Edgware  Junction,  that  although  he  turned  off 
the  miniature  semaphore  arm  in  the  Seven  Sisters 
cabin,  he  did  not  lower  the  home  semaphore  arm 
applying  to  the  fast  line  at  his  own  cabin  ;  and  this 
being  the  case,  he  cannot  be  blamed  for  allowing  the 
slow  train  to  start  when  he  found  that  it  was  an 
engine  and  break-carriage  only,  and  not  an  excursion 
train,  which  was  travelling  from  Holloway  on  the 
fast  line.  The  signalman  at  the  Seven  Sisters  junc- 
tion, again,  acted  properly  in  lowering  his  home  and 
distant  signals  for  the  fast  line  after  the  miniature 
arm  in  his  cabin  had  been  turned  off  from  the 
Edgware  Junction  cabin  ;  and  it  was  not  his  fault 
that  he  could  not  replace  these  signals  more  quickly 
to  danger  after  the  miniature  arm  was  turned  to 
danger.  The  driver  of  the  engine  on  the  fast  line 
was  no  doubt  deceived  by  seeing  the  home  and  dis- 
tant signals  lowered  from  the  Seven  Sisters  cabin, 
and  was  betrayed  into  over-confidence  as  to  the  line 
being  clear.  In  the  ordinary  working  of  the  line 
those  signals  would  certainly  not  have  been  lowered 
for  a  through  train,  unless  it  were  intended  that  such 
a  train  should  proceed  without  stopping  along  an 
unobstructed  line.  But  the  engine-driver  cannot  be 
acquitted  of  blame,  inasmuch  as  it  was  clearly  his 
duty  to  look  out  for  and  obey  the  home  signal  over  the 
Edgware  Junction  cabin,  and  he  would,  5  he  had  so 
kept  a  better  look-out,  have  had  no  difficulty  in 
bringing  his  engine  to  a  stand  short  of  that  cabin. 
The  reversal  of  signals  once  given  is,  as  a  rule,  very 
undesirable  ;  and  other  accidents  of  a  more  serious 
character  have  been  caused  by  this  unfortunate  prac- 
tice on  different  lines  of  railway.  The  signalman  at 
the  Edgware  Junction  would  have  acted  more  pru- 
dently if,  after  he  had  raised  the  miniature  ai"m  in  the 
Seven  Sisters  cabin  to  danger,  he  had  waited  to  see 
that  the  engine  and  break-carriage  came  to  a  stand, 
or  neaily  so,  on  the  fast  line,  and  if  he  had  not 
allowed  the  slow  train  to  start  until  it  did  so.  But 
besides  trusting,  as  he  no  doubt  had  the  right  to  do, 
to  the  home  signal  at  his  cabin,  he  may  further  have 
supposed  that  the  engine  and  break-carriage  were 
going  to  be  shunted  back,  as  is  often  done,  short  of 
the  junction  at  which  the  collision  occurred,  and 
this  man  cannot,  as  I  have  already  stated,  be  blamed 
for  the  collision. 

One  imperfection  has,  however  been  brought  to 
light  by  this  occurrence,  which  should,  and  no  doubt 
will,  be  at  once  coirected.  The  miniature  semaphore 
arm  in  the  Seven  Sisters  cabin  worked  from  the 
Edgware  Junction  cabin,  not  only  locks  the  down  home 
and  distant  signals  from  the  former  cabin  at  danger 
when  it  is  itself  at  danger,  which  it  ought  to  do,  but 
it  also  locks  those  signals  at  all  right  when  it  is  again 
turned  to  danger,  which  it  ought  not  to  do. 

I  have^  &c. 
The  Secretary,  H,  W.  Tyler. 

Railway  Department^ 
Board  of  Trade, 


Printed  copies  of  this  report  were  sent  to  the  company  on  the  4th  July. 
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GREAT  NORTHERN  RAILWAY. 


Sm,  Newark,  23rd  June  1870. 

Jjs  compliance  with  the  instructions  contained 
in  your  minute  of  the  21st  instant^  I  have  the  honor 
to  report,  for  the  information  of  the  Lords  of  the 
Committee  of  Privy  Council  for  Trade,  the  result  of 
my  inquiry  into  the  circumstances  which  attended 
the  accident  that  occurred  on  the  morning  of  the  21st 
instant,  at  1.25  a.m.,  near  the  Newark  station  on  the 
Great  Northern  Railway. 

An  excursion  trip  was  arranged,  as  by  the  enclosed 
printed  bills,  to  leave  Leeds  at  1.25  a.m.,  and  various 
other  places  in  Yorkshire  at  the  different  times 
mentioned  in  the  bills,  for  London.  The  excursionists 
were  to  reach  King's  Cross  station  in  London  at  8.28, 
according  to  the  weekly  working  time-tables;  and 
they  actually  arrived  there  at  8.50  a.m.  After  more 
than  12  hours  in  London,  the  excursionists  started 
from  King's  Cross  on  their  return  journey  punctually 
at  9.20  p.m. ;  and  they  were  due  to  reach  Leeds  at 
4.20  a.m.  on  the  21st  of  June,  and  otner  places  up  to 
4.40  on  the  same  morning. 

Altogether,  381  tickets  are  said  to  have  been  issued 
for  this  trip  ;  and  the  combined  train,  in  leaving  King's 
Cross  on  its  return  journey,  consisted  of  an  engine 
and  tender,  and  23  carriages  and  break-vans,  in  the 
following  order : — 

Engine  (No.  58)  and  tender, 

fBreak-van  -  -  No. 

Leeds     J  Third-class  carriage  -         -     „ 
portion    I  First 


in  charge  )  Second 
of  Guard"^  Third 
Hulford. 


Bradford 

portion, 

Guard 

Pearman. 


Rush- 
worth. 

York 
portion. 

Guard 
Walton. 


59 
57 
116 
120 
108 
231 
150 
88 

87 

15 

166 

63 

31 
73 
27 
159 
50 

.  6 
66 

100 
73 

207 

118 


Third     .,  „       - 

Third     „  „  -       . 

^Third-class  break  carriage  -     „ 

'First-class  carriage     -  -  No. 

Third    „         „         -  -     „ 

Third    „         „  -  -     „ 

^  Second  „         „         -  -    ,» 

Halifax    r  Second-class  carriage  -  -  No. 

portion,    I  First         „  ?>         -  -    >» 

Guard    J  Second     „  „     -  -    „ 

/Third       „  „        -  -    „ 

l^  Break- van     -  -  -    „ 

"Second-class  carriage  -  -  No, 

Second    „  „  -  -    „ 

First       „  „        -  -    „ 

Third      »  „  -  -    ,, 

Third      „  „        -  -    „ 

Break- van     -  -  -    „ 

This  train  was  timed  to  leave  Grantham,  105^ 
miles  from  London,  at  1.2  a.m. ;  and,  after  stopping  at 
that  place,  it  started  at  1.4  a.m.  according  to  Guard 
Bushworth,  or  1.5  a.m.  according  to  the  record-book 
of  the  Grantham  station  signalmam,  2  or  3  minutes 
late.  It  was  not  timed  to  stop  again  until  it  reached 
Betford,  33  miles  from  Grantham,  at  2.12  a.m.  But 
after  it  had  proceeded  for  a  distance  of  14  miles,  and 
as  it  approached  a  three-arched  bridge  over  the  line, 
known  as  the  Clay  Lane  Bridge,  1,137  yards  on  the 
south  of  the  Newark  station,  at  a  speed  of  30  to  35 
miles  an  hour,  the  guards  of  the  Bradford,  Halifax, 
and  York  portions  of  the  train,  who  were  looking  out 
from  their  vans  or  break-carriages,  noticed  that  the 
Newark  distant-signal  showed  a  white  light  for  the 
train  to  proceed.  They  were  then  descending  a 
falling  gradient  of  1  in  300,  two  miles  long,  from 
Claypole  to  Newark,  and  rounding  a  curve  ynth  a 
radius  of  120  chains.  Without  previous  warning, 
without  having  heard  any  other  signal  from  the 
engine  than  two  whistles  which  the  engine-driver 
always  gives  at  or  near  that  spot,  for  a  level  crossing 
of  the  Midland  Railway  on  the  north  of  Newark 
station^  and  without  having  seen  any  engine  or  train 
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on  the  other  line  of  rails,  they  suddenly  experienced 
&  succession  of  shocks,  and  were  much  jolted  about 
until  the  train  came  to  a  stand. 

On  recovering  themselves,  these  guards  went,  one 
towards  the  north  and  the  other  towards  the  south, 
to  protect  both  lines  of  rails  ;  and  the  third  guard, 
Pearman,  remained  with  the  train,  to  render  as- 
sistance. 

It  was  then  found  that  the  engine,  which  had  been 
turned  round  end  for  end,  and  turned  partly  over,  was 
lying  on  its  side  against  the  slope  of  the  cutting  in 
which  this  part  of  the  line  runs.  The  tender  was  also 
turned  over,  and  lay  with  its  wheels  in  the  air  on  the 
up  line,  a  little  to  the  north  of  the  engine.  The  lead- 
ing break-van  was  opposite  the  tender  on  the  east  of 
the  up  line,  with  its  body  completely  destroyed,  and 
its  framing,  wheels  uppemiost,  partly  on  the  remains 
of  its  body.  The  third-class  carriage  No.  57,  stood 
on  its  wheels,  behind  the  leading  break-van,  and  still 
coupled  to  it.  The  first-class  can-iage  No.  116, 
which  took  a  westerly  (while  the  others  had  taken  an 
easterly)  direction,  stood  on  its  wheels,  on  the  west 
side  of  the  down  line,  with  its  off  sides  grazed  and  its 
ends  broken  in.  The  second-class  carriage  No.  120, 
and  the  third-class  carriage  No.  108,  were  also  in 
front  of  the  engine,  and  close  to  No.  116,  but  were 
broken  to  pieces.  All  the  remaining  carriages  stood 
on  their  wheels,  behind  the  above,  in  a  continuous 
line,  nine  of  them  on  and  nine  of  them  oflP  the  rails. 
Of  these  eighteen  carriages,  all  had  their  off  sides 
grazed,  and  five  were  so  much  damaged  by  bent  axles 
or  broken  axle-boxes,  that  they  could  not  be  taken 
beyond  the  Newark  station. 

The  engine  appeared  to  have  come  into  collision, 
first  with  a  waggon  which  partly  obstructed  the  down 
line,  and  then  with  a  pier  of  the  bridge  over  the 
line ;  and,  after  having  been  turned  round  by  the 
momentum  of  the  tender  and  the  train  behind  it,  to 
have  been  forced  partly  up  the  slope  of  the  cutting 
before  it  fell  into  the  position  above  described.  It 
was  not  so  much  damaged  as  might  have  been  ex- 
pected ;  but  the  funnel  was  knocked  off,  it  had  evi- 
dently received  some  severe  treatment  on  the  off  side, 
and  the  framing,  coupling  rods,  and  other  parts  were 
more  or  less  damaged.  The  engine-di-iver  was  killed 
on  the  spot,  and  the  fireman  was  so  much  injured  that 
he  died  in. the  course  of  the  day. 

The  passengers  were,  no  doubt,  fewer  in  number  on 
the  return  than  on  the  up  journey,  but  it  cannot  be 
exactly  ascertained  how  many  of  the  381  who  hml 
taken  tickets  were  in  the  train.  Sixteen  have,  up  to 
the  present  time,  died ;  and  forty  others  have  com- 
plained of  injuries  of  a  more  or  less  serious  character. 
The  guard  Hulford,  who  rode  in  the  leading  van,  the 
body  of  which  was  destroyed,  has  suffered  severely 
from  contusions,  but  it  is  hoped  that  he  will  not  be 
permanently  injured. 

The  waggon  which  thus  partly  obstructed  the  down 
line  belonged  to  a  goods  train  which  was  proceeding 
along  the  up  line  in  the  opposite  direction,  and  which 
must  have  been  approaching  the  Clay  Lane  Brid^re 
from  the  north  at  the  same  time  that  the  excursion 
train  approached  it  from  the  south. 

This  goods  train  left  Doncaster  at  12,  midnight, 
punctually,  for  London,  where  it  was  due  to  arrive  at 
7.20  a.m.  It  stopped  in  due  course  at  Retford,  and 
left  that  station,  after  a  delay  of  ten  minutes,  at  12.50, 
£ve  minutes  before  its  appointed  time.  It  was  not 
booked  to  stop  at  Newark,  and  it  ran  through  that 
station  at  a  speed  of  23  or  25  miles  an  hour,  and  con- 
tinued that  speed  up  to  the  Clay  Lane  Bridge.  After 
the  engine-driver  had  passed  under  that  bridge,  he 
felt  a  sudden  jerk,  and  he  at  once  perceived  that  his 
engine  and  tender  sprang  away  from  the  29  waggons 
and  a  break-van,  which  composed  his  train.  He  did 
not  dare  to  slacken  his  speed  too  suddenly,  but  partly 
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closed  his  regulator,  and  got  down  on  his  footstep  to 
listen  and  look  out  for  his  train,  which  he  supposed 
was  following  him.  While  he  was  in  that  position, 
he  saw  an  engine  and  train  approaching  in  the  op- 
posite direction  on  the  down  line,  which  he  recog- 
nized, by  a  white  light  on  the  funnel,  in  addition  to 
the  usual  headlights,  as  a  special  train.  He  held  out 
his  arm,  by  way  of  giving  a  signal  to  the  engine- 
driver  of  that  train  ;  but  as  he  stood  on  the  footstep, 
and  as  the  steam  was  beating  down  upon  him,  he 
thinks  it  improbable  that  he  could  have  been  seen 
from  the  other  engine.  He  neither  heard  nor  saw 
anything  further  until,  finding  that  his  train  was  not 
following  him,  he  brought  his  engine  to  a  stand  south 
of  the  Barn  by  Road  level  crossing,  and  760  yards 
from  the  bridge.  He  then  ran  back  to  look  for  his 
waggons,  directing  his  fireman  to  follow  him  steadily 
with  the  engine.  He  found  the  leading  waggon  of 
his  train  300  yards,  as  he  thought,  from  where  he 
stopped  with  his  engine  ;  and  he  proceeded  to  couple 
his  tender  to  the  waggon,  imder  the  impression  that 
the  goods  train  was  now  complete  again,  and  that 
after  he  had  re-attached  his  engine  to  it  he  would  be 
able  to  proceed  on  his  journey.  While  he  was  in  the 
act  of  coupling  up,  the  guard  Walton  came  up  to 
him,  and  informed  him  that  a  portion  of  the  goods 
train  had  broken  loose,  and  fouled  the  down  line,  and 
that  a  very  serious  accident  had  occurred.  The 
engine-driver  then  went  to  the  scene  of  the  accident, 
to  see  what  assistance  he  could  render,  while  the 
guard  Walton  went  further  southward  to  block  the 
down  line. 

The  guard  who  rode  in  the  break  van  at  the  tail  of 
the  goods  train  felt  a  sudden  stoppage  to  his  train  as 
he  was  passing  under  the  Clay  Lane  Bridge  ;  and  he 
was  thrown  forward  with  his  chest  against  the  handle 
of  his  break,  and  into  the  front  compartment  of  his 
van.  As  soon  as  he  had  recovered  himself,  he  got  out 
of  his  van,  and  went  forward  to  see  what  was  the 
matter.  He  found  that  the  end  of  one  of  his  waggons 
had  fouled  the  down  line,  and  he  had  just  time  to 
walk  round  that  waggon  before  the  excursion  ti*ain 
reached  it.  He  noticed  that  six  other  waggons  were 
oflP  the  rails  of  the  up  line,  besides  the  waggon  which 
fouled  the  down  line,  and  he  had  not  gone  ten  yards 
beyond  the  latter  waggon  before  he  saw  the  excursion 
train  coming  towards  him,  and  heard  the  engine- 
driver  of  that  train  whistling,  apparently,  eithei*  for 
the  Newark  signals  or  for  the  Midland  level  crossing. 
He  showed  a  red  light  to  the  engine-driver,  and  imme- 
diately afterwards,  while  standing  on  the  up-line,  he 
saw  the  engine  of  the  excursion  train  strike  the 
waggon  which  was  partly  on  the  down  line.  This 
waggon  was  on  its  side,  partly  on  the  6-foot  space, 
¥dth  the  wheeb  pointing  southward,  and  was  forced 
back  by  the  effect  of  the  collision  against  the  other  six 
waggons,  which  were  irregularly  placed  behind  it, 
partly  on  the  up-line  and  partly  in  the  6-foot  space  ; 
and  it  appears  to  have  become  jammed  against  and 
backed  up  by  the  other  waggons,  to  have  grazed  all 
the  passenger  carriages  in  succession  as  they  passed  it, 
and,  probably,  to  have  caused  some  of  the  injury  to 
the  passengers.  But  the  principal  injuries  were  no 
doubt  i-eceived  in  the  third,  fourth,  and  fifth  vehicles 
next  behind  the  tender,  and  especially  in  the  fourth 
and  fifth,  which,  having  run  in  between  the  three  first 
on  the  off*-side,  and  the  engine  on  the  near-side,  were 
almost  destroyed  on  the  slope  of  the  cutting  west  of 
the  line. 

The  night  was  dark,  and  the  engine-driver  of  the 
excursion  train,  who  can  no  longer  speak  for  himself, 
would  have  seen  no  indication  of  danger  until  he  was 
close  upon  the  waggon  which  partly  obstructed  the 
down  line.  The  engine  which  he  met  on  the  up  line 
would  have  presented  to  him  only  the  usual  head 
lamps,  consisting  of  two  green  lights.  He  would  have 
seen  nothing  in  the  goods  van  but  a  white  light  from 
the  front  of  the  off*  side-light  on  that  van ;  and  the 
red  light  from  the  hand-lamp  of  the  goods  guard 
would  have  been  visible  to  him  for  a  moment  only 
before  the  collision  occurred.    According  to  the  guard 


of  the  goods  train,  who  looked  at  his  watch  imme- 
diately afterwards,  the  collision  occurred  at  1.80, 
while  the  evidence  of  a  guard  of  the  passenger  train 
gives  1.25,  by  his  watch,  as  the  exact  time  of  the 
collision. 

It  appeared,  after  the  accident,  that  the  goods  train 
had  become  divided  into  three  parts.  The  eng'ine  and 
tender,  as  ah-eady  stated,  ran  forward  by  themselves. 
There  were  21  waggons,  of  which  the  last,  No.  3238, 
had  no  wheels  under  it,  brought  to  a  stand  310  yards 
south  of  the  Clay  Lane  Bridge ;  and  the  remainder  of 
the  train,  consisting  of  eight  waggons  and  the  break 
van,  were  found  as  already  described  ;  the  remains  of 
these  last  waggons  lying,  some  of  them,  as  far  as  63 
yards  south  of  the  bridge. 

The  permanent  way  on  the  north,  and  for  183 
yards  on  the  south  of  the  bridge  in  question,  was 
relaid  in  September  1869,  with  new  rails,  chairs, 
keys,  and  sleepers.  The  rails  on  this  part  of  the 
up-line  are  of  steel,  weighing  82  lbs.  to  the  lineal 
yard,  fished  at  the  joints  with  suspended  plates 
and  four  bolts  and  nuts,  and  in  lengths  of  21  feet. 
The  chairs  are  of  cast-iron,  and  weigh  36  lbs.  each, 
and  they  are  secured  to  the  sleepers  by  one  spike 
and  two  trenails  to  each  chair.  The  sleepers  are  of 
Baltic  red  timber,  and  measure  8  feet  1 1  inches  by 
by  10  inches  by  5  inches.  This  part  of  the  line  was 
in  excellent  condition,  and  there  wi^s  no  defect  in  it 
which  would  in  any  way  account  for  the  accident. 

The  disturbances  which  were  observable  in  the 
permanent  way  after  the  accident  were  on  different 
portions  of  both  lines,  and  arose  from  different  causes. 
At  52  feet  on  the  north  of  the  bridge,  there  were 
indications,  first  on  the  east  of  the  up  Une,  where  ap- 
parently the  near  horn-plate  of  a  waggon  had  dropped 
upon  the  sleepers,  and  had  slightly  marked  them  or 
injured  them  in  passing  over  them.  A  few  feet 
further  to  the  south,  the  middles  of  the  sleepers  were 
more  strongly  indented  in  several  cases,  as  if  by  a 
broken  axle  or  some  fractured  material  under  a  waggon. 
There  were  then  heavier  marks  on  the  sleepers  on  the 
east  side  of  the  up  line,  and  the  marks  on  the  sleepers 
in  the  four-foot  space  trended  gradually  towards  the 
down  line,  until,  at  38  or  more  yards  south  of  the 
bridge,  the  seven  wagons  were  brought  to  a  stand,  as 
already  described,  off*  the  rails,  principally  in  the 
intermediate  space  and  across  the  up  line,  while  one 
of  them  partly  obstructed  the  down  line.  Behind 
these  seven  wagons,  there  were  a  London,  Chatham, 
and  Dover  waggon,  and  the  break  van  at  the  tail  of 
the  train,  both  of  which  remained  on  the  rails.  The 
damage  to  the  permanent  way  on  this  part  of  th^  line, 
where  some  portion  of  the  goods  train  first  left  the 
rails,  and  where,  in  fact,  the  accident  originated,  was 
thus  comparatively  slight ;  whilst  the  damage  done  to 
the  same  line  ftirther  north,  where  the  tender  and 
some  of  the  carriages  were  thrown  across  it,  was  more 
considerable, — in  the  bending  of  rails,  and  the*fr'acture 
of  chairs ;  and  the  down  line  was  much  damaged  on 
both  sides  of  the  bridge,  and  especially  on  the  north 
of  the  bridge,  where  several  iron  rails  were  broken,— 
one  into  seven  pieces, — ^by  the  engine,  tender,  and 
carriages,  shortly  before  they  were  brought  to  a  stand. 
About  80  chairs  have  been  fractured  on  both  lines, 
and  10  new  rails  have  been  inserted  in  the  place  of 
those  which  were  fractured. 

In  considering  the  primary  cause  of  this  accident, 
it  would  appear,  in  the  first  place,  that  no  blame  can 
be  attached  to  any  one  connected  with  the  excursion 
train,  and  that  a  waggon  was  suddenly  ^thrown  in  the 
way  of  that  train  from  the  goods  train  which  met  it 
travelling  on  the  up  line  in  the  opposite  direction.  It 
is  clear,  in  the  second  place,  that  the  damage  to  the 
goods  train,  which  caused  seven  of  its  wagons  to 
leave  the  rails  of  the  up  line,  and  one  of  them  partly 
to  obstruct  the  down  Une,  was  occasioned  by  some- 
thing which  occurred  either  to  the  waggon  No.  3,238, 
or  to  some  waggon  behind  it  The  waggon  No,  3,238, 
which  was  found  at  the  tail  of  the  second  portion  of  the 
goods  train,  after  that  portion  was  brought  to  a  stand, 
belonged  to  the  Manchester,  Sheffield,  and  Lincoln- 
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shire  Kailway  Company,  and  was  loaded  at  Crowle 
with  potatoes  for  London.  It  was  marked  to  carry 
"  load  six  tons;**  and  the  weight  of  its  load,  as  by  the 
invoice,  was  5  tons  14  cwt.,  while  its  own  weight  was, 
as  marked  upon  h,  4  i^n&  10  cwt.^  •     - 

The  leading  axle  of  that  waggon  had  been  fractured 
close  to  the  boss  of  the  kli  (neM')  wheel,  and  that  axle 
was  found  36  yards  on  the  south  of  the  bridge,  with 
one  wheel  attached  to  it^  much  bent^  about  7  yards  on 
the  east  of  the  up  line,  under  the  wreck  of  one  of 
the  waggons.  The  wheel  which  had  become  detached 
from  that  axle  was  about  20  yards  south  of  the  axle, 
and  clear  of  the  waggons,  but  also  on  the  east  of  the 
up  line.  The  trailing  wheels  and  axle  of  the  same 
waggon  were  found  between  the  above  broken  axle 
and  the  detached  wheel,  jammed  under  the  front  of 
the  leading  waggon,  off  the  rails,  on  the  up  line 
side. 

It  would  appear,  under  all  the  conditions  of  the 
case,  that  the  leading  axle  of  the  waggon  No.  3238 
was  the  first  to  give  way  ;  that  the  mai*ks  on  the 
sleepers  north  of  the  bridge  were  occasioned  by  the 
horn-plates  of  that  waggon  dropping  outside  of  the 
rails  of  the  up  line,  and  by  the  broken  axle  falling 
between  the  rails  of  that  line  ;  that  the  broken  axle 
offering  an  obstruction  to  the  trailing  wheels  and  axle 
of  the  same  waggon,  these  were  swept  from  under 
the  waggon  ;  and  that  these  last  wheels  and  axle  again 
coming  in  the  way  of  the  waggons  behind  it,  these 
latter  were  thrown  off  the  line,  and  forced  into  the 
positions  idready  described.       ^ 

And  it  was  merely  a  result  of  this  state  of  things, 
that  the  engine  of  the  excursion  train,  meeting  with 
the  wi^gons  which  partly  obsti'ucted  the  down  line, 
was  fbr^  off  the  rails  of  that  line,  on  the  outside  of 
the  curve ;  that  its  side  was  grazed  in  passing,  as 
were  also  the  sides  of  the  carriages,  by  the  obstructing 
waggon,  as  that  waggon  became  jammed  against  those 
near  it;  that  it  struck  the  pier  of  the  bridge  with 
great  violence,  and  its  funnel  indented  the  ai-ch  of  the 
bridge  deeply  as  it  passed  under  it;  and  that  the 
engine,  tender,  and  carriages  finally  ran  forward  or 
fell  into  the  positions  which  have  already  been 
noticed. 

I  inclose  a  sketch  of  the  section  of  fracture  of  the 
axle,  taken  from  the  portion  lei^  in  the  boss  of  the 
detached  wheel.  It  measured  3|  inches  in  diameter 
in  the  boss  of  the  wheel,  3^  inches  in  the  middle,  and 
2\^  inches  in  the  journal ;  and  it  showed  clearly  an 
extensive  fiaw,  which  had,  no  doubt,  grown  by  degrees 
during  the  running  of  the  axle.  The  sound  portion 
of  the  axle  measured  from  2f  inches  to  3  inches 
across  the  fractured  section.  This  axle  was  originally 
manufactured  by  the  Patent  Shaft  and  Axletree  Com- 


pany ;  but  there  is  no  means  of  ascertaining  how 
many  miles  it  has  run,  it  not  being  considered  to  be 
practicable  to  keep  any  record  of  the  running  of 
goods  waggons,  and  such  record  not  being  attempted 
to  be  kept,  though  it  is  assumed  that  each  goods 
waggon  runs  about  250  miles  a  week  on  the  average. 

The  waggon  itself,  No.  3238,  was  delivered  to  the 
Manchester,  Sheffield,  and  Lincolnshire  Company  on 
23rd  March  1852,  by  Mr.  John  Ashbury,  of  the 
Britannia  Carriage  Works,  Openshaw,  near  Man- 
chester. Nothing  is  recorded  concerning  it  until  June 
14,  1859,  when  it  was  thoroughly  repaired.  In  July 
1861  it  was  slightly  repaired  at  New  Holland  ;  and  it 
received  various  repaira  at  27  different  dates  up  to 
December  31,  1869.  It  was  then  last  sent  out  of  the 
workshops,  and  it  has  been  running  ever  since.  It 
was,  immediately  before  the  accident,  transferred  to 
the  Great  Northern  Company  at  Doncaster,  and  it  was 
examined  at  that  place,  as  well  as  at  Retford,  on  its 
journey  towards  flie  scene  of  the  accident,  together 
with  the  other  waggons  in  the  train.  The  waggon 
examiners  at  those  places,  as  well  as  the  greasers, 
found  all  the  waggons  of  the  train  with  theu-  axles 
cool  and  apparently  in  good  condition  ;  and  neither 
their  tapping  of  the  wheels,  nor  their  examination, 
could  have  detected  the  flaw  which  has  now  been 
brought  to  light. 

Two  other  axles  belonging  to  the  goods  waggons  of 
the  same  train  were  found  after  the  accident  to  be 
fractured,  one  into  three,  and  the  other  into  two  pieces  ; 
but  these  fractures,  which  were  very  different  in 
appearance,  and  further  from  the  wheels,  were  no 
doubt  the  results,  and  had  nothing  to  do  with  the 
primary  cause,  of  the  accident. 

The  real  cause,  then,  of  this  lamentable  accident, 
so  fatal  to  life,  appears  to  have  been  the  •failure  of  the 
leading  axle  of  the  waggon  No.  3238,  in  consequence 
of  a  flaw,  which  has  grown  in  it  in  the  course  of  years, 
and  which  no  oi^dinary  examination  would  have  de- 
tected. The  axle  was  of  a  size  which  would  not  now 
be  constructed,  those  of  more  modern  construction 
for  similar  duty  being  made — say  five-eighths  of  an 
inch  larger,  or  about  4^  inches  in  diameter  in  the 
boss  of  the  wheel.  The  serious  character  of  the 
present  collision  cannot  but  lead  to  increased  appre- 
hension in  regard  to,  and  greater  care  in  the  use  of, 
axles  of  this  description,  and  to  their  being  replaced, 
as  soon  as  that  can  be  done,  by  the  heavier  axles,  the 
necessity  for  the  introduction  of  which  has  been  so 
unfortunately  demonstrated. 


The  Secretary, 
Railway  Department, 
Board  of  Trade, 


I  have,  &c., 

H.  W.  Tyler. 


Printed  copies  of  this  report  were  sent  to  the  Great  Northern  and  the  Manchester,  Sheffield,  and  Lincolnshire 

Railway  Companies  on  the  4th  July. 
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GREAT  SOUTHERN  AND  WESTERN  RAILWAY  OF  IRELAND. 


Board  of  Trade^ 
Railway  Department^ 
Sir,  Whitehall,  2Sth  May  1870. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  19th  instant,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  mj  inquhy  into  the  circumstances  which 
attended  the  accident  that  occurred  on  the  14th  inst 
on  the  Tralee  and  Killarney  branch  of  the  Great 
Southern  and  Western  Railway  of  Ireland. 

One  passenger  was  very  seriously  hurt ;  ten  others 
have  complained  of  injuries,  more  or  less  severe.  The 
breaksman,  who  was  travelling  in  the  last  vehicle  of 
the  train,  was  also  hurt. 

On  the  day  in  question,  a  train,  which  consisted  of 
an  engine  and  tender,  a  break  van  with  a  guard,  17 
loaded  waggons^  a  composite  carriage,  and  a  break 
van  with  a  breaksman,  left  Tralee  for  Mallow,  at 
6.10  p.m. 

The  vehicles  were  coupled  together  in  the  order 
given. 

The  train  was  ten  minutes  late  in  leaving  Tralee. 
It  is  a  goods  train,  to  which  a  passenger  carriage  is 
attached  for  the  convenience  of  the  public ;  but  the 
train  is  not  inserted  as  a  passenger  train  in  the  com- 
pany's time  tables. 

When  the  train  got  about  four  miles  from  Tralee, 
and  was  travelling  at  a  speed  of  about  20  miles  an 
hour,  the  axle  of  the  last  goods  waggon  but  one  broke 
close  to  the  i^e  box. 

The  vehicle  at  the  time  was  ascending  an  incline  of 
1  in  170,  but  the  engine  of  the  train  had  got  over  the 
summit,  and  was  descending  an  incline  of  1  in  170. 
The  first  marks  of  any  vehicle  being  off  the  rails  were 
found  about  20  yards  to  the  south  of  an  overbridge, 
near  the  57}  mile-post  from  Mallow.  A  few  yanls 
further  on,  the  marks  of  two  sets  of  wheels  being  off 
the  rails  were  plainly  visible  on  the  sleepers,  and  at 
135  yards  from  the  place  where  the  first  marks  are 
found  on  the  sleepers  the  composite  carriage  re- 
mained. It  was  half  turned  over  on  its  left  side,  and 
very  much  broken,  fi-om  having  struck  violently 
against  the  right  side  of  the  rock  cutting  through 
which  it  was  passing. 

Several  pieces  of  the  rock  were  broken  ofi^  both 
ends  of  the  carriage  were  broken  in,  and  all  three 
axles  were  bent. 

One  of  the  waggon  wheels,  and  the  larger  portion 
of  the  broken  axle,  appear  to  have  got  under  the  pas- 
senger carriage  before  it  reached  this  point.      The 


floor  of  the  carriage  was  much  broken,  the  couplings 
between  it  and  the  waggon  next  in  front  of  it  were 
broken,  and  the  carriage  was  turned  across  the  rails, 
against  the  side  of  the  rock  cutting.  Six  of  the  pas- 
sengers in  the  front  part  of  the  carriage  were  thrown 
out  by  the  collision.  The  ^ye  passengers  in  the  back 
part  of  the  carriage  were  taken  out  afterwards. 

The  first  notice  that  the  engine-driver  appears  to 
have  had  of  anything  being  wrong  was  when  he  felt 
the  train  pulling  heavy.  The  heavy  drag  was  pro- 
bably caused  by  the  carriage  striking  the  rock,  and 
the  two  waggons  in  front  of  it  being  off  the  rails. 

When  the  driver  looked  round  he  could  not  see  the 
passenger  carriage,  which  had  parted  from  the  train. 

He  did  his  best  to  stop  the  train,  and  called  to  the 
guard,  who  was  riding  in  the  break  van  next  to  the 
tender,  to  put  on  his  break  ;  but  the  train  was  on  a 
falling  gradient  of  1  in  170,  and  the  engine  was  not 
brought  to  a  stand  till  it  reached  a  spot  700  yards 
from  the  place  where  the  first  marks  were  found  on 
the  sleepers.  The  wheel,  with  the  piece  of  the  broken 
axle  inside  the  axle  box,  remained  attached  to  the 
waggon,  which  was  the  16th  waggon  of  the  train. 
This  waggon,  and  the  one  behind  it,  were  the  only 
vehicles  in  the  front  part  of  the  train  (which  separated 
frx)m  the  passenger  carriage)  that  got  off  the  rails. 

One  rail  of  the  permanent  way  was  found  bent  and 
cracked.  This  rail  was  at  the  near  side,  about  half- 
way between  the  place  where  the  passenger  carriage 
struck  the  rock  and  the  place  where  the  first  marks 
were  found  on  the  sleepers. 

The  waggon,  of  which  the  hind  axle  gave  way,  was 
a  covered  goods  waggon.  It  weighed  about  5  tons 
2  cwt.,  and  was  intended  to  carry  5  tons  of  goods.  It 
was  loaded  with  3  tons  17  cwt  of  butter  at  the 
time. 

The  axle  at  the  point  of  fracture,  which  was  close 
to  the  boss  of  the  wheel,  was  4  in.  in  diameter.  There 
was  an  old  flaw,  from  fths.  to  1  in.  deep  for  the  whole 
circumference,  at  the  place  of  nwjture. 

This  could  not  well  be  detected  without  taking  the 
axle  and  wheels  off  the  waggon.  The  axles  are  now 
usually  made  an  inch  thicker  in  diameter. 

The  accident  was  caused  by  the  fracture  of  the 
hind  axle  of  the  16th  waggon  of  the  train. 

I  have,  &C., 
77ie  Secretary,  F.  H.  Rich, 

Board  of  Trade,  LieuL-  Col.  R.E. 

Railway  Department, 


Printed  copies  of  the  above  report  were  sent  to  the  company  on  the  15th  June. 


LANCASHIRE  AND  YORKSHIRE  RAILWAY. 


Sib,  Manchester,  2%ih  May  1870. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  12th  instant,  I  have  the 
honour  to  report,  for  the  information  of  the  Board  of 
Trade,  the  result  of  my  inquuy  into  the  circum- 
stances which  attended  the  collision  that  occurred  on 
the  10th  instant  at  the  Miles  Platting  station  on  the 
Lancashii-e  and  Yorkshire  Railway. 

This  station  is  nearly  a  mile  and  a  half  from  the 
Victoria  station  at  Manchester,  and  contains  passen- 
ger platforms  for  the  Ashton  branch  as  well  as  for  the 
main  line.  The  junction  of  the  main  line  and  the 
branch  is  on  the  west  or  Manchester  side  of  the 
station,  and  there  are  numerous  sidings  on  both  sides 
of  the  main  line  west  of  the  junction.  The  sidings 
on  the  south  of  the  main  line  communicate  with  the 
branch  and  the  main  line  between  the  junction  and 


the  station.  The  junction  signalman  is  provided  with 
a  cabin,  and  with  levers  in  the  cabin  for  working  his 
points  and  signals,  and  he  has  the  means  of  communi- 
cating by  beU  with  another  signalman,  stationed  in  a 
cabin  about  200  yards  to  the  east  of  him,  on  the  main 
line  up  platform.  There  is  a  signal  for  ihe  protection 
of  the  main  line  and  the  branch  from  the  sidings,  which 
is  worked  by  wire  from  the  cabin  of  the  platform 
signalman. 

On  the  day  in  question,  the  8.20  a.m.  passenger 
train  from  Ashton  reached  Miles  Platting  in  due 
course,  consisting  of  a  tank  engine  and  ^yq  carriages, 
fitted  with  continuous  breaks.  The  tickets  having 
been  collected,  and  the  signal  having  been  lowered  for 
it  to  start  for  Manchester,  the  engine-driver  put  his 
train  in  motion  at  8.45  a.m.,  in  the  ordinary  course* 
As  he  was  crossing  the  junction  of  the  sidings  above 
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referred  to  with  the  hranch  lines,  he  observed  that  an 
engine  was  coming  out  of  the  sidings  towards  him. 
He  had  no  time  to  reduce  his  speed  from  three  or 
four  miles  an  hour,  at  which  he  was  travelling,  before 
the  engine  from  the  siding  struck  a  first-class  car- 
riage, third  from  his  engine,  and  which  was  therefore 
in  the  middle  of  his  train.  The  guard,  who  was 
riding  in  a  break  compartment  of  the  leading  carriage, 
also  saw  the  engine  approaching  from  the  siding,  but 
had  no  opportunity  of  applying  his  break,  and  con- 
sidered that  it  would  be  useless  to  do  so. 

The  engine  from  the  siding,  coming  into  collision 
with  the  leading  compartment  of  the  first-class  car- 
riage referred  to,  destroyed  that  compartment,  and 
slightly  damaged  the  compartment  next  behind  it. 
The  leading  end  of  the  framing  was  also  much 
damaged,  and  the  carriage,  being  driven  back,  with 
those  behind  it,  was  detached  from  the  engine  and 
the  two  carriages  which  were  in  front  of  it.  The 
second-class  carriage,  second  from  the  engine  and  in 
front  of  the  first-class  carriage,  was  grazed,  and  lost 
its  footsteps,  but  did  not  leave  the  rails.  The  two 
last  carriages  of  the  train,  which  were  third-class  car- 
riages, were  not  damaged  nor  thrown  off  the  rails. 
Five  of  the  passengers  have  complained  of  injury,  and 
one  of  the  company's  servants,  who  was  travelling  as 
a  passenger,  was  also  injured. 

The  engine  which  thus  came  into  collision  with 
the  passenger  train  was  No.  283,  a  six-wheel-coupled 
goods  engine.  The  engine-driver  had  come  on  duty 
that  morning  at  4.25  a.m.,  and  had  run  three  trips 
with  goods  trains  between  Miles  Platting  and  Ard- 
wick,  a  distance  of  two  miles.  On  his  return  to 
Miles  Platting  from  the  last  of  these  trips,  at  8.25,  he 
dropped  off  his  engine  as  it  passed  the  passenger  plat- 
form of  the  Ashton  branch,  and  went  into  the  porter's 
room  to  get  his  breakfast,  leaving  the  engine  to  run 
on  into  the  siding  in  charge  of  his  fireman.  The  fire- 
man reached  the  siding  in  due  course,  with  one 
waggon  attached  to  (and  pushed  in  front  of)  the 
engine.  He  got  off  the  engine,  and  coupled  up  the 
one  waggon  to  seven  other  waggons  which  were 
standing  in  the  siding.  The  guard  of  the  goods 
train  walked  up  to  him  from  the  porter's  room,  and 
told  him,  as  he  says,  to  "Go  on,  and  come  into 
Sheffield  siding."  But  the  guard  states  that  his 
expression  was  "  Sheffield  siding  "  only,  and  that  he 
did  not  intend  the  fireman  to  move  the  engine  for- 
ward so  as  to  run  out  of  the  siding  in  which  he  was 
standing  as  long  as  the  siding  signal  was  at  danger. 
The  guard  uncoupled  the  engine  from  the  waggons, 
and  the  fireman  moved  the  engine,  tender  first,  towards 
the  line  of  the  Ashton  branch,  not  being  aware  that 
there  was  a  passenger  train  at  the  platform,  which 
the  station  buildings  prevented  him  from  seeing.  In 
moving  towards  the  branch  line,  to  get  dear  of  the 
siding  points  and  back  into  the  Sheffield  siding,  he 
saw  Sie  passenger  train  coming  out  of  the  station; 
and  he  reversed  his  engine,  but  too  late  to  stop  it,  and 
to  prevent  the  collision  from  occurring.     There  was  a 


hole  knocked  in  the  tank  of  the  tender,  which 
not  otherwise  damaged. 

The  signal  applying  to  the  siding  was  at  danger 
when  the  engine  was  thus  moved  out  of  it  towards 
the  branch  line.  The  fireman  knew  the  meaning  of 
this  signal,  and  saw  that  it  was  at  danger,  but  he  did 
not  consider  that  he  would  be  disobeying  it  in  only 
coming  through  the  points  which  connected  the 
sidings  together  for  the  purpose  of  taking  his  engine 
from  one  siding  into  another  siding  ;  and  it  was  not 
his  intention  to  proceed  across  the  branch  line.  He 
did  not  know  that  he  might,  by  opening  a  pair  of  slip 
points  which  connect  the  siding  with  the  up  branch 
line,  and  by  taking  his  engine  over  those  points,  have 
allowed  room  for  his  engine  to  get  clear  of  the  other 
siding  points  (with  a  few  feet  to  spare),  without  foul- 
ing l£e  branch  line;  and  the  guard  had  gone  down  to 
the  Sheffield  siding  to  prepare  his  train,  and  was  not 
with  the  engine  when  the  collision  occuired. 

The  engine-driver  was  about  70  yai-ds  from  the 
engine,  and  close  to  the  junction  cabin,  when  the 
fireman  set  the  engine  in  motion.  Seeing  that  the 
fireman  was  doing  wrong,  he'  ran  towards  the  engine 
as  iaat  as  he  could,  calling  out  "  hold  on,"  and  he 
jumped  on  the  engine,  and  applied  the  tender-break ; 
but  he  had  hardly  done  so  when  the  collision 
occurred. 

The  engine-driver  had  been  in  the  company's  ser- 
vice for  12  years,  as  cleaner,  fireman,  and  extra 
engine-driver,  and  had  been  a  regular  driver  since 
the  1st  Januai'y  1870.  The  fireman  had  been  four 
years  in  the  company's  service  as  a  cleaner,  and  had 
acted  occasionally  as  a  fireman,  but  he  had  not  been 
regularly  appointed  to  that  duly. 

In  this  case,  an  acting  fireman  incautiously  moved 
a  goods  engine  towards  the  branch  line,  and  in  the 
way  of  a  passenger  train,  and  folded  the  main  line,  in 
disobedience  to  a  signal  which  was  at  danger  to  pre- 
vent the  passenger  line  from  being  fouled  from  the 
siding.  An  extra  precaution  might  be  adopted,  to 
prevent  the  passenger  line  from  thus  being  fouled 
when  the  signal  is  at  danger,  by  adding  a  chock-block 
or  safety  points,  working  with  the  siding  signal  in 
such  a  way  that  no  engine  or  waggon  could  leave  the 
siding  whUe  the  signal  is  at  danger ;  but  such  arrange- 
ments would  probably,  looking  to  the  nature  and 
character  of  the  enormous  traffic  which  is  carried  on 
at  this  station,  and  the  constant  shunting  which  is 
going  on  at  these  sidings,  require  to  be  self-acting 
for  waggons  shunted  into  the  sidings ;  and  the  remedy 
really  required  is  the  general  enlargement  and  im- 
provement of  the  accommodation  for  goods  traffic  at 
this  important  station,  so  that  the  shunting  of  the 
goods  engines  and  waggons  in  the  sidings  may  be 
carried  on  independently  of  and  without  interfering 
with  the  passenger  lines. 

I  have,  &c.. 
The  Secretary,  H.  W.  Tyler. 

Railway  Department^ 
Board  of  Trade. 


Printed  copies  of  the  above  report  were  sent  to  the  company  on  the  10th  June. 


LONDON  AND  NOBTH-WESTERN  RAILWAY. 


1,  WhUehall, 
Sm,  12^A  May  1870. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  Idth  ultimo,  I  have  now  the 
honour  to  report,  for  the  information  of  the  Board  of 
Trade,  the  result  of  my  inquiry  into  the  accident 
that  occurred  on  the  10th  ultimo,  near  Gray  Bigg, 
on  the  London  and  North-western  Railway. 

The  12.47  a.m.  mail  train  from  Carlisle  for  London 
left  Carlisle  at  12.52,  five  minutes  late,  on  the  morning 
in  question,  consisting  of  an  engine  and  tender,  a 
guard's  van,  six  composite  and  two  third-class  car- 
riages, a  Caledonian  post-office  (No.  5),  and  a  break- 
van.    The  engine-driver  ran  for  42  miles,  from  Car- 

25306.  G 


lisle  to  Gray  Bigg,  at  his  usual  speed,  and  passed  Gray 
Bigg  some  three  or  four  minutes  late,  without  stopping. 
He  had  received,  a  week  previously,  in  a  printed  ck- 
cular  from  the  manager's  office,  instructions  to  slacken 
speed  between  the  2&^  and  26th  mile-posts  from  Lan- 
caster, in  consequence  of  the  lifting  of  the  road.  He 
accordingly  slackened  his  speed  after  passing  the  Gray 
Bigg  station,  from  36  to  2S  miles  an  hour.  It  was  a 
dark  rainy  morning,  and  the  engine-driver  perceived 
a  little  oscillation  in  his  engine  shortly  after  passing 
the  25|  mile-post.  He  thought  that  the  rpad  was 
"  rather  unusiudly  rough,"  and,  his  steam  having  pre- 
viously been  shut  ofi^  he  reversed  his  engine,  and 
applied  steam  against  the  engine,  with  a  view  to 
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stopping  the  tnun  as  quickly  as  possible.  He  did  not 
whistle  for  the  guard's  breaks  ;  but  the  fireman,  feel- 
jDg  also  the  rough  condition  of  the  road,  and  seeing 
tlurt  the  engine-driver  was  reversing  the  engine, 
applied  ihe  tender  bre^  which  was  previously  putly 
<m.  The  train  was  now  descending  a  gradiont  of  1  in 
106,  and  the  engine-driver  pwceived  shordy  afW- 
wards  that  something  was  '"dragging"  bdiiind  him. 
He  broi^t  his  engine  to  a  stand  as  soon  as  he  could, 
and  fearii^  that  t^  down  line,  as  well  as  the  up  line, 
might  be  obstructed,  he  sent  his  fireman  towards 
Oxenholme  ;  and,  after  attending  to  his  engine,  he 
went  northward  to  see  what  had  hi4[^>ened. 

The  guard  in  the  leading  van  perceived  some  un- 
wnal  oflcOlation  after  leavix^  Gray  Bigg,  but  did  not 
think  that  anything  was  wrong  until,  after  a  few 
seconds,  he  felta  severe  shock,  which  threw  him  down 
in  the  van.  His  break  was  already  implied  to  a  slight 
extent,  and  he  got  up  as  soon  as  he  could,  and  turned  it 
tight  on,  and  kept  it  so  until  the  train  came  to  a  stand. 
The  conductor  rode  in  a  second-class  compartment 
of  a  composite  carriage,  which  was  the  ninth  vehicle 
behind  the  tender,  and  immediately  in  front  of  the 
post-office.  He  fdt  a  ^  sucoessiiMi  of  violent  oscilla- 
tions or  swayings,"  so  much  so  that  he  jumped  up  in 
Ids  compartment,  for  the  purpose  of  attempting  to  seiee 
the  conmiunication  cord  ;  but  before  he  could  reaeh  it 
he  felt  that  his  carriage  was  off  the  rails.  He  was 
much  *<  thrown  about,"  and  after  holding  on  by 
diffBrent  parts  of  the  carriage,  and  struggling  as  well 
as  he  ooukl,  he  found  his  carriage  come  gradually  to  a 
stand  across  the  line  on  which  he  had  been  travelling. 
The  guard  in  die  hind  van  applied  his  break  affco* 
passing  Gray  Kigg,  according  to  his  usual  custom,  and 
after  passing  a  field  gate  near  the  25|  mile-post,  he 
felt  a  good  deal  of  oscillation.  He  gave  his  break 
handle  another  turn  or  two,  and  while  dxjiog  so  he  felt 
his  van  jump  off  the  rails.  He  was  stunned,  and  does 
not  remember,  either  how  his  van  came  to  a  stand  or 
how  he  got  out  of  it ;  but  he  ran  back  as  soon  as  he 
recovered  himself,  with  his  lamp  and  detonating 
signals,  to  protect  the  train. 

An  examination  of  the  line  after  the  accident 
showed  the  train  to  be  somewhat  in  the  condition 
sketched  in  the  accompanying  diagram.  Hie  ^iglne 
and  tender  and  the  leading  van  were  all  on  the 
rails,  and  coupled  together,  and  they  had  come  to  a 
stand  at  the  Lamb  Rigg  leveh  crossing,  between  the 
25^  and  25^  mile-posts  (from  Lancaster),  with  the 
engine  about  132  yards  inside  the  former  mile-post. 
Next  behind  the  leading  van  was  a  carriage  off  the 
rails  to  the  right  (or  east)  by  about  nine  indies. 
There  were  then  three  carriages  en  the  rails,  whidi 
did  not  appear  to  have  left  them,  and  two  carriages  off 
tiie  ndls,  about  12  inches  to  the  right,  and  the  whole 
of  these  vehicles  were  still  coupled  together.  The 
three  carriages  whidi  liad  left  the  rails  were  somewhat 
damaged:  Uie  first  had  the  bands  on  the  top  of  both 
the  near  springs  fractured,  and  some  of  the  spring- 
plates  cracked ;  and  the  other  two  had  damaged  or 
broken  ends,  springs,  and  step  boards.  At  280 
yards  behind  the  front  portion  of  the  train,  which 
thus  remained  coupled  together,  there  lay  two  carriages, 
standing  in  a  y\  form,  across  the  up  line,  but  still  on 
their  wheels.  They  remained  coupled  together  by  one 
side  chain,  the  screw  coupling  having  given  way,  and 
they  were  not  much  damaged,  except  that  the  bands 
of  the  springs  were  fractured.  Immediately  behind 
the  last-mentioned  carriage,  and  coupled  to  it,  was  the 
post-^ce,  en  its  side,  entirely  off  the  rails,  and  par- 
tially down  the  side  of  the  embankment  on  which  this 
part  of  the  line  runs.  At  84  yards  behind  the  post- 
office  the  hind  van  was  lying  partially  on  its  side, 
and  resting  on  its  near  wheels  against  the  dope  of  a 
cutting  on  the  near  side  o£  the  line. 

Strange  to  say,  in  spite  of  the  serious  nature  of 
this  aoeident,  only  two  post-office  clerks  and  one  pas- 
senger, out  of  40  or  50  who  were  traveling  by  the 
train,  have  complained  of  injury. 

The  most  notable  fracture  connected  with  the 
rolling  stock  was  that   of  the  near  leading  wheel 


of  the  post-office.  This  was  a  wheel  of  the  descrip- 
tion known  as  Mansell's  Patent,  constructed  with 
a  cast-iron  boss,  wooden  disc,  and  wrought-iron 
rings  for  the  attachment  of  the  tyre.  The  disc  of 
the  wheel  was  found  to  be  partly  pushed  off  its  boss 
for  a  distance  of  about  three  quarters  of  an  inch  to- 
wards the  outside,  while  the  boss  remiuned  firmly 
secured  and  keyed  upon  the  axle.  The  outer  cast- 
iron  face-plate  was  cracked  into  ihxee  pieces,  but  the 
bolts  which  secured  it  to  the  inner  plate  forming  part 
of  the  boss  were  all  sounds  and  the  nuts  were  t^it 
upon  them.  The  inner  plate  itself  was  broken  into 
seven  larger  and  one  smaller  pieces,  and  the  frac- 
tures, though  rusted  in  places,  are  stin  more  or  less 
bright  where  -Qiej  have  not  been  affected  by  water. 
The  disc  of  the  wheel  appears,  on  examination,  to 
have  been  previously  used  with  the  same  boss,  or 
with  a  different  boss  of  the  same  description,  inasmuch 
as  it  is  doubly  pierced,  one  set  of  holes,  Tdiich  have 
been  mudi  worn,  having  been  plugged  up ;  and 
another  set  of  holes  having  been  made  for  the  boss 
which  was  on  the  wheel  when  the  accident  occurred. 
The  disc  had  also  been  tightly  packed  wiih  plates  of 
iron  to  surround  the  boss,  no  doubt  in  consequence 
of  its  having  become  loose  from  previous  wear.  These 
and  other  points  connected  with  ihe  construction  of 
the  wheel  and  with  its  fracture  are  fully  shown  in 
the  enclosed  diagram,  with  which  Mr.  Bore,  the  car- 
riage superintendent  of  the  London  and  North-western 
Company,  has  been  so  good  as  to  furnish  me.  The 
post-office  to  which  this  wheel  belonged  was  the 
property  g£  the  Caledonian  Bidlway  Company. 

The  permanent  way  on  this  part  of  the  line  is  laid 
with  double-headed  rails,  weighing  84  lb.  to  the  yard, 
and  fished  at  the  joints  with  wrought-iron  susp^ided 
plates,  and  bolts  and  nuts.  The  chairs  weigh  40  lbs. 
each,  and  are  attached  to  the  sleepers,  each  by  two 
trenuls  and  one  wrought-iron  spi^  The  keys  are 
outside.  The  sleepers  are  laid  transversely,  three 
^t  apart,  on  the  average,  from  centre  to  centre.  Hie 
road  was  relaid  thus,  widi  the  ordinary  London  and 
North-western  permanent  way,  about  nine  years  ago. 
The  roadway  was  in  process  of  being  lifted,  an  ope- 
ration which  had  been  continued  for  upwards  of  a 
fortnight ;  and  the  repairs  which  were  being  made 
at  the  same  time  had  been  carried  on  northward  to 
within  100  yards  of  the  first  mark  on  the  rail  at  the 
scene  of  the  accident ;  while  the  lifting  itself  had  been 
carried  forward  about  a  quarter  of  a  mile  north  of 
that  spot  before  the  accident  occurred. 

The  first  mark  observable  on  the  permanent  way 
after  the  accident,  to  cdiow  where  any  vehicle  had 
left  the  rails,  was  217  yards  south  of  the  25}  mile- 
post.  The  outer  rail  of  the  curve  which  there  occurs, 
with  a  radius  of  about  70  chains,  showed  a  wheel 
mu-k,  as  of  a  flange  of  a  wheel  mounting  it  and 
crossing  it  obliquely  ;  and  the  outer  jaw  of  the  chair 
in  front  of  the  end  of  that  wheel-mark  was  slightly 
chipped  and  indented,  indicating  where  the  wheel  had 
fallen  on  the  outside  of  the  raiL  There  were,  a  little 
in  advance,  corresponding  marks  on  the  ballast  and 
sleepers,  showing  where,  after  the  mounting  of  an  off 
wheel  on  the  outer  rail,  a  near  wheel  had  also  dropped 
inside  the  inner  rail ;  and  these  marks  continued  on 
the  sleepers,  and  could  be  traced  to  the  spot  where 
the  post-office  lay,  196  yards  in  advance,  on  its  side, 
on  the  edge  of  the  embankment. 

At  a  ^stance  of  56  yards  from  the  first  mark  on 
the  rail,  it  was  observed  that  a  vehicle  had  left  the 
rail  <m  the  opposite  or  inside  of  the  curve ;  and  these 
marks  conducted  plainly  and  directly  to  the  spot 
where  the  van  lay  resting  against  the  side  of  the  em- 
bankment The  road  was  not  much  disturbed,  though 
the  sleepers  were  damaged,  between  the  point  where 
the  first  mark  on  the  rail  was  observable  and  the 
point  where  the  hind  van  lay,  nor  indeed  for  50  yards 
beyond  that  point ;  but  for  30  or  40  yards  further  in 
advance  the  rails,  ^airs,  and  sleepers  were  carried 
completely  over  towards  the  edge  of  the  embankment ; 
and  this  was  evidently  done  by  the  wheels  of  ihe  post- 
office,  before  that  vehicle  turned  over  and  fell  on  its 
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side.  The  sleepers  were  much  damaged,  and  a  nnm- 
ber  of  chairs  were  broken,  for  300  yioxis  further,  and 
to  the  point  where  the  engine  and  leading  carriages 
came  to  a  stand,  bnt  the  rails  were  not  displaced  on 
that  part  of  the  line. 

In  considering  the  causes  which  have  led  to  this 
accident,  there  would  appear  to  be  no  doubt  that  the 
post-office  was  the  first  vehicle  to  leave  the  mils, 
and  that  the  principal  damage  to  the  permanent  way 
was  effected  by  the  wheels  of  the  post-office,  about 
150  yards  in  advance  of  the  spot  at  which  that  vehicle 
had  so  left  the  rails.  It  appeara  plain  also  that  the 
hind  van  was  the  second  vehicle  to  leave  the  rails, 
and  that  \t  had  nothing  to  do  with  the  origin  of  the 
accident. 

As  regards  the  permanent  way,  the  platelayers  had 
lifted  it  for  a  quarter  of  a  mile  north  of  and  past  the 
site  of  the  accident,  and  they  had  left  the  sleepers 
uncovered  by  ballast,  and  had  no  spare  ballast  about, 
or  any  more  than  was  employed  in  packing  up  the 
sleepers  during  the  lifting.  As  tried  by  the  engineer 
of  the  line  on  the  morning  of  Monday — the  day  fol- 
lowing the  accident — the  superelevation  of  the  outer 
rail  on  the  curve  was  found  to  be  4^  or  more  inches, 
and  to  be  uniform  at  and  near  the  point  where  the 
first  wheel  mark  was  discoverable  ;  and  it  was  tested, 
with  the  same  result,  by  the  district  engineer  on  the 
Sunday  morning,  five  or  six  hours  after  the  accident 
happened.  The  gauge  between  the  rails  is  also  said 
to  have  been  correct  to  within  a  quarter  of  an  inch. 
A  number  of  new  trenails  now  observable  in  the 
chairs  are  stated  to  have  been  inserted,  some  before, 
bnt  more  since,  the  accident ;  this  remark  applying 
specially  to  that  part  of  the  line  where  the  post-office 
first  left  the  rails  ;  and  two  new  sleepers  have  also 
been  inserted  since  the  accident,  the  one  nine  feet 
behind  where  the  first  wheel-mark  was  visible,  and 
the  other  opposite  to  that  mark. 

The  wheel  of  the  post  office,  though  fractured  as 
above  described,  was  found  to  be  nearly  complete  in 
all  its  parts  ;  but  there  were  missing  certain  iron 
bolts  or  nuts,  and  a  small  portion  of  the  inner  plate 
(forming  part  of  the  boss),  in  a  triangular  form,  with 
sides  about  two  inches  long.  This  portion  was  found 
twelve  days  after  the  accident,  on  the  outside  of  the 
outer  rail  of  a  siding  at  Gray  Rigg  station,  about 
two  miles  north  of  the  scene  of  the  accident,  after 
having  been  much  searched  for  by  all  the  platelayers 
who  were  employed  in  maintaining  and  lifting  the  line. 
If  this  portion  of  iron  dropped  out  of  the  wheel  before 
the  post-office  left  the  rails,  it  would  be  fair  to  con- 
clude that  the  wheel  was  fractured  previously  to  the 
accident,  and    that  the   accident  was  caused  by  its 
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failure  ;  but  the  evidence  on  this  pomt  is  hardly  con- 
clusive, inasmuch  as  a  number  of  broken  chairs  had 
been  collected  and  taken  from  the  site  of  the  accident 
to  the  Gray  Rigg  siding  two  days  before  the  finding 
of  this  piece  of  iron  ;  and  it  is  not  impossible  that  this 
piece  of  iron  might  have  been  carried,  with  other 
pieces  of  iron,  to  Gray  Rigg  after  the  accident.  It 
might,  or  might  not,  have^been  previously  discovered, 
if  it  had  lain  at  Gray  Rigg  from  the  time  of  the  acci- 
dent. 

The  carriage  examiner  at  Carlisle,  under  whose 
scrutiny  this  train  passed  before  it  left  for  Gray  Rigg, 
states  that  he  carefully  examined  it  all  over,  and  that 
he  is  confident  there  was  nothing  the  matter  with  any 
of  the  wheels  when  the  train  started  from  Carlisle, 

The  condition  of  the  surfaces  of  fracture  in  the 
portions  of  cast-iron  which  have  come  from  the  broken 
wheel,  is  stated  to  have  been  nearly  the  same  when 
the  wheel  was  first  examined  after*  the  accident  as 
when  I  saw  them  en  the  3rd  May.  Parts  of  these 
surfaces  of  fracture  were  still  bright.  Other  parts 
were  more  or  less  covered  with  rust ;  and  it  would 
appear  that  the  rust  was  almost  as  extensive  over  the 
surfaces,  and  as  thick,  five  hours  after  the  accident  as 
on  the  3rd  May.  There  was  no  flaw  in  the  material 
which  would  lead  to  weakness  so  as  to  cause  those 
fractures,  and  it  was  imposible  to  say  positively  from 
their  appearance  whether  there  were  any  cracks  in 
the  wheel  before  the  accident  or  not. 

With  a  view  to  the  further  elucidation  of  this  point, 
I  requested  Mr.  Worthington,  the  engineer,  and  Mr. 
Bore,  the  carriage  superintendent  of  the  London  and 
North-western  Company,  who  took  opposite  views  of 
the  probable  cause  of  this  accident,  to  ascertain  ex- 
perimentally whether  similar  portions  of  metal,  newly 
fractured  and  exposed  under  similar  conditions  to  the 
action  of  water,  would  in  five  hours  assume  the  ap- 
pearances which  were  observed  on  the  portion  of  the 
wheel  in  question  &ye  hours  after  the  accident  oc- 
curred. I  inclose  the  letters  which  I  have  received, 
reporting  the  results  of  these  experiments  ;  and  taking 
into  consideration  all  the  circumstances  of  the  case,  I 
am  forced  to  the  conclusion  that  the  permanent  way 
having  been  lifted,  and  the  repairs  having  been  in 
progress,  the  post-office  was  thrown  off*  the  rails  in 
consequence  of  the  defective  condition  of  the  perma- 
nent way,  rather  than  from  any  failure  prior  to  the 
accident  in  its  own  wheel. 

I  have,  &c. 
The  Secretary,  H.  W.  Tyler. 

{Railway  Department)^ 
Board  of  Frade, 


sent  to  the  company  on  the  30th  May. 


Capt.  Tyler. 

Dear  Sir,  Manchester^  May  9th  1870. 

I  NOW  send  you  the  result  of  some  trials  as  to 
the  rusting  of  cast  iron,  as  requested  by  you.  I 
first  placed  several  pieces  of  broken  casting  on  the 
roof  of  a  house  in  the  sunshine,  and  subjected  them  to 
a  constant  intermittent  wetting  and  drying  process 
for  five  hours.  The  result  was  that  a  considerable 
coat  of  rust  was  produced  even  in  less  than  fiye 
hours.  Under  these  favorable  circumstances  the 
rusting  of  the  iron  was  more  considerable  than  I 
expected.  These  were  not  however  the  circumstances 
under  which  the  broken  wheel  boss  was  placed, 
as  the  weather  after  the  accident  appears  to  have 
been  a  cold  sleety  rain  for  three  hours,  and  afterwards 
showery.  For  the  purpose  of  subjecting  the  iron 
more  nearly  to  these  conditions,  I  made  four  trials 
with  pieces  of  a  cast  iron  bar  one  inch  square,  and 
fresh  broken  into  lengths  of  about  two  inches,  stand- 
ing them  up  on  their  rough  ends.  Two  of  the 
pieces  were  immersed  in  water,  the  top  end  of  the 
bar  being  just  above  the  surface  of  the  water  so  as  to 
keep  it  constantly  wet.  One  of  the  other  pieces  stood 
on  its  rough  broken  end  on  a  board,  and  the  other  -on 
a  piece  of  metal,  and  both  these  were  wetted  from 
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time  to  time.  The  temperature  was  about  53°  Fahr. 
I  tried  to  reduce  this  in  one  case,  but  could  not  get  it 
below  50°.  At  the  end  of  five  hours  the  bottom  sur- 
faces of  all  were  nearly  free  from  rust,  though  they 
were  not  bright. 

The  top  surfaces  were  all  more  or  less  rusty,  though 
not  I  think  so  rusty  as  the  fractured  boss  is  described 
to  have  been  by  the  person  who  saw  it  ^^^  hours 
after  the  accident.  The  piece  which  showed  the  least 
rust  on  the  top  was  that  which  had  been  wetted  from 
time  to  time,  but  never  allowed  to  diy. 

I  think  that  the  bottom  surface  of  the  two  pieces 
which  were  wetted  from  time  to  time,  and  which  of 
course  stood  loosely  on  their  bottom  ends,  pretty 
fairly  represents  the  circumstances  of  the  case,  and 
these  were  very  free  from  rust. 

I  am,  dear  Sir, 
Yours  truly, 

S.  B.  Worthington. 


London  and  North-  Western  Railway^ 
Carriage  Department^  Wolverton  Station, 
Dear  Sir,  May  12M,  1870. 

I  BEG    to    forward    tracing    illustrating    the 
appearance  of  the  breakage  of  the  wheel  under  No.  5 
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Cakdonian  Post  Office,  at  Grayrigg.  I  also  send 
pieces  of  casting  which  I  have  tried  under  various 
conditions  to  see  what  their  appearance  would  indi- 
cate, and  it  is  obvious  from  these  experiments  that  the 
rust  which  had  accumulated  over  the  broken  parts  of 
the  casting  of  the  wheels  that  failed,  is  easily  ac- 


counted &r>  inasmach  ^.lwit|i[<tl^-iM^:ra(t:thQ  foV 
lowing  day  'was  extrem^y  ,w«t  wA  foggy.  ' 
,     ..        Yours  trjlyv 
Captain  Tyler ,  ^.  BoBS.  , 

Board  of  Trade^ 
London^ 


LONDON  AND  NORTH-WESTERN  RAILWAY. 


SiB,  Liverpooly  2nd  May  1870. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  19th  ultimo,  I  have  now  the 
honour  to  report,  for  the  information  of  the  Board  of 
Trade,  the  result  of  my  inquiry  into  the  circumstances 
which  attended  the  collision  that  occurred  on  the 
16th  ultimo,  at  the  Garston  junction  on  the  London 
and  North-western  Railway. 

The  Garston  junction  is  about  half  a  mile  on  the 
east  of  the  Edge  Hill  station,  and  a  mile  and  three 
quarters  on  the  east  of  Liverpool.  The  branch  line 
from  Garston,  which  has  now  become  the  main  line 
from  London  to  Liverpool,  joins  the  old  main  line 
from  Manchester  to  Liverpool  at  this  junction.  There 
are  a  great  number  of  sidings,  and  junctions  of  dif- 
ferent descriptions  with  the  main  line,  in  the  neigh- 
bourhood of  Edge  Hill  and  the  Garston  junction ;  and 
the  cabins  of  the  signalmen  for  working  a  complicated 
traffic  are  proportionally  numerous.  The  signalmen 
communicate  with  one  another  by  means  of  telegraph 
insti-umeots  and  bells,  or  discs  and  gongs,  and  the 
cabins  are  in  all  cases  provided  with  locking  appara- 
tus by  Messrs.  Saxby  and  Farmer.  The  cabin  at  the 
Garston  junction  is  a  large  one,  and  contains  54  levers 
for  working  points  and  signals,  as  well  as  three  tele- 
graph instruments,  three  tel^raph  bells,  three  gongs, 
and  four  discs,  as  means  of  communication  with  three 
other  cabins. 

There  are  two  signal  posts,  for  the  Liverpool  and 
Manchester  main  line  and  for  the  Bootle  branch,  over 
the  Garston  junction  cabin,  and  there  are  altogether 
10  arms  on  these  posts.  Opposite  to  the  cabin,  and 
on  the  other  (south)  side  of  the  main  line,  there  is 
another  signal  post,  tlie  four  arms  of  which  apply  to 
the  Gurston  lines  only ;  and  all  these  posts  have  been 
placed  exactly,  or  nearly  so,  opposite  the  junction 
points  for  the  Grarston  and  the  old  main  lines. 

The  6.35  a.m.  passenger  train,  from  Liverpool  for 
Manchester,  left  the  Ijirae  Street  station,  Liverpool, 
at  6.39  on  the  16th  April,  four  minutes  late.  It 
travelled  at  the  usual  speed  to  Edge  Hill ;  the  Leeds 
portion  went  forward  in  advance,  as  usual,  and  the 
Manchester  portion,  consisting  of  an  engine  and 
tender,  six  passenger  carriages,  and  a  break-van, 
followed  it  (from  Edge  Hill)  at  6.51.  The  engine 
driver  of  this  latter  train  travelled  slowly  to  Waver- 
tree  Bridge,  a  quarter  of  a  mile  from  Edge  Hill, 
because  he  found  it  very  foggy.  After  passing  that 
bridge,  he  received  an  all-right  signal  from  the  flag  of 
a  pUtelayer  who  was  employed  as  a  fogman,  and  in 
passing  Uie  ^  glass-house "  intermediate  signal  cabin 
he  received  another  all-right  signal  from  the  white 
flag  of  the  signalman  there  stationed.  He  then  in- 
creased bis  speed,  and  he  found  the  fixed  signals  at 
and  frt>m  the  Grarston  junction  cabin  lowered  for  him 
to  proceed,  and  the  points  right  for  his  train. 

After  he  had  passed  through  the  junction  points, 
and  while  he  was  travelling  at  a  speed  of  15  miles  an 
hour,  he  saw  an  engine,  apparently  of  a  coal  train,  15 
or  20  yards  in  frt>nt  of  him.  He  shut  ofl"  his  steam, 
but  he  had  no  time  to  do  more  before  his  engine 
struck  the  engine  of  the  coal  train,  the  right  bufler  of 
the  passenger  engine  coming  in  contact  with  the 
middle  of  the  bufler-plank  of  the  coal  engine. 

The  buffer-plank  of  the  passenger  engine  was 
brc^en,  the  framing  was  much  b^t,  the  cylinder 
cover  was  shifted  and  fractured,  the  slide  blocks  were 
broken,  and  the  engine  was  otherwise  stridned  and 
damaged.    Two  of  the  paaaenger  carriagee,  a  third- 


class  and  a  composite,  of  which  the  ends  met,  reared 
up ;  and  in  falling  the  body  of  the  former  buried  itself 
to  some  extent  in  that  of  the  latter.  The  tender, 
four  carriages,  and  the  break-van,  remained  on  the 
rails,  but  the  engine  was  thrown  off  the  line  with 
all  its  wheels.  Altogether,  15  passengers  have^  up  to 
the  present  time,  complained  ot  injury ;  and  ten  work- 
men, who  were  travelling  to  their  duties  in  the  third- 
class  carriage,  were  more  or  less  shaken,  and  were  oflf 
work  for  a  day  or  two.  The  guard,  who  rode  in  the 
van  at  the  tail  of  the  train,  knew  nothing  of  the  col- 
lision, except  that  he  suddenly  found  himself  lying  on 
the  floor  of  his  van.  He,  also,  was  off  work  for  four 
days  after  the  accident ;  but  the  driver  and  fireman 
returned  to  their  duties  on  the  Monday  following  the 
Saturday  on  which  it  occurred. 

The  coal  train  which  was  thus  in  the  way  of  the 
passenger  train,  consisted  of  an  engine  and  tender,  32 
loaded  waggons,  and  a  break-van.  It  left  Springs 
branch  at  5  a.m.  for  Liverpool,  reached  Broad  Green 
at  6.45,  left  Broad  Green  again  about  6.48,  and  ran 
forward  (for  1^  miles)  towards  Garston  junction. 
The  engine-driver  found  the  Garston  junction  distant 
signal  at  danger,  and  believes  that  he  passed  that 
signal  at  a  speed  of  five  or  six  miles  an  hour.  He 
was  then  about  800  yards  from  the  junction,  and  he 
crept  forward  (in  accordance  with  his  rules)  at  a 
speed  of  three  or  four  miles  an  hour,  so  as  to  get 
under  the  protection  of  tbe  distant-signal,. and  to  get 
in  sight,  if  possible,  of  the  junction  main  signals.  He 
states  that  he  met  a  fc^man  about  100  yards  from  the 
junction,  but  received  no  signal  from  him,  as  he  was 
standing  with  his  flag  folded  up  in  his  hand,  and  that 
there  were  no  fog  signals  anywhere  on  the  rails 
between  the  junction  and  the  distant-signal.  He 
observed,  in  looking  at  the  rails,  that  he  had  fouled 
the  junction  before  he  came  in  sight  of  the  signals; 
and  it  is  proved  by  other  witnesses  that  the  atmo- 
sj^ere  was  90  thick  that  he  could  not  have  seen  the 
signals  over  the  cabin,  though  he  .could,  he  adpaits, 
distinguish  the  position  of  the  cabin  itselfl  As  soon 
as  he  found  that  he  had  fouled  the  junction,  he  re- 
versed his  engine,  and  he  at  once  endeavoured  to  start 
back  with  his  train.  He  had  just  succeeded  in  getting 
his  engine  into  backward  motion  when. the  coUiaion 
ooourrod,  as  above  described* 

The  bufler-plank  of  the  coal  engine  -waa^broken,  as 
well  as  the  tender  buffers,  and  the  angle-irons <^n  ^e 
side  c^  tiie  framing  were  bent,  bat  th^  engine  'waAn^ 
otherwise  damaged,  nor  was  it  thrown  ^  the  note. 
Two  of  the  ooal  waggons  were  daaiaged  and  knookad 
off  the  line.  The  driver  and  fireman  both  staekrto 
their  engine,  and  were  nei^r  of  them  hurt     ^ 

The  signalman  ifdio  was  on  duty  at  the  Qfyrston 
junction  cabin,  knowing  that  the  passeiiger  .trains  ibr 
Leeds  and  Manchester  were  doe  to  start  from  Lime 
Street  at  6.35,  and  mi^t  be  expected  at  his  box  at 
6.43  and  6.45  respectively,  instructed  a  foreman 
platelayer,  first  to  tell  his  men  to  stop  all  trains  coming 
from  the  directi<Nii  of  Mancheeter  along  the  i4d  nudn 
line,  and  afterwards,  when  he  said  he  had  done  ao, 
to  go  westward,  and  to  signal  the  train  fi^oniLiverpool 
for  Garston  to  come  forward  throi^  thd  junetaon. 
Believing  that  though  tin  iog  was  very  thick,  l^e 
line  and  junction  would  tiiu  be  dear  for  llie  Gwaton 
train,  he  then  worked  his  diso'  te -Ite: ^  Glass  house'' 
cabin,  on  the  west  of  him,  to  .indioitte  Aat  tiis  jiml>- 
tion  was  dear,  and  he  lofwerad  Mi  main  ogaal  and 
distant  signal  to  allow  the  train  to  peas.    He  did  not, 
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ihroagh  thd  fog,  see  anything  of  the  coal  train,  and  he 
did  not  even  hear  anything  of  that  train  until  the 
collision  occuiTed.  He  supposed  that  there  would  be 
thl^ee  platelayers  acting  as  logmen  for  the  protection 
of  the  junction  from  the  direction  of  Manchester.  On 
hearing  the  noise  of  the  collision,  he  turned  his  sig- 
nals to  danger,  aiid  ran  down  to  see  what  had  happened  ; 
and  it  was  only  on  finding  the  two  engines  together 
that  he  first  discovered  that  the  coal  train  was  on  the 
line. 

In  the  case  of  this  collision,  the  signalman  appears 
to  have  done  what  he  could  with  a  view  to  the  safe 
Working  of  the  line  in  a  thick  fog  ;  and  the  engine- 
driver  of  the  passenger  train,  for  whom  all  signals 
were  lowered,  was  justified  in  running  as  he  did 
through  the  junction  points  at  a  speed  of,  say  15  miles 
an  hour.  The  principal  questions,  as  far  as  the 
servants  of  the  company  are  concerned,  are  whether 
the  engine-driver  of  the  coal  train  received  such 
warning  as  he  ought  to  have  had,  whether  the  fogmen 
did  their  duty,  and  whether  the  engine-driver  showed 
such  caution  as  he  ought,  under  the  circumstances, 
to  have  exercised. 

'  The  engine-driver,  on  the  one  hand,  asserts,  as  I 
have  already  stated,  that  he  saw  no  signal  to  stop,  and 
he^d  no  fog  signal,  between  the  junction  distant- 
signal  and  the  junction  main  signal^  though  he  admits 
having  seen  one  fogman,  with  a  flag  (folded  up)  in  his 
hand,  about  100  yards  from  the  junction  cabin.  On 
the  other  hand,  a  fogman  named  John  Furton  states 
that  he  placed  a  fog  signal  on  the  outside  or  south 
rail  before  he  heard  the  coal  train  coming,  and  that 
he  heard  it  explode  as  the  coal  engine  passed  over  it. 
But  this  fogman  did  not  exhibit  any  signal  flag,  or 
make  any  signal  of  danger.  Another  platelayer, 
acting  as  fogman,  named  William  Chappell,  states  that 
he  was  between  100  and  200  yards  from  the  junction 
cabin  when  the  coal  train  passed  him  ;  that  he  had 
placed  a  fog  signal  on  the  south  rail  before  he  heard 
the  train  coming  ;  and  that  he  heard  it  explode  when 
he  was  50  or  60  yards  from  it.  He  states,  further, 
that  he  held  up  a  red  flag  as  the  train  approached 
him  ;  and  that  he  intended  thus  to  give  a  signal  of 
danger  to  the  driver,  in  consequence  of  an  instruction 
which  he  had  received  a  quarter  of  an  hour  previously* 
from  his  brother,  John  Chappell,  who  was  doing  similar 
duty  nearer  to  the  junction.  The  latter  platelayer, 
who  was  1 50  yards  from  the  junction,  had  fog  signals 
in  his  pocket,  but  did  not  place  any  of  them  on  the 
rails,  because  he  thought  a  red  flag  would  be  suffi- 
cient, and  he  saw  no  obstruction  between  him  and 
the  junction. 

He  had  warned  his  brother,  as  above  stated,  to  stop 
all  trains,  because  his  foreman,  Seddon,  had  so  in- 
structed him  ;  but  he  considered  that  the  engine-driver 
had  ample  opportunity  for  pulling  up  between  the 
place  where  he  stood  and  the  junction  ;  and  he 
thought  that  fog  signals  were  therefore  n6t  required. 
The  coal  train  passed  him  at  a  speed  of  no  more  than 


three  miles  an  hour.  Seddon  states  that  the  signal- 
man directed  him  at  6.40  p.m.  to  block  the  main  down 
line,  and  that  he  therefore  shouted  to  his  men  to  stop 
everything  that  might  come.  The  fog  was  too  thick 
for  him  to  see  how  far  his  instructions  were  carried 
out,  but  he  heard  two  fog  signals  explode  from  that 
direction,  and  apparently  in  consequence  of  his 
orders. 

These  men  corrobate  each  other  generally,  as  to  the 
explosion  of  the  fog  signals  and  in  other  respects  ; 
and  the  signalman,  the  foreman,  Sheddon,  and  John 
Chappell,  all  assert  that  the  engine-driver  (Robert 
Clarkson)  admitted  having  seen  a  red  flag  in  the  hand 
of  John  Chappell,  without  having  then  said  anything 
of  its  being  folded  up,  immediately  after  the  accident. 

Clarkson  had  been  1 1  years  in  the  service  of  the 
Lancashire  and  Yorkshire  Company,  and  5  years  in 
that  of  the  London  and  North- Western  Company.  He 
left  the  former  company  with  the  intention  of  joining  a 
brother  in  India  ;  but  on  the  death  of  his  brother,  he 
gave  up  the  idea,  and  then  entered  the  service  of  the 
London  and  North-Western  Company.  He  has  been 
an  extra  driver  for  about  14  months ;  but  has  been 
employed  principally  between  Preston  and  Carlisle, 
and  has  not  been  through  the  Garston  junction  more 
than  a  dozen  times  before.  It  is  plain  that  he  was 
approaching  the  junction  at  very  slow  speed,  and 
that  it  was  entirely  from  mis- apprehension  that  he 
brought  his  train  a  little  too  far,  so  as  to  foul  the 
junction,  in  place  of  stopping  short  of  it,  as  he  no 
doubt  intended  to  do  ;  arid  the  fog  was  evidently  so 
thick  that  he  could  not  see  the  junction  signals,  even 
after  he  had  fouled  the  junction,  any  more  than  the 
signalman  could  see  him  and  his  train. 

The  point  at  which  the  two  engines  came  into  col- 
lision was  about  35  yards  from  tiie  junction  signals  ; 
and  these  are  collected  together  on  a  system  which 
has  been  very  generally,  though  not  in  some  respects 
happily,  adopted,  over  the  junction  cabin,  or  opposite 
to  it,  as  already  described.  As  the  first  fouling  point, 
or  point  of  danger  east  of  the  junction,  is,  in  this  case, 
65  yards  from  the  main  signals,  and  as  the  engine- 
drivers  are  thus  liable,  in  very  thick  weather,  to  foul 
the  junction  before  they  come  in  sight  of  the  main 
signals,  it  is  desirable  that  a  repeating  signal  should 
be  added,  to  work  with  the  main  signal  applying  to 
the  down  line  from  Manchester. 

This  repeating  signal,  being  placed  on  the  east  of 
the   fouling   point,  would    be  useful  at  all  times,  in 
affording  a  positive  indication  of  danger,  which  an 
engine-driver  would  necessarily  see,  and  would  require 
to  pass,  in  sunshine  or  in  fog,  on  his  way  towards  the 
junction,  and  would  render  impossible  a  mistake  such 
as  so  unfortunately  occurred  on  the  present  occasion. 
I  remain,  &c., 
H.  W.  Tyler, 
The  Secretary,  Lieut.- Col,  R.E. 

Railway  Department^ 
Board  of  Trade. 


Printed  copies 


speed  of  no  more  than  Board  of  Trade, 

of  the  above  report  were  sent  to  the  company  on  the  14th  May. 


LONDON  AND  NORTH-WESTERN  RAILWAY. 


{Board  of  Trade), 
Railway  Department, 
Sir,  Whitehall^  Wth  June  1870. 

I  HAVE  the  honour  to  report,  for  the  informa- 
tion of  the  Board  of  Trade,  in  obedience  to  your 
minute  of  the  2nd  instant,  the  result  of  my  inquiry 
into  the  circumstances  which  attended  an  accident  that 
occurred  on  the  30tb  ultimo  to  the  2  o'clock,  p.m.  pas- 
senger train  from  Delph  to  Oldham,  at  the  Greenfield 
station  on  the  London  and  North-western  Company's 
main  line  froih  Manchester  to  Huddersfield,  from 
running  into  a  catch  siding,  and  coming  in  contact 
with  the  stop  buffers  at  the  end  of  it,  whue  in  the  act 
of  being  backed  td  the  ^tidn  platform.    Six  pas- 


sengers and  the  guard  of  the  train  are  returned  as 
having  been  injured  on  this  occasion,  but  the  whole 
of  the  injuries  received  are  believed  to  be  not  of  a 
serious  character. 

Greenfield  station  is  situated  about  12  miles  from 
Manchester,  and  the  line  to  Oldham  leaves  the  main 
line  at  the  western  end  of  this  station,  from  whence 
it  commences  to  rise  on  a  steep  incline  of  1  in  75. 
There  are  sidings  on  each  side  of  the  main  line,  and  of 
the  branch  to  Oldham,  and  the  whole  of  the  points  and 
signals  have  recently  been  carefully  arranged  on  the 
locking  principle  ;  and  to  prevent  mishaps  from  any- 
thing breaking  away  on  the  rising  incline  to  Oldham 
and  running  back  into  the  station  yard,  a  catch  sidmg 
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has  been  put  in  as  near  the  foot  of  the  incline  as  pos- 
sible. The  points  leading  into  this  catch  siding,  which 
is  only  about  30  yards  in  length,  arc  about  110  yards 
from  the  junction  signal  box,  and  they  are  locked 
open  to  the  catch  siding  whenever  any  signal  is  taken 
off,  for  a  train  to  enter  or  leave  the  station,  in  either 
direction. 

On  the  day  of  the  accident,  the  1  h.  45  m.  p.m.  coal 
train  from  Oldham  to  Mossley,  situated  between 
Greenfield  and  Staleybridge,  arrived  at  Greenfield  at 
2h.  17  m.  p.m.,  and  it  was  shunted  into  the  goods 
yard,  east  of  the  junction  signal  box,  for  the  1  h.  p.m. 
passenger  train,  from  Leeds  to  Manchester,  to  pass. 
The  2  h.  p  m.  passenger  train  from  Delph  to  Oldham, 
consisting  of  a  tank  engine  and  four  carriages,  one  of 
which  had  a  break  compartment  fitted  to  it,  reached 
Greenfield  at  2  h.  15m.,  and  after  stopping  at  the  up 
platform,  east  of  the  junction  signal  box,  to  put  down 
passengers,  it  then  ran  on  to  the  Oldham  branch, 
which  is  west  of  the  junction  signal  box,  so  as  to  be 
out  of  the  way  of  the  I  h.  p.m.  train  from  Leeds,  and 
it  stopped  on  the  incline  of  1  in  75,  just  above  the 
points  leading  back  into  the  catch  siding,  in  readiness 
to  put  back  again  to  the  platform  as  soon  as  signalled 
to  do  so. 

The  up  train  from  Leeds  to  Manchester  is  said  to 
have  left  Greenfield  at  2  h.  28  m.,  and  the  down 
express  (1  h.  55  m.  p.m.  from  Stockport)  to  have 
passed  in  the  opposite  direction  without  stopping,  at 
2  h.  30  m.  p.m.,  according  to  the  books  kept  at  the 
station  aud  according  to  some  of  the  evidence ;  and 
the  signalman  on  duty  says  that  about  this  time  he 
shifted  the  points  and  turned  off  the  disc  signal  to 
allow  the  coal  train  to  follow  the  Leeds  ti'ain  towards 
Mancliester ;  and  as  the  dnver  was  not  paying  any 
attention  to  the  signal,  he  went  to  the  window  of  the 
signal  box  furthest  from  the  station  and  coal  train, 
took  his  green  flag  in  his  ri^rht  hand,  waved  it  twice, 
from  right  to  loft,  and  called  out  to  the  diiver  to 
follow  the  passenger  train. 

The  driver  of  the  2  h.  passenger  train  from  Delph 
to  Oldham,  which,  as  already  stated,  was  standing  on 
the  line  to  Oldham  just  above  the  points  leading  into 
the  catch  siding,  thought  this  hand  signal  (the  green 
flag)  was  a  signal  for  his  train  to  be  taken  back  to 


the  platform,  and  he  got  on  his  engine  and  told  his 
fireman  to  take  off  the  break,  and  the  train  at  once 
began  to  descend  the  incline  by  the  force  of  gravity, 
and  ran  into  the  catch  siding  and  against  the  stop- 
blocks  at  the  end  of  it.  The  engine  had  a  buffer 
knocked  off,  and  the  smoke-box  was  slightly  damaged, 
while  the  end  of  the  third-class  carriage,  fitted  up  as 
a  break,  had  the  end  knocked  in. 

The  driver  and  fireman  of  this  train  assert  that  the 
signalman  held  the  green  flag  in  his  left  hand,  and 
waved  the  flag  from  left  to  right ;  and,  as  usual  in 
such  cases,  the  evidence  is  very  conflicting.  The 
distance  which  the  train  ran  back  was  so  short  that 
the  driver  had  no  time  to  do  anything  to  prevent  the 
mishap  after  the  train  had  started. 

The  accident  was  certainly  caused  by  the  signal- 
man having  improperly  made  use  of  a  hand  flag  to 
call  the  coal  train  out  of  the  siding,  when  there  was 
no  necessity  for  doing  so,  as  a  specific  signal  had  been 
provided  for  the  purpose,  and  he  could  have  sent  the 
ground  pointsman,  who  was  in  his  box,  to  tell  the 
driver  of  the  coal  train  to  proceed.  The  driver  of 
the  passenger  train  thought  the  hand  signal  was  in- 
tended to  call  him  back  to  the  station  platform,  in 
accordance  with  the  usual  practice  ;  no  specific  signal 
interlocked  with  the  other  signals  and  the  points 
leading  into  the  catch  siding  having  been  provided. 

The  primary  cause  of  this  accident  is  the  absence 
of  a  bay  off  the  up  line,  into  which  the  2  h.  p.m.  pas- 
senger train  from  Delph  to  Oldham  could  be  shunted, 
out  of  the  way  of  the  main  line  train  ;  and  this  has 
led  to  its  being  sent  forward  on  to  the  branch  line, 
and  then  called  back  by  hand  signal  ailer  the  up 
main  line  train  has  gone  by. 

Either  such  a  bay  should  now  be  provided,  which 
would  be  the  better  arrangement,  but  difliccdt  and 
expensive  to  construct,  or  the  train  should  be  called 
back  from  the  Oldham  branch  by  a  specific  signal, 
instead  of  as  now  by  hand  signal ;  or  it  should  be 
shunted  into  the  bay  on  the  north  side  of  the  station. 

I  have,  &c.. 
The  Secretary,  W.  Yolland, 

Railway  Department,  Colonel. 

Board  of  Trade. 


Printed  copies  of  the  above  report  were  sent  to  the  company  on  the  23rd  June. 


LONDON  AND  NORTH-WESTERN  AND  LANCASHIRE  AND  YORKSHIRE 
RAILWAYS  (PRESTON  JOINT  STATION). 


SiH,  Manchester,  Zrd  May  1870. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  27th  ultimo,  I  have  now  the 
honour  to  report,  for  the  information  of  the  Board  of 
Trade,  the  result  of  my  inquiry  into  the  circumstances 
which  attended  the  collision  that  occurred  on  the  18th 
April  at  the  Preston  joint  station. 

An  excursion  train,  6.25  p.m.,  from  Blackpool, 
reached  the  north  end  of  the  tunnel,  north  of  Preston 
station,  about  7.40  p.m.  on  the  afternoon  in  question. 
It  consisted  of  an  engine  and  tender  and  21  carriages, 
of  which  13  were  coupled  together,  on  the  system  of 
Mr.  Newall,  as  break-carriages.  The  train  was  not 
intended  to  come  to  a  stand  in  the  Preston  passenger 
station,  but  the  engine-driver  intended  to  take  water 
at  the  south  of  the  station.  After  a  short  delay,  he 
received  a  signal  in  due  course  from  the  usual  signal 
post,  and  another  from  a  hand  lamp,  authorizing  him 
to  proceed  through  the  tunnel  and  the  station.  When 
he  entered  the  station  he  blew  his  whistle  three  times, 
as  a  warning  to  the  pointsman  on  duty,  that  his 
engine  might  be  turned  at  the  south  of  the  station 
from  the  North  Union  line  to  the  East  Lancashire 
line  for  Blackburn  ;  but,  as  he  approached  the  points 
leading  to  the  East  Lancashire  Une,  he  observed  that, 
instead  of  being  held  over  for  his  train,  they  remained 
open  for  the  dkect  line  to  Wigan  and  the  sonth;  and 


he  further  observed  that  a  goods  train  was  in  motion 
near  him,  which  would  probably  pass  down,  and 
which  he  would,  in  that  case,  meet  upon,  the  south 
line.  He  therefore  whistled  for  the  breaks,  reversed 
his  engine,  turned  on  his  steam  again,  and  did  his  best 
to  pull  up.  He  had  reduced  his  speed  from  about 
four  to  two  miles  an  hour  before  his  engine  struck 
the  waggons  of  the  goods  trains  which  he  had  thus 
noticed,  as  about  to  pass  down  the  line  across  which 
he  was  improperly  aUowed  to  run. 

The  passenger  engine  was  not  damaged  by  the 
collision,  but  two  footsteps  were  pulled  off  from  it  as 
it  was  being  disengaged  from  the  waggons.  None  of 
the  carriages  were  damaged  ;  and  none  of  the  pas- 
sengers have  complained  of  injury.  The  guard  who 
rode  in  the  van  next  behind  the  tender  did  not  feel 
any  shock,  and  the  collision  must,  therefore,  have 
been  a  very  slight  one. 

The  goods  train  was  passing  through  the  station  in 
its  customary  course,  and  was  travelling  very  slowly, 
having  only  moved  forward  100  yards,  after  starting 
from  the  passenger  platform,  when  it  was  struck. 
Three  of  the  goods  waggons  were  lifted  off  the  rails,  but 
their  loadings  (of  pig  iron)  were  not  disturbed,  and 
they  proceeded  on  their  journey  as  soon  as  they  could 
be  placed  on  the  rails  again. 

It  appears  that  the  pointsman  who  would  in  the 
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ordinary  way  have  held  the  facing  points  to  tarn  the 
passenger  train  down  the  Esst  Lancashire  line,  had 
been  told  by  the  station-master  to  watch  a  signal  at 
the  sonth  of  the  station,  and  to  act  according  to  its 
indications,  in  turning  certain  trains  expected  from 
the  East  Lancashire  section  into  the  lines  which  might 
respectively  be  ready  to  receive  them.  In  obeying 
these  instructions  he  necessarily  omitted  to  attend  to 
the  points  above  referred  to,  which  he  would  other- 
wise have  worked,  though  it  was  not,  of  course, 
contemplated  by  the  station-master  that  he  should 
n^lect  them ;  and  the  points  remaining  thus  without 
being  attended  to,  the  passenger  train  ran  along  the 
wrong  line,  and  across  the  path  of  the  goods  train,  as 
already  described. 

The  old  modes  of  working  points  and  signals  from 
the  ground,  and  in  an  inconvenient  manner,  still  exist 


at  this  important  joint  station,  and  they  will  no  doubt 
continue  to  exist  until  a  general  re-arrangement  and 
improvement,  now  so  long  expected  and  so  frequently 
contemplated,  have  at  length  happily  been  carried 
into  effect.  It  would  be  hopeless  and  useless  to  re- 
commend any  partial  alterations,  though  such  might, 
of  course,  be  effected,  for  greater  security  in  working 
this  particular  pair  of  points ;  and  the  Board  of  Trade 
have  sufficiently  often  remonstrated  with  the  London 
and  North-western  and  the  Lancashire  and  Yorkshii'e 
Railway  Companies  in  regard  to  the  general  condition 
of  the  station. 

I  have,  &c. 
The  Secretary,  H.  W.  Tyler. 

{Railway  Department) y 
Board  of  Trade, 


Printed  copies  of  the  above  report  were  sent  to  the  London  and  North-Western  and  Lancashire  and 
Yorkshire  Railway  Companies  on.  the  14th  May. 


NORTH  BRITISH  RAILWAY, 


Sib,  Edinburgh,  27th  May  1870. 

I  HAVE  the  honour  to  report,  for  the  informa- 
tion of  the  Board  of  Trade,  the  result  of  my  inquiry 
into  the  circumstances  which  attended  the  accident  that 
occurred  on  the  25th  instant,  at  the  Queensferry 
Junction,  between  the  main  line  of  the  Edinburgh  and 
Glasgow  section  and  the  Queensferry  branch  of  the 
North  British  Railway. 

This  junction  is  7f  miles  from  the  Waverley 
station  at  Edinburgh.  The  main  line  is  level  past 
the  junction,  which  is  provided  with  a  signalman's 
cabin;  and  the  floor  of  that  cabin  is  about  15  feet 
above  the  level  of  the  rails.  There  are  the  usual 
home-signals  and  distant-signals  for  the  protection  of 
the  junction,  The  junction  points  and  home  signals 
are  worked  by  levers  from  the  cabin,  and  their  levera 
are  interlocked  on  the  system  of  Messrs.  Stevens  and 
Sons;  but  the  distant-signals,  which  are  also  worked 
from  the  cabin,  are  independent  of  the  locking  frame, 
having  been  so  placed  upon  a  system  which  was  more 
in  use  when  the  junction  was  formed,  about  five  years 
ago.  Telegraph-instruments  have  been  supplied  for 
this  cabin,  with  a  view  to  the  introduction  of  the 
block  telegraph  system  of  working  on  this  portion  of 
the  line  ;  but,  pending  the  completion  of  certain  ar- 
rangements for  signalling  the  sidings,  and  crossing  the 
trains,  so  as  to  secure  greater  safety,  the  orders  for 
bringing  the  block  telegraph  into  operation  have  not 
yet  been  issued. 

The  signalman  at  the  Queensferry  junction 
(which  is  closed  at  night)  came  on  duty,  as  usual, 
about  5.30  a.m.  on  the  25th  instant;  and  his  duty 
would  extend  in  the  ordinary  course  until  about 
6.15  p.m.  At  4.21  p.m.  he  heard  the  whistle  of  an 
engine  approaching  from  Edinburgh,  which  he  recog- 
nized as  proceeding  from  the  4.0  p.m.  express  train 
from  Edinburgh  to  Glasgow;  and  he  lowered,  first  his 
distant-signal,  and  then  his  home-signal  for  the  pas- 
sage of  that  train  through  the  junction,  according  to 
custom,  before  the  train  came  within  sight  of  his  cabin. 
He  had  no  sooner  lowered  his  down  signals  than  he 
saw  a  mineral  train  coming  along  the  main  line  in  the 
opposite  direction  towards  his  cabin.  As  the  junction 
was  clear  for  the  passage  of  both  of  those  trains,  he 
.  lowered  his  distant  and  main  signals  for  the  mineral 
train  also,  and  the  two  trains  would,  if  nothing  had 
happened  to  either  of  them,  have  passed  through  the 
junction  without  any  interference  with  each  other. 

But,  as  the  engine  of  the  mineral  train  was  passing 
the  junction  cabin,  and  while  the  passenger  train  was 
passing  under  a  bridge  over  the  line,  420  yards  on  the 
east  of  the  junction,  on  its  approach  to  the  junction, 
the  signalman  observed  a  waggon  of  the  mineral 
train,  about  the  sixth  from  the  van  at  the  rear  of  the 
trail!)  suddenly  leave  the  rails  and  swerve  towards 


the  down  line.  It  then  appeared  to  him  that  the 
coupling  between  that  waggon  (which  he  now  believes 
to  be  No.  15)  and  the  waggon  next  behind  it  (No.  14) 
gave  way;  and  that  while  No.  15  waggon  was 
drawn  forward  with  the  train,  No.  14,  which  was 
behind  it,  ran  across,  and  came  to  a  stand  on  the 
down  line,  followed  by  two  others.  He  further 
noticed  that  the  three  other  waggons  and  the  van 
which  formed  the  tail  of  the  mineral  train  remained 
on  the  rails  of  the  up  line,  and  were  stopped  by  the 
three  waggons  in  front  of  them,  which  thus  obstructed 
both  lines. 

After  first  lowering  his  signals  for  the  passenger 
ti*ain,  as  above  described,  the  signalman  had  turned 
his  down  distant-signal  to  danger  as  the  passenger 
train  passed  it ;  but  seeing  that  the  down  line  was 
thus  suddenly  obstructed,  he  at  once  threw  up  his 
down  home-signal  as  a  warning  to  the  engine-driver 
of  the  passenger  train.  The  speed  of  that  train  was 
therefore  reduced  as  it  approached  the  junction  to 
about  15  miles  an  hour  ;  but  the  passenger  engine 
came  into  collision  at  that  speed  with  the  truck 
(No.  14)  of  the  mineral  train,  and  knocked  it  to 
pieces,  and  the  two  trucks  behind  No.  14  were,  the 
one  very  much,  and  the  other  slightly,  damaged. 

The  passenger  train  left  the  Waverley  station  at 
Edinburgh  at  4.9,  nine  minutes  late,  and  was  not  due 
to  stop  between  the  Haymarket  (Edinburgh)  station, 
a  mile  and  a  half  from  the  Waverley  station,  and 
Cowlairs,  44  miles  from  Edinburgh  and  1^  miles 
from  Glasgow.  It  consisted  of  an  engine  and  tender, 
six  carriages,  and  a  break- van.  It  left  the  Haymar- 
ket station  at  4.14,  and  approached  the  Queensferry 
junction  at  4.23,  at  a  speed  of  about  30  miles  an 
hour.  The  engine-driver  whistled  for  the  junction 
as  he  approached  the  distant-signal,  and  he  noticed 
that  it  was  turned  to  "all  right,**  to  allow  him  to 
pass.  After  emerging  from  the  bridge  on  the  line 
above  refeiTed  to,  at  420  yards  to  the  east  of  the 
junction,  he  saw  that  the  home-signal  also  was  at  "all 
right  ;"  but  when  he  had  gone  a  short  distance  be- 
yond the  bridge  he  noticed  that  the  home  signal 
applying  to  the  down  line  was  suddenly  thrown  up 
to  "  danger."  He  at  once  gave  two  sharp  whistles  for 
the  guard's  break,  shut  oS*  his  steam,  reversed  his 
engine,  and  re-applied  the  steam,  while  his  fireman 
turned  on  the  two  breaks  of  the  tender.  The  speed 
of  the  passenger  train  was  thus  reduced  to  about  15 
miles  an  hour  before  it  struck  the  goods  waggon, 
which  the  driver  of  the  passenger  train  only  came  in 
sight  of  after  he  had  passed  the  mineral  engine  and 
the  waggons  which 'were  still  attached  to  it ;  the  steam 
from  the  mineral  engine,  which  was  blowing  across  the 
down  line,  having  prevented  him  from  seeing  the 
obstruction  until  he  was  within  50  or  60  yards  of  it. 
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The  guard,  who  rode  in  the  van  at  the  rear  of  the 
passenger  train,  does  not  remember  to  have  heard 
the  break-whistle  from  the  engine ;  but  he  felt  the 
speed  of  his  train  suddenly  checked,  and  he  inferred, 
therefore,  that  something  was  wrong.  He  saw  nothing 
of  the  signals  or  of  the  obstruction  until  just  before 
the  collision  occurred  ;  but  he  applied  his  break  as 
soon  as  the  speed  of  the  train  was  decreased. 

The  passenger  engine,  which  left  the  rails  on  thenear 
side,  and  stood  after  the  collision  on  its  wheels,  leaning 
over  to  the  left,  had  its  smoke-box  stove  in,  its  framing 
damaged,  and  its  life-guards,  that  on  the  near  side, 
broken  off,  and  that  on  the  off  side  bent.  Two  axle- 
boxes,  one  on  the  engine  and  one  on  the  tender,  were 
broken  on  the  off  side,  and  the  leading  horn-plate  on 
the  same  side  of  the  engine  was  bent  by  a  violent 
blow.  The  footplate  of  the  tender  was  also  damaged. 
The  third-class  carriage  (No.  127)  next  behind  the 
tender  had  its  wheels  can*ied  from  under  it ;  and  the 
axle  guards,  springs,  and  footsteps  were  more  or  less 
damaged  or  carried  away.  The  framing  was  also 
fractured  by  the  violent  action  on  the  axle-guards, 
but  the  body  of  the  carriage  remained  whole,  and  even 
the  glass  of  the  windows  was  not  broken.  This  car- 
riage, and  the  composite  carriage  (No.  46)  behind  it, 
were  the  only  two  which  left  the  rails.  The  latter 
carriage,  which  was  a  new  one,  had  its  footsteps  and 
footboards  torn  away  on  the  off  side,  and  its  two  axle- 
boxes  on  the  same  side  fractured.  No  dami^e  was 
done  to  the  other  carriages  or  to  the  van,  all  of  which 
remained  on  the  line.  The  driver  of  the  passenger 
train  had  his  leg  jammed,  though  he  was  on  duty  the 
next  morning.  The  fireman  and  the  guard  were 
slightly  bruised,  but  the  former  was  off  duty  for  one 
day  only,  and  the  latter  proceeded  with  the  train  to 
Glasgow.  Nine  passengers  made  complaints  of  in- 
jury, of  whom  three  were  observed  to  have  cuts  on 
the  face  immediately  after  the  accident 

The  mineral  train  started  from  Airdrie  at  12  o'clock, 
punctuaDy,  on  the  day  in  question ;  and,  after  stopping 
at  various  stations,  left  Ratho  junction,  half  a  mile 
west  of  Queensferry  junction,  at  4.20,  half  an  hour 
late.  It  consisted  of  an  engine  and  tender,  14  waggons 
of  coals,  five  empty  cattle- waggons,  seven  waggons  of 
goods,  and  a  break-van  ;  and  it  approached  the  Queens- 
ferry  junction  at  a  speed  of  six  to  eight  miles  an 
hour.  The  engine-driver  found  the  signals  lowered 
for  him  to  run  in  due  course  through  the  junction ; 
and  he  felt,  as  he  passed  the  junction  cabin,  a  check 
in  the  train  behind  him.  On  looking  back,  he  saw 
three  waggons  off  the  line,  and  he  noticed  the  pas- 
senger train  approaching  in  the  opposite  direction. 
He  shut  off  his  steam,  and  did  all  he  could  to  stop  his 
engine,  but  the  passenger  train  passed  him  before  he 
could  bring  his  engine  to  a  stand.  He  opened  his 
whistle,  and  held  up  both  his  hands  as  he  met  the  pas- 
senger engine,  in  order  to  warn  the  driver  of  that 
engine.  He  brought  his  engine  to  a  stand,  with 
20  waggons  still  attached  to  it,  about  150  yards  east 
of  the  junction  cabin;  while  the  6  waggons  which 
were  detached  from  the  20,  remained  with  the  van, 
opposite  to  or  on  the^west  of  the  junction  cabin.  Of 
the  waggons  which  remained  attached  to  the  Jengine, 
the  two  last,  or  ftn-thest  from  the  engine,  were  found, 
after  the  accident,  to  be  off  the  rails,  about  50  or  60 
yards  from  the  junction  cabin.  The  first  of  them  was  a 
North  British  Company's  waggon,  which  received  no 
damage,  and  was  taken  forwaid  with  its  load.  The 
second  was  a  waggon  (No.  15.)  belonging  to  Messrs. 
James  Waldie'and  Sons,  coal  merchants,  of  Edinburgh ; 
and  the  left  leading  wheel-tyre  of  this  waggon  had 
left  the  wheel,  but  remained  jammed  between  the 
wheel  and  the  axle  guard.  The  waggon  itself  was  not 
otherwise  damaged,  but  the  wheel  appeared  to  have 
^•un  for  some  little  distance  after  the  tyre  left  it. 

Of  the  waggons  which  were  detached  from  the 
mineral  trains,  the  first  was  No.  14,  of  Messrs.  J.  Waldie 
and  Sons.  This  waggon  was  destroyed  by  the  pas- 
senger engine  in  the  course  of  the  collision.  One  of 
its  axles  was  broken,  evidently  by  a  violent  blow,  and 
the  tyre  had  left   one  of  the  wheels  of  the  other 


axle.  The  driver  of  the  passenger  engine  states  that 
what  he  saw  in  front  of  him  immediately  before  the 
collision,  was  the  body  of  the  waggon  lying  across  the 
dowTi  line,  partly  on  its  side,  but  off  its  wheels;  and 
he  is  confident  that  his  engine  was  lifted,  before 
it  was  brought  to  a  stand,  and  was  thrown  off  the 
rails,  by  the  body  only,  and  not  by  the  wheels  and 
axles  of  this  waggon.  The  station  agent  at  Ratho, 
which  is  halfa  mile  from  the  Queensferry  junction,  the 
driver  of  an  engine  from  Queensferry,  who  was  stand- 
ing 60  or  70  yards  from  the  junction  when  the  accident 
occurred,  the  driver  of  the  mineral  engine,  and  the 
driver  of  the  passenger  engine,  all  agree  substantially 
in  stating  that  the  waggon  No.  14  was  lying,  after  the 
accident,  in  pieces,  away  from  its  wheels  and  axles  ; 
that  the  next  waggon  behind  it,  a  North  British 
waggon.  No.  6004,  was  also  lying  partly  destroyed,  with 
one  axle  and  one  pair  of  wheels  under  it ;  that  these 
two  waggons  were  pushed  westward  20  or  30  yards  by 
the  force  of  the  collision;  and  that  the  other  four 
waggons,  with  the  van,  which  were  detached  from  the 
above  two  waggons,  remained  on  the  rails  of  the 
up  Ime.  They  also  state  that  the  wheels  and  axles 
from  No.  14  waggon,  one  axle  of  which  was  broken, 
and  one  tyre  of  which  was  separated  from  a  whed  of 
the  other  axle,  were  lying,  with  the  detached  wheels 
and  axles  of  the  North  British  waggon  No.  6004,  in 
the  six-foot  space  between  the  two  lines,  within^  a 
short  distance  of  each  other,  and  in  front  of  or  to  the 
east  of  the  four  waggons  and  the  van  which  remained 
on  the  rails.  They  were  covered  more  or  less  by  coal, 
but  they  appear  to  have  been  thrown  clear  of  the 
waggons  to  which  they  belonged,  and  which  had  fallen 
across  the  down  line  in  front  of  them  and  to  the  right 
of  them. 

The  driver  of  the  Queensferry  engine,  who  was 
standing  on  the  ground  near  his  engine,  and  watching 
the  mineral  train  pass  within  a  few  yards  of  him, 
observed  (looking  under  the  train  and  through  it)  as 
the  sixth  wagon  from  the  van  reached  the  east  single 
crossing  of  the  junction,  47  yards  from  the  cabin, 
that  its  leading  off-tyre  left  the  wheel,  and  that  the  wag- 
gon itself  dropped  ;  and  this  appeared  to'him  to  be  the 
first  disturbance  in  the  train.  The  signalman  looking 
at  the  train  from  an  opposite  direction,  also  states  (as 
above  described)  that  about  the  sixth  waggon  from  the 
van  was  the  first  to  leave  the  rails  to  the  right,  and  then 
to  swerve  towards  the  down  line  ;  and  he  also  points 
to  the  same  single  crossing  as  the  point  at  which  this 
occurred.  But  the  two  men  differ  in  describing,  the 
signalman  that  No.  15,  and  the  engine-driver  that 
No.  14,  was  the  first  waggon  to  leave  the  rails. 

On  examination  of  the  single  crossing  in  question, 
there  is  a  mark  apparent,  where  the  fixed  point  has 
been  struck  on  its  off  side  ;  and  there  ai-e  further 
marks  indicating  that  the  wheel  of  some  vehicle,  after 
striking  the  off  side  of  the  point,  dropped  down  out- 
side of  the  rail,  indenting  two  sleepers  in  front  of  the 
point,  and  breaking  a  cast-iron  chair.  Other  marks 
or  repairs  further  in  advance  point  to  the  damage 
which  was  done  after  the  first  waggon  which  left  the 
rails  had  dragged  other  waggons  off  them  also.  Alto- 
gether,  about  20  new  rails  have  been  inserted  in  the 
line,  as  well  as  15  new  sleepers,  and  upwards  of  30 
new  chairs,  to  repair  the  damage  done  to  the  perma- 
nent way,  either  in  the  course  of  the  accident  or  in 
clearing  the  line  after  it  occurred. 

In  this  case,  the  collision  between  the  passenger 
train  and  the  disabled  goods  waggons  which  were 
thrown  on  its  approach  across  its  path  on  the  down 
line  at  the  Queensferry  junction,  was  the  result  of 
an  unforeseen  accident  to  the  goods  train ;  and  no 
blame  can  be  attached  either  to  the  signalman  or 
to  any  servant  of  the  company  with  either  train. 
On  the  contrary,  the  promptitude  with  which  the 
signalman  tm-ned  his  signal  to  danger  on  seeing  the 
break-down  of  the  goods  train,  and  with  which  the 
engine-diiver  of  the  passenger  train  obeyed  that 
signal  before  he  knew  the  cause  of  it,  were  the 
means  of  averting  consequences  of  a  much  mor# 
^ericas  character. 
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The  fixed  point  of  the  single  crossing  at  which  the 
accident  appears  to  have  originated  was  laid  slightlj 
tight  to  gauge,  and  the  check-rail  opposite  to  it  might 
with  advantage  be  placed  a  little  further  from  the 
point,  and  nearer  to  the  adjacent  standard  rail ;  but 
there  was  nothing  in  the  condition  of  this  crossing, 
or  the  point  which  formed  part  of  it,  to  account  for 
the  accident ;  and  it  would  seem  that  the  wheel  which 
mounted  it,  or  struck  it,  and  dropped  off  on  the  out- 
side of  it,  must  have  been  upwards  of  an  inch  wide 
to  gauge. 

The  axle  of  the  waggon  No.  14,  which  was  found 
afterwards  to  be  broken,  and  which  was  at  first  sup- 
posed to  have  caused  the  accident,  had  evidently, 
from  the  way  in  which  it  was  bent,  and  from  the 
appearance  of  the  fracture,  given  way,  not  in  running, 
but  as  the  result  of  a  violent  blow  received  after  the 
waggon  had  left  the  rails.  The  left  leadiDgJwheel-tyre  of 
No.  15  waggon,  which  was  found  (as  above  described) 
to  be  off  the  wheel,  and  to  be  jammed  between  the  wheel 
aod  the  axle-guard,  might  have  been  the  first  cause  of 
the  accident,  by  allowing,  after  it  left  its  wheel,  the],op- 
posite  wheel  on  the  same  side  to  pass  on  the  wrong 
side  of  the  fixed  point.  But  looking  to  the  evidence 
of  the  Queensferry  engine-driver,  which  was  plainly 
given,  and  which,  in  spite  of  much  cross-questioning, 
could  not  be  sh^en,  the  conclusion  is  hardly  to  be 
avoided,  that  the  tyre  of  an  off  wheel  of  No.  14 
waggon  must  have  been  loosened  on  and  partly  de- 
tached from  the  wheel  as  it  approached  the  fixed  point, 
that  the  flange  of  the  tyre  passed,  for  that  reason,  on 
the  wrong  side  of  the  fixed  point,  and  that  aa  it  did 
so  it  was  completely  thrown  off  the  wheel.  And  the 
falling  of  any  of  these  waggon  wheels  on  the  wrong 
side  of  the  fixed  point  was  enough  to  account  for 
what  followed.  The  draw-bar  at  the  rear  of  the 
waggon  No.  15  was  bent,  not  to  the  off  side,  as  it 
would  have  been  by  a  violent  wrench,  but  to  the  near 
side,  as  it  must  apparently  have  been,  by  a  blow. 
The  axle-guards  of  this  waggon  were  not  firnaly 
attached  to  it,  the  bolts  which  were  intended  to  secure 
them  having  been  found  on  examination  to  have 
more  or  less  failed,  partly  from  fiaws,  and  partly,  no 
doubt,  from  blows  on  the  wheeb  in  shunting  against 
low    chock-blocks  or  other  obstructions   below  the 


level  of  the  buffers.  Many  of  the  wheels  were,  as 
might  be  expected,  much  marked,  but  I  was  unable 
to  detect  any  particular  indentation  as  having  been 
caused  to  a  fiange  by  the  fixed  point. 

The  wheels  of  No.  14  and  No.  15  waggons  of 
Messrs  J.  Waldie  and  Sons  were  of  an  inferior  cha- 
racter, constructed  with  wrought-iron  spokes,  bent 
round  to  form  the  rim,  and  fixed  in  cast-iron  bosses. 
The  attachments  between  the  wheels  and  the  tyres 
varied  with  from  three  to  ^ve  countersunk  rivets. 
But  owing  to  the  section  of  the  spokes  and  rim,  sketch 
of  which  is  annexed,  the  rivets  had  very  little  hold 
on  the  wheels,  and  the  portion  marked  A  was  in  many 
cases  torn  away  from  them. 


An  axle  and  wheels  of  No.  15  waggon  yielded  on 
measurement  the  following  dimensions  :  —  outeide 
diameter  of  wheel  2  ft.  11^  in.,  with  nine  spokes. 
Diameter  of  axle,  at  nave  4 J  in.,  at  centre  3|  in.,  at 
journal  barely  3  in.  The  length  of  the  journal  was 
6  in.  This  waggon,  though  marked  to  carry  6  tons, 
appears  to  have  been  loaded  with  upwards  of  7  tons 
of  coals  ;  and  No.  14  was  probably  similarly  loaded. 

I  need  hardly  observe  that  it  is  of  great  importance 
to  safety  that  the  wheels  and  axles,  especially  of  all 
vehicles  used  on  a  passenger  railway  should  be  well 
constructed  and  carefully  maintained,  in  private 
trader's  as  well  as  in  company's  waggons  ;  and  the 
North  British  Company  would  do  well  to  prohibit 
wheels  of  this  description,  and  all  others  which  are 
not  of  a  safe  and  suitable  character,  from  running  in 
future  upon  their  line. 

^  I  have,  &c., 

The  Secretary,  H.  W.  Tyler. 

Board  of  Trade^ 

Railway  Department. 


Printed  copies  of  the  above  report  were  sent  to  the  company  on  the  8th  June. 
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LANCASHIRE  AND  YORKSHIRE  RAILWAY. 


Board  of  Trade^ 
(Railway  Department)^ 
Sir,  9th  July  1870. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  21st  ultimo,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  my  inquiry  into  the  circumstances  which 
attended  the  accident  that  occurred  on  the  7th  June 
last,  between  Hoghton  and  Pleasington  stations,  on 
the  Lancashire  and  Yorkshire  Railway. 

Two  passengers  have  died  from  the  injuries  they 
received^  and  about  27  other  passengers  were 
injured. 

On  the  day  in  question  an  excursion  train  which 
consisted  of  an  engine  and  tender,  a  guard's  van  with 
a  gnard,  fourteen  third-class  carriages,  with  a  com- 
posite carriage  about  the  centre  of  these  third-class 
carriages,  then  another  break-van  with  a  guard,  four 
third-class,  three  composites,  a  first-class,  two  third- 
class  carriages,  and  a  break-van  with  another  guard, 
left  Cleakheaton  for  Blackpool  at  5.7  a.m. 

The  train  consisted  oi  an  engine  and  tender  and 
tirenly-eight  coaches  coupled  (as  far  as  I  could  as- 
certain) in  the  4>rder  above  given. 

,  The  front  guard's  van  and  two  coaches  next  to  it, 
as  also  the  guard's  van  at  the  tail  of  the  train,  and 
ttvo  coaches  next  to  it,  were  fitted  with  Fay's  patent 
breaks. 

The  train  was  seven  mintiles  aft^r  its  appointed 
time  in  leaving  Cleakheaiton. 

•The  wbe^  are  reported  to  have  been  tapped  wil^  a 
hammer  by  the  carriage  examiner  while  the  train 
stopped  at  Sowerby  Bridge.  They  were  found  to  be 
soand. 

The  train  stopped  at  Hebden  Bridge  for  water,  and 
at  Accrington,  where  the  wheels  were  greased.  It 
left  the  latter  station  at  7.30  a.m.,  and  when  it  had 
got  about  three  quarters  of  a  mile  to  the  west  of 
Pleasington  station  and  was  travelling  down  an  incline 
of  1  in  200  at  a  speed  of  about  28  miles  an  hour,  the 
guard  who  was  travelling  in  the  van  at  the  tail  of 
the  train  noticed  a  piece  of  wood  fiy  from  under  one 
of  the  carriages  in  front  of  him,  which  carriage 
he  believes  was  the  eighth  from  the  tail  of  the  train. 
The  ballast  was  also  flying,  and  he  immediately  applied 
his  break. 

The  attention  of  the  guards  in  the  front  and  centre 
vans  and  also  that  of  the  engine  driver  and  fireman 
appears  to  have  been  attracted  almost  at  the  same 
time  by  a  jerk  of  the  train.  The  driver  shut  off  steam 
and  the  fireman  and  guards  gradually  applied  their 
breaks,  and  the  engine  and  tender  and  twenty  coaches 
in  the  front  of  ihQ  train,  w^e  brought  to  a  stand 
about  600  yards  from  the  place,  where  the  guard  in 
Ae  hind  van  first  noticed  anything  wrong. 

The  seven  last  carriages  of  the  train  had  become 
detached  from  the  front  part  of  the  train.  The  leading 
carriage  of  this  lot  had  fallen  over  the  bank,  (which 
is  about  10  feet  high)  at  a  spot  210  yards  from  the 
place  where  the  first  marks  of  a  coach  being  off  the 
rails  were  found  on  the  sleepers.  This  carriage  was 
broken  to  pieces,  and  most  if  not  all,  of  the  passengers 
that  suffered,  were  travelling  in  it. 
.  The  composite  carriage  next  behind  this  was 
prevented  from  falling  ovct  the  bank  by  the  couplings. 
The  two  pairs  of  wheels  of  this  carriage,  those  of  &e 
earriage  next  behind  it,  as  well  as  the  leading  pair  of 
wheels  of  the  fourth  carriage  from  the  tail  of  the 
train,  were  torn  off.  The  break  van  at  the  tail  of  the 
train  and  the  two  carriages  in  front  of  this  von  re- 
gained on  the  rf^. 

The  whole  of  the  carriages  in  the  front  part  of  the 
train  remained  on  the  rails,  except  the  last  carriage  of 
liie  lot,  which  had  lost  its  two  pairs  of  wheels  and 
vn»  dragged  alodg  the  rails  <m  its  framing*    Most  of 


the  nine  pairs  of  wheels  which  were  torn  off  the 
carriages  were  found  at  the  bottom  of  the  bank  behind 
the  carriage  that  remained  there  broken  to  pieces. 
Amonffst  these,  the  wheels  were  found  of  the 
third  class  carriage  which  remained  last  of  the  car- 
riages of  the  front  part  of  the  train.  The  tire  of 
the  near  leading  wheel,  which  had  broken  through  one 
of  the  rivet  holes,  had  come  off  the  wheel  and  remained 
loose  round  the  axle. 

It  appears  that  this  tire  must  have  broken  shortly 
before  the  guard  at  the  tail  of  the  train  noticed  the 
piece  of  wood  fiying  from  under  the  carriage.  The 
carriage  to  which  it  belonged,  which  was  the  eighth 
from  the  tail  of  the  train,  must  have  got  off  the  rails 
as  soon  as  the  tire  left  the  wheel,  if  not  before.  The 
axle  and  con*esponding  wheel  appear  to  have  been 
torn  from  the  axle  boxes  by  the  violent  jerking 
consequent  on  the  carriage  being  off  the  rails,  and  their 
striking  the  sleepers. 

They  carried  away  the  axles  and  eight  pairs  of 
wheels  following  them,  as  the  train,  in  its  onward 
course,  was  pulled  violently  over  them. 

The  application  of  the  guards*  breaks  to  the  three 
carriages  at  the  tail  of  the  train,  together  with  the 
drag  consequent  on  the  carriages  in  front  of  them 
being  off  the  rails  and  having  their  wheels  and  axles 
torn  off,  nmst  have  broken  the  couplings  between  the 
seventh  and  eighth  carriages  from  the  tail  of  the 
train. 

The  seventh  carriage  was  probably  thrown  violently 
down  the  bank  on  the  outside  of  the  curve  immediately 
after  the  couplings  between  it  and  the  carriage  in 
front  of  it  gave  way.  The  curve  at  this  spot  has  a 
radius  of  60  chains. 

The  sleepers  were  marked  for  210  yards  back  from 
the  place  where  the  seventh  carriage  lay ;  S5  chairs 
were  broken,  and  four  rails  were  bent. 

The  tire  that  broke  and  caused  the  accident  was 
a  new  tire  made  of  Bessamer  steel.  It  was  supplied 
to  the  Lancashire  and  Yorkshire  Railway  Company  by 
Messrs.  Cammell  and  Company,  limited,  Cyclops 
Works,  near  Sheflfield,  in  November  1869.  It  was 
rolled  out  of  a  lump  of  metal,  so  that  there  was  no 
weld.  It  was  5  in.  broad  by  1|  in.  thick,  and  was 
only  sent  out  of  the  Lancashire  and  Yorkshire 
Railway  Company's  woritshops  on  the  8th  of  April 
1870. 

It  was  shnmk  on  to  the  wheel  and  fastened  to  it 
by  four  wrought  iron  rivets  of  1  in.  diameter,  tapering 
to  i  in.  diameter.     The  rivet  holes  were  drilled. 

The  frame  of  the  wheel  to  which  it  was  fixed  was 
made  of  wrought  iron  with  a  cast-iron  boss. 

The  fracture  of  the  broken  tire  was  rusty  when  I 
saw  it,  but  I  was  informed  by  the  carriage  and  waggon 
superintendent  of  the  Lancashire  and  Yorkshire  lUil- 
way  Company  that  the  fracture  was  quite  bright  and 
showed  no  sign  of 'a  flaw  or  defect  when  first  seen  by 
him,  and,  as  far  as  I  could  judge,  I  have  every  reason 
to  believe  such  to  be  the  case. 

The  metal  of  the  tire,  when  tested  under  a  45  cwt. 
steam  hammer,  proved  to  be  brittle,  and  when  put 
in  a  hydraulic  press,  it  broke  (in  one  case  without 
the  slightest  degree  of  bending)  under  a  pressure  of 
66  tons  applied  at  the  centre  of  a  22-in.  bearing, 
proving  the  metal  to  be  very  brittle. 

I  subsequently  chose  a  tire  from  a  large  number 
supplied  to  the  Lancashire  and  Yorkshire  Railway 
Company  by  the  same  firm,  and  found  it  requires  a 
pressure  of  115  tons  applied  at  the  centre  of  a  22  in. 
bearing  to  bend  it.  It  bent  in  a  reverse  direction 
under  this  test,  and  did  not  show  any  sign  of  fracture. 

As  far  as  I  can  ascertain  from  enquiries  of  the 
Lancashire  and  Yotkshire  Railway  Company  and  other 
railway  companies,  Bessemer  steel  tires  appear  to  be 
TOTy  generally  used  by  railway  companies,  and  t^ 
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have  given  satiafaction.  The  number  of  breakages 
are  reported  to  be  very  small. 

The  method  of  fastening  the  tires  on  to  the  wheels 
by  means  of  rivets  is  not  the  best. 

Although  the  drilling  of  a  hole  one  inch  in  diameter 
in  a  tire  five  inches  brMd  shoold  not  eaose  it  to  break 
if  the  metal  is  good,  it  nevertheless  weakens  the  tire  to 
the  extent  of  the  metal  bored  oat ;  but  this  method  of 
fastening  has  the  very  strong  objection  that  if  the 
tire  does  give  way,  it  is  certain  to  leave  the  wheel  and 
thus  cause  an  accident. 


There  are  several  methods  by  whidi  tires  are  now 
fixed  to  the  wheels  which  prevent  their  flying  off  in 
case  of  breakage.  Amongst  these,  Bmke's  appears  the 
best  method  of  fiistening  tires  to  iron  wheds,  and 
Mansell's  wooden  'vdieel  and  tire  fiulening  appears  to 
be  far  the  best  hitherto  introdoced. 

I  have,  &c. 
The  Secretary^  F.  H.  RiCH. 

{Railway  Departmeniy) 
Board  of  Trade, 


Printed  copies  of  this  report  were  sent  to  the  company  (m  the  27th  July. 


LONDON  AND  SOUTH-WESTERN  RAILWAY. 


Board  of  Trade 
{Railwoif  Department\ 
gm,  WhitehaU,  \Sth  July  1870. 

I  HAV£  the  honour  to  report,  for  the  information 
of  the  Board  of  Trade,  in,  obedience  to  your  minute 
of  the  5th  instant,  the  result  of  my  inquiry  into 
the  circumstances  which  attended  the  accident  that 
occurred  on  the  30th  ult.  to  a  passenger  train  on 
the  incline  between  St.  David's  and  Queen  Stre^ 
stations,  Exeter,  <m  which  occasion  10  passengers  are 
returned  as  having  been  ii^jured,  s<mie  of  them  rather 
seriously,  and  one  of  the  guards  of  the  train  was  so 
severely  shaken  as  to  have  been  unable  to  attend  to 
his  duty  since  the  night  of  the  accident. 

The  portion  of  line  on  which  this  accident  happened 
belongs  to  the  London  and  South-western  Railway 
Company.  It  is  constructed  on  a  very  steq>  incline 
of  1  in  37,  the  up  line  commencing  to  rise  from  the 
St.  David's  station,  immediately  after  crossing  the 
down  line  of  the  South  Devon  ^lilway,  and,  in  addi- 
tion to  this  steep  incline,  the  line  is  on  a  curve 
throughout,  varying  in  radius  from  20  to  32|  chains. 

When  this  line,  connecting  the  two  railway  stations, 
which  is  about  half  a  mile  in  length,  was  opened  for 
traffic  in  January  1862,  catch  sidings  had  been  intro- 
duced to  intercept  any  vehicle  which  might  become 
detached  from  a  train  while  in  the  act  of  ascending 
this  steep  incline,  in  order  to  prevent  its  running  back 
into  the  St.  David's  station,  and  thus  come  into  col- 
lision with  any  other  train  or  vehicle  which  might  be 
standing  on  or  crossing  the  line  of  railway,  and  up  to 
the  present  time  it  has  been  worked  without  any  mis- 
hap to  a  passenger  train. 

There  are  four  of  these  catch  sidings  in  this  half  a 
mUe  of  line,  and  the  points  leading  back  into  that 
nearest  to  St.  David's  station  are  only  120  yards  from 
the  down  line  of  the  South  Devon  Railway,  and  170 
yards  from  the  ^uth-west  end  of  the  down  platform, 
from  which  place  the  engine  of  a  South-western  up 
passenger  train  would  generally  start.  .  This  catch 
siding  is  about  80  yards  in  length. 

The  7h.  40m.  pan.  up  passeoger  train  from  Bide- 
ford  to  London  reached  St.  David*s  station  at  lOh. 
17m.,  and  left  at  lOh.  24m.,  25  minutes  hUe.  There 
had  been  a  fiower  show  at  Barnstaple  on  that  day, 
and  in  order  to  accommodate  the  additional  passenger 
traffic  seven  additional  carriages  and  a  break  van 
behind  them  were  taken  on  at  Barnstaple  station, 
making  up  a  total  number  of  17  vehicles,  including 
two  break  vans  with  two  guards.  An  additional  en* 
gine  was  taken  on  at  St.  Ihivid's  station,  for  the  pur- 
pose of  assisting  the  train  engine  up  the  incline.  The 
usual  load  iot  the  class  of  engine  employed  to  work 
this  traffic  does  not  exceed  eight  or  nine  vehicles,  and 
I  understand  it  has  hi^pened  that  the  engine  has 
been  unable  to  take  up  nine  vehicles^  and  the  train 
has  been  divided  while  standing  on  the  incline,  and 
been  taken  up  in  two  parts. 

It  is  said  that  on  this  oecasicii  the  train  engine 
began  to  slip  almost  immediately  after  starting^  and 
the  fireman  of  the  leading  engine  came  back  to  assist 


the  fir^nan  of  the  train  engine  in  sanding  the  rails, 
but  the  train  ultimately  came  to  a  stand^still  when 
the  leading  engine  had  got  340  or  350  yards  up  the 
incline. 

The  two  guards  state  that  as  soon  as  the  train 
stopped  they  put  on  their  breaks,  and  a  traveling 
inspector  (Weaver),  who  was  riding  with  the  r^ular 
guard  (Parkyn)  in  his  van,  wh^  was  the  sixth 
vehicle  firom  the  engine,  got  out,  went  to  the  driver 
of  the  train  engine,  and  asked  him  how  many  carriages 
should  be  unhooked,  and  the  driver  told  him  that  t£ey 
could  take  i^  ten.  The  inspected'  then  went  to  the 
tail  <^  the  teain  to  see  if  a  relievii^  porter  (Obapman), 
who  was  acting  as  second  guard  in  the  lajst  van,  had 
his  break  on  ;  and  finding  that  it  was  on,  he  told  him 
that  they  were  going  to  divide  the  train,  and  further 
said,  *'  Don't  take  your  break  ofi^  whatever  you  do." 
Chapman  confirms  this  statement.  Hie  inspector 
then  returned  along  the  train,  and  proceeded  to  un- 
couple the  tenth  from  the  nioth  carriage,  and  remarked 
while  doing  so,  to  Parkyn,  ^  We  shall  see  if  the  break 
holds  the  train,"  and  he  states  that  the  break  held  the 
train,  otherwise  he  could  not  have  uncoupled  the  car- 
riages, and  he  then  lifted  the  coupling  link  off  the 
hook,  and  next  unhooked  the  side  chains. 

The  inspector  is  ccMrect  in  saying  that  he  could  not 
uncouple  the  carriages  if  the  bciak  did  not  hold, 
unless  he  had  unscrewed  the  coupling  altogether, 
instead  of  merely  slackening  it. 

The  iniqiector  then  told  Pai^yn  to  proceed  with 
the  front  part  of  the  train,  and  Paikyn  gave  the  usual 
signal  and  the  engines  whistled  in  reply,  but  the  in- 
spNect4M-  states  that  the  train  was  not  suurted  for  half  a 
minute  or  more,  and  then  one  engine  gave  a  short 
whistle,  and  he  thought  the  drivers  were  about  to 
reverse,  and  he  showed  a  red  light  towards  the  engines, 
and  Parkyn  commenced  to  put  his  break  on  again. 

The  inspector  states  that  the  train  was  pushed  back 
from  six  to  eight  feet,  before  it  commenced  to  draW 
ahead,  and  thus  f(u-ced  the  uncoupled  carriages  back, 
and  started  them  down  the  incline  and  ov«r  three 
stones  which  he  had  placed  behind  three  difierent 
wheels  under  the  two  leading  carriages  of  the  eight 
uncoupled  vehicles,  and  he  says  the  speed  i^ipeared  to 
increase  as  the  carriages  ran  down  the  incline,  al- 
though he  noticed  fire  fiying  from  the  wheels,  im>ving 
the  break  to  be  still  on.  ^e  acting  guard.  Chapman, 
states  that  he  did  not  get  out  of  his  van  at  all,  and 
did  not  take  off  his  break,  but  strained  it  tighter  on  ; 
that  he  thought  the  train  was  going  back  into  St. 
David^s  station,  and  that  he  was  knocked  from  one 
end  of  the  van  to  the  other,  wh^i  it  came  in  contact 
with  the  stationary  bufiers  at  the  end  of  the  catch 
aiding,  and  was  a  good  deal  hurt 

Seven  out  of  the  eight  vehides  whidi  ran  down  the 
incline  were  damaged,  two  of  the  number  to  a  con- 
siderable extent  Fortunately  there  were  not,  it  ia 
said,  more  than  frtm  12  to  16  panengers  altogether 
in  the  after  part  of  the  train. 

The  drivers  of  the  two  engines  and  their  firemen 
deny  that  the  engines  had  to  be  reversed,  or  ranback^ 
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before  they  6ovld  be  got  into  forward  motion  ;  but  the 
driver  of  the  train  engine  is  less  positive  in  his  state- 
ment than  the  other  driver.  A  post-office  guard,  who 
was  in  the  front  portion  oi*  the  train,  states  that  afiter 
trying  to  start  there  was  a  sudden  jerk  backwards  of 
the  carriages,  of  about  half  a  carriage  length,  before 
the  front  part  of  the  train  ran  ahead.  Parkyn  says 
the  train  was  pushed  back  from  four  to  six  feet,  and, 
in  oonsequencoy  he  put  on  his  break  again.  Weaver 
and  Chapman  both  state  that  the  train  was  pushed 
back. 

Taking  all  the  circumstances  into  consideration  and 
the  evidence  adduced,  I  have  not  any  doubt  that  the 
running  down  the  incline  was  caused  by  the  engines 
having  dropped  back  when  the  tender  breaks  were 
taken  off,  or  been  set  back,  in  order  to  get  into  for- 
ward motion*  The  exact  spot  at  which  Sie  last  van 
stood  above  the  catch  points  is  disputed,  but  it  is 
probable  that  the  carriages  ran  back  somewhere  about 
130  yards. 

The  accident  was  the  result  of  an  improper  and 
dangerous  mode  of  working  traffic  on  a  very  steep 
incline,  by  the  uncoupling  of  the  carriages  while  stand- 
ing on  this  incline ;  the  act  of  running  back  being 
occasioned  by  the  dropping  back  or  setting  back  of 
the  frx)nt  part  of  the  train  while  endeavouring  to  start 
up  the  incline ;   the  push  backwards  thus    given,  to- 


gether with  the  action  of  gravity,  being  more  than 
sufficient  to  overcome  the  resistance  to  motion  offered 
by  the  breaks  being  on,  on  a  van  at  the  tail  of  the 
train* 

The  proper  mode  of  working  this  incline  is  not  to 
start  an  up  train  from  St.  David's  for  Queen  Street 
station  with  a  greater  load  than  the  engines  can  take  * 
up ;  but  if,  from  exceptional  circumstances,  it  becomes 
necessary  at  any  time  to  divide  a  train  standing  on 
but  unable  to  ascend  the  incline,  the  proper  way  of 
doing  it  would  be  to  back  the  train  into  the  catch 
siding,  and  then  uncouple  such  a  number  of  carriages 
as  will  allow  the  engines  to  proceed  with  the  re- 
mainder. 

The  accident  would  not,  in  all  probability,  have 
occurred  if  there  had  been  continuous  breaks  on  the 
last  three  or  four  carriages,  worked  from  the  break 
van  at  the  tail  of  the  train. 

I  have  been  informed  that  the  lOh.  25m.  p.m.  South 
Devon  down  passenger  train  was  in  the  act  of  leaving 
the  station  as  the  after  part  of  the  South-western 
train  ran  back  into  the  catch  siding. 

I  have,  &c. 
The  Secretary,  W.  Yolland,  Col. 

Railway  Department, 
Board  of  Trade, 


Printed  copies  of  this  report  were  sent  to  the  company  on  the  25th  July. 


LONDON,  BEIGHTON,  AND  SOUTH  COAST  RAILWAY. 


Board  of  Trade 
{Railway  Department), 
SiK,  Tfhitehall,  20th  July  1870. 

I  nAVK  the  honour  to  report,  for  the  information 
of  the  Board  of  Trade,  in  obedience  to  your  minute  of 
the  9th  inst.,  the  result  of  my  inquiry  into  the  cir- 
cumstances which  attended  a  collision  that  occurred 
on  the  8th  inst.,  close  to  the  Sydenham  station  of  the 
London,  Brighton,  and  Soutli  Coast  Railway,  between 
two  passenger  trains  ;  33  passengers  have  complained 
of  having  been  injured,  one  of  the  number  seriously  ; 
and  the  guard  (C.  Coomber)  of  one  of  the  trains 
jumped  out  of  his  van,  was  run  over  by  most  of  the 
carriages  of  one  of  the  trains,  and  was  so  severely 
injured  by  having  both  legs  fractured,  that  he  died 
in  hospital  under  amputation ;  and  the  guard  of  the 
other  train  was  a  good  deal  shaken. 

Sydenham  is  situated  on  the  main  line  of  the 
London,  Brighton,  and  South  Coast  Railway,  6^  miles 
from  London  Bridge  station.  The  next  station  to  the 
south  is  at  Fenge,  52  chains  from  Sydenham,  and  a 
branch  line  from  the  Crystal  Palace  joins  the  main 
line  at  Sydenham,  the  up  line  joining  the  up  Croydon 
line  about  180  yards  south  of  the  Sydenham  signal 
box.  The  branch  to  the  Crystal  Palace  is  one  mile 
and  five  chains  in  length,  and  there  is  an  intermediate 
signal  box,  called  BanJc  Top,  between  Sydenham  and 
the  Crystal  Palace,  1,084  yards  from  the  Sydenham 
signal  box. 

Sydenham  station  is  well  protected  with  signals  as 
regards  the  up  traffic.  There  are  station  signals  over 
the  signal  box  for  each  line  of  way,  and  two  stop 
signals,  placed  beside  each  other,  between  the  up 
Croydon  and  the  up  Crystal  Palace  lines,  for  those 
lines,  171  yards  south  of  the  junction  points,  or  352 
yards  south  of  the  signal  box.  The  up  distant  signal 
for  the  Croydon  line  is  820  yards  south  of  the  signal 
box,  or  468  yards  south  of  the  up  stop  signal,  and  the 
up  distant  signal  for  the  Crystal  Palace  line  is  951 
yards  from  the  signal  box,  or  599  yards  south  of  the 
up  stop  signal. 

The  Sydenham  up  distant  signal  for  the  Croydon 
line  can  be  seen  from  an  engine  while  standing  along- 
side of  the  up  platform  at  Penge  station,  at  a  distance 
of  about  280  yards,  and  the  Sydenham  up  distant 


signal  for  the  Crystal  Palace  line  can  be  seen  from  the 
engine  of  an  up  train  for  upwards  of  300  yards  before 
it  is  reached. 

The  Crystal  Palace  up  line  falls  towards  Sydenham 
on  an  incline  of  1  in  60  for  a  length  of  50  chains, 
succeeded  by  an  incline  of  1  in  103  for  a  length  of 
20;^  chains  to  the  junction;  while  the  Croydon  line  is 
on  a  falling  gradient  of  1  in  660  towards  Sydenham. 

The  traffic  south  of  Penge,  and  sia  far  as  Bank  Top 
signal  box,  is  worked  with  the  assistance  of  the  elec- 
tric telegraph,  and  on  portions  of  the  company's  lines 
on  the  absolute  block  system,  but  between  Penge  and 
Sydenham  and  Bank  Top  and  Sydenham  the  absolute 
block  system  is  not  in  force,  as  up  trains  are  per- 
mitted to  approach  Sydenham  station  on  the  up 
Croydon  and  up  Crystal  Palace  lines  at  the  same  time, 
dependence  being  wholly  placed  on  the  driver's  obey- 
ing the  indications  of  the  out-of-door  signals ;  in  this 
instance,  distant  and  stop  signals,  which  are  so  locked 
in  the  signal  box  that  '*  all  right"  signals  cannot  be 
given  for  trains  to  proceed  on  both  these  lines  at  the 
same  time.  When  they  are  at  "all  right"  for  a 
Crystal  Palace  up  train,  they  must  be  at  "  danger " 
for  a  Croydon  up  train,  and  vice  versa. 

In  the  company's  book  of  regulations,  page  17, 
rule  32  states  as  follows  :  ^*  They  (distant  signals) 
"  must  be  worked  strictly  in  conjunction  with  the 
"  semaphore  signals  ;  that  is  to  say,  whenever  a  *  stop 
"  signal'  is  shown  at  a  semaphore  post  the  distant 
"  signal  must  show  *  stop  *  likewise. 

"  33.  Drivel's  and  guards  are  required  to  pull  up 
<^  their  trains  at  the  distant  signals  when  at  ^  stop '; 
"  having  done  so,  they  must,  without  a  moment's 
"  delay,  move  gently  forward,  as  far  as  the  road  may 
"  be  clear,  to  await  a  signal  from  the  semaphore  to 
**  proceed ;  and  to  be  witliin  the  distant  signal  as  far 
"  as  possible  for  pi'otection  against  following  trains." 

According  to  the  statement  of  the  signalman  on 
duty  in  the  Sydenham  signal  box  (Judge),  confirmed 
in  all  respects  by  the  lad  who  works  the  telegraph 
and  makes  the  record  in  the  signal  book,  he  received 
a  telegraphic  signal  from  Bank  Top  signal  box,  by 
four  rings  of  a  bell,  for  a  Crystal  Palace  up  passenger 
train  at  Ih.  31m.  p.m.,  and  a  similar  signal  was  re- 
ceived from  Penge  station,  by  one  ring  on  another 
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iar  »  3?  ma  CK  Ae  OopioB  fine.    AtskufiBBiU  the  Ftege  <l»«m  AiiHi  apMi  at  tfe  tkae,  luid  be 

ki^^^Kiisviscaf  <i»S^."aaikeaefttheiKMBtB  Iwni  the  Ciejiia  tnm  stwtn^  friM  Pcn^^  nd 

i^fiibr  m  ma  u  case  o«i  of  the  Crjrsal  Pabee  wWr  it  Ittd  M»ti|^  rndKd  Mb  fe  thoii^  the  fleam 

^e.  pzlaedtitf'  the  1^  stop  aad  ap  dkstaat  agnak^  as  maUbefihaioC;  faatfiaiii^  that  was  boKIobc^  he 

veL^  ;^    p   iiHipfcirr  agaal  ov«r  hu  box  fior  thai  heldap  hkaijfci  aad  called  oaft  hi  order  to  atlraet 

5ae,  azii  a^  dee  SjdfrHiai  ap  atvtiiig  sign],  as  the  ■ttclif  ;  he  was  ahaos  JO  jwds  soath  of  the  stop 

Crrssa:  Rkaee  tncL  w  a  throa^  tnia,  aad  noC  rigaal^  whea  he  caifed  oat,  and  Aere  woe  fi»r  sea 

^■^■^*>a  u  £up  tf  ^jdcahan  AaooB.  cm  the  CrojdoK  cogve^  tine  ««ve  ilawliBig  mpt,  aad 

X  j^asoji.  exfK&Ii  ibas  the  setnag  of  the  poinits  rigbt  ose  was  siamgoa  the  tender  ;  ihiiaMijaHped  down 

ffr  XLipiKz.  weoneoatfroaa  theBpCijttalFalaee  aad  laa  to  the  break,  aad  the  Rgvfar  iiiMaii  went 

'^^  jepf^ssi^  aaj  %d  tbe  op  ^igaak  for  the  Crojdan  t#  dbe  break  haMcdiiScIf  aftemd^  asd  the  steam 

yum  of;  tbej  ■ihi,  when  the  points  are  was  shat  oC  ■■aH&afeelj'  after  the  tiain  passed  bun. 

>   *M  -.l^-jft^^    I  slwKild  also  reasark  Tbii  lipiahaM  liiia  ahsiiml  ibi  Cijiiel  Vilsii  lisin 

bOn^aLPiIacetnawasibreeor  fiMrminntes  B|nam<  hi^^  lad^  irfii  i  ibi  Tiaj  ibw  h  ■■  jMiw^'l  biai, 

izi  ^'^fS^  :^=e  ;  and  the  -agr-iirain  ssjs  that  there  was  a  goad  deal  af  wbaaiagr  fina  6oaa  oae 

mt  tw:,  tr%pgfag.tf.j*  sgaal  belk  rang  oat  to-  eagiae  aad  tbm  §nm  the  nbei ,     He  is  psaiUf  that 

^suta-^  i^  ibiesnfA  ad  aakai  has  which  train  he  the  rigaal^  were  9g»ast  the  OrsTdoa  traia  ail  dbe 

3iaenaaiua;>w»  g^^THyaad  beaaswoed,  <*The  wayfiwIVngi, 

P^^itt  inland  shea  ^lewi^  be c^ear  of  the Ckojdoa  The  fi^aalmaa  at  Peage  aodeed  that  the  Sydrabsai 

wiLiiiiC  n^sfisj.'^     Hessjsalso^  *~Tbata»soQaaA  the  apdbansa^gaaLiw  the  Oagpdoa  fine  was  at  ^danger* 

CzjsBki  Pkaee  vniz.  paaTrii  ue  ap  diAaat  aignal,  be  whca  Ae  Croydoa  trsia  rtalEhed  that  statisw,  bat  be 

pK  ^  ^SK.*    *  jlt  w^i  waxdLsg  ior  both  tniaa^  bat  did  aot  uIisli  tv  it  whca  it  left,  wttr  waitnig  ast  mote 

£ij»  ace  ksfiw  wkLda  he  mw  ^3t ;  he  aotieed  that  ikw  a  laiaaiii 

"Sht  CrrsaL  Pkace  tnzi  appeared  to  be  diaaiaig  ap  The  sgaafaaaa  at  idbe  Baak  Tof^  aad  a  flslikiii 

1ft  ^an  a^  ^  coGji.  bd  v^en  be  iooai  tiiat  iheCroj*  i  ■pbijrri  on  tha  Ojnal  Pslarr   hfiacb,   oboerred 

daL  7^1^  Lji  XA  scc^  be  threw  ap  uiie  Crr^alPaJaee  that  d^  ""jji'fahaai  ap  dutaat  ogaai  te  dbe  CiTital 

x;  9CC  f^rra^  u  *c»s;£er '  is  fii&  £ace  of  the  Cwrsal  Pibce  line  was  cd,  tor  the  Crratal  !^iaee  tnin  to 

pMee  sn^z.  beijnt  is  paavii  ct.^  proceed ;  wliiJe  a  zaoser  of  p£uelaj«rs  on  the  fine 

Tbe  7wi  in^xs  mar  i=:so  eu^is^ua  wiin  each  cthur  beiaeen  S jden^ass  sal  PengCy  the  bead  porter,  aad 

aeicic  1^  jari§  acnk  or  iscside  cf  the  sp  stop  s%Taid;  anocher  pons'  as  Sj\iK»baBi.  all  apeak  to  idbe  sigaals 

abe  qgiafr  ami  trartf  r  aad  two  carrages  of  the  Cryaal  bcic^ri£tLi:ardieCrT?saIPkiacetcaKa,aBdai*"daiig« 

Puacse  srkx  am  skrown  of  iLe  nii^  to  the  le^  aad  ^p^a^  the  Crordoa  onin.     The  ganger  lan  iowaids 

a^ens  sx  cKTiifa  cc  the  Cro^doa  tram,  which  was  dbe  Cr«7doa  traia,   heU  ap  bk  bttaife,  and  threw 

a  airaaee  ^  she  Crj^al  Pdbce  tnin»  wbicb  ran  into  giaT«i  on  the  rails,  in  order  to  fanl^tate  the  tnin 

a;,  wiere  aL«o  thrown    c£  the  zaiLs  ;   bat  tot  linle  stoppL^ ;   aiui  the  aeeoad  porter,  who  was  staading 

daaaee  w;^  done  to  the  niiin^  stock,  ahiuw^  ao  oa  the  op  flatfyxm  wariine  ior  the  CroTdoa  train, 

less  tnaa   11  cjiijaeea  w>ere  iiiz^tiT  dBL&mL     The  when  be  beard  the  ^ig=^  over  the  signal  box  drop, 

bead  rskpi  of  tiut  Crystal  Fa^mx  trair.,  aeeir.g  that  a  locked  ^p.  aoi  saw  titat  dae  botsoa  sagaal  for  the 

coLLaca  w^fc5  it::=  -.tt:^  j^atped  oat  of  bi^  ran  at  the  Crxstal  PLace  train  was  the  one  ttec  bad  been  biwaed 

fzKcz  fion  of  tbe  train,  m  he  wk  paw^rg  the  stop  to  **  all  rirtu.*  aad  :he  ssop  sepal  Jbr  theaaaae  line  was 

acfi  f «[!.  i=.  scafc^  waj  or  ocher,  wiia  bis  le^  also  down,  azLi   i^^'*!^^  traiz.  was   in  sigbt  at  this 

the  raiiL     Had  he  reaKiJaed  in  bss  Tan  it  ts  tnm^ 

It   be  w\:G«*i    aoc    ba^e    been  senoodhr  Sock  is  the  testLiaxij  vx  &Twir  of  the  sgnafe  being 

ai^'sed.  at  *^allrir^i^  for  lisi  Crystal  Palace  train,  aad  at 

T^  two  train*  wbidt  tbns  riif  into  coLIisoa  were  ^  daaser ''  af^uxsc  the  Crv^yit^a  train. 

the  lit.  iei.  Olsu    ^nmec^^  mci  from  Yseaoria  to  Tbe  irirer.  tir^susuand  tv^j  gnanis  of  tbeCroTdon 

the  Crrsol  Pawnee  aod  tbenee  so  Locooc  Bri-lr^  and  train  all  potiiilTt^Iy  ssafe  th.&:  the  Sj-^Vnhain  ap  ^stant 

the  1:*^  4«>3.  r Ja»  paaxcger  train inm. Epsoca, Dom^n  s^nal  for  the  Cn^j^ioa  lize  was  at  *^aIL  right*  fer 

ifcpxLri  CrcTioa  alao  to  LcnS^n  BrJije.     As  airvair  tJau  traia.  to  jrwceed  S?ccre  viiij  iiti  the  Ptenge  pJat- 

atiff^L  the  t:t3er  mn*  thrKsagn  Sjjesiaat    *«acon  ferm.     Tbe  drirvH'  a:i'i  zh**  xwm  rnaris  aLao  state  tbas 

wrib:c£  *&:cccix.  azd  \^  iarier  is  dae  to  jeare  Sj'iea-  the  Sroecham  np  jcco  K^ra^  was  as  *al!  r%bt  *  for 

ban  ar^cr  i^jiziz^  at  la.  3:^.  at  w^i^  ti-rne  the  theos  to  pcixe^  when  tL«r j  caaae  iii  s^ztu  cf  it.     The 

cr-t'>iiCB  i«  laai  w  asTe  taken  pbce.  thrner  sars  ti^as  ass    be  wa£    af  crjaeiiiiig    the   stop 

Ii  s  T^rj  Leer  s^ce  I  fci^e  naet  wiib  scaae^nts  scgcaliw  bi  tart  cLcee  w-  ^*rcu  ^bie  one  Ac  tSiif  Crurdoo 

wijeb  ar*  io  -ir^ictiT  coctraHrtocr  oc  each  oc^^aer  in  tie  was  nt*d  :o  •*  caoiptr.'*  aad  the  Crjscil  mace 

iefer»c«»  to  the  cirrc=&aaces  wiJ*^  preceded  ths^  coe  k:ww>^i  t>  ''all  ri^:.*     Tbtt  two  g:ardt  also 

ccLj^iTO.  state  that  tbe  Crvj-ija* 5tcc   a^paw  w»    piiand   at 

Tie  Cryscji  PuKe  train  cosassed  cf  rr-gr-re  and  ^dia^^-.'*  ^cs  d»  *=*:<  sij  sims  thiey  saw  is  raised  ; 

feiiiL^?  a=»i   11  T^il-iies^  iaelwiing   two    tiiird-cijfis  wtjje  ibe  ii>?mjkn  sax^  disftt  ie  was  asiesiiia^  to  the 

break  carriages  ami  two  gTaanis,  ooe  ri-iiz^  in  tbe  fire  ar^r  Learing  Pentfre,  dJI  tie  irlinir  caljid  oat, 

break  carr*ag«  aext  to  tsie  UMiroer,  aaii  the  ocser  with  -*  hcii  ccu^  azsd^hjen  hie  l<ocked  ap  and  aaw  bccb  stop 

three  earrag**  bicfiiad  k.     Tbe  Crcj-icn  train  ccc-  sigTM^  as  *viij.2*»r.'* 

sis«e»i  cc  an  ecgine  a=d  leader  aoi  10  Tefeicsea^  in-  "it  appears  t£iS  ancfUiKr  iir{T»r  aad  fic^nHA  got  on 

eiwr"  r^  tw^  broiks  wiA  two  guards,  ciaf  rjjizg  iat-  the  Crcyooa  ^^^^  ac  Wesa  Crv<\iai  JL*r  thi^  porpoee 

■edij^ij  *>:ii:=d  the  ttsnJicr,  a»i  th*  ctiaer  in  tbe  cf  r:c=c  »?  New  Crv^^  ^.^  ^>  ca  Issj  z  aal  tbi*  driver 

axi^  T^{i3de  fnaaa  th.e  teoder.  whit  ^cr   car»^r^»  stale:^  t^^g  ^  cu.  saj  ai-c> -:^  a&«.xx£  the  3^*3:1112,  a^  he 

bebizd  thif  break.  was  sitiiii^  En  a  p^^^n  in  whjcb  he  coa,ji  not  we 

1  bsiTie  a^reair  staSaM  thie  ev^ioare  cc  tiie  5ig:=ih=aa  then  :    be:  whien  th^v  wvn*  afccoadua^  ^^rdeahaa 

ad  ::tf2iegnrk  !ai  =a  the  SjdeBbaaK  s^sal  box  wri^  he  cctf^rred  a  pLa;;«ft:ij«r  >^*i?  rt^^  :t^  b^  bain^  ^tbts 

letieftDce  t;^  the  Tcp  sg3il&.  aad  i  shum^  bow  add  w;^  the  gazgvr  cf  th<  pui^uLj^  ^  and  be  ttki  the 

thaf  the  ifctrer.  aad  irrniar,  and  aaier  gvri  cf  thje  drt^^^  of^thie  et^jae  »>  •*  B^^I  «i>  he  waa&  yoa  to 

Crystal  ^Kiaee  train  ■  ::he  bead^  gvrd  hnTi=^   been  sscpsT  aiid  thjen  he  I<c*:toi  r.^qmi,.  and  saw  d^  Crystal 

kfricri  .  aZ  sate  that  the  Tp  ^=:«Gm£  a^i    np    stLo  ^i^ace  trahi  ccmijzic  <kw:L  tiije  baok^  and  icai  die 

sgaais  w«e  as  "^aJ  rigit'  &r  that  trabi  rj  proceed  drlx^"  of  thie  Cr.jiiai  eo^iiuue   a?  **'^  a&e*£^*  and 

tarcixsb  S  jiienhaat  scazi'jn*  when  tney  frst  cane  En  the  steam  wa&  tixraed  ^n  x*  trr  aad  £^  tne  On.*  jdja 

K£^  cf  these  sg:3a&s  :  that  a  ^frraiTain  wte  was  tnin  cLear  cf  th«  Crystal  ISim  ca^    TW  second 

waJcfn^  ap  thie  rre  :^t»  Pf!ig<e«  in  crio^  10  reifere  frenaHi  aisc  c^olvL  3^:6  s^^ntk  as  tc  th«  s^inaiifw  ««t  he 

aie  ^gniTwar  ^  th»i  Sy-ienham  sgsa^  bcx.  obserr^  otsenred  the  ^v-rrMJ-Tntfy  wiw  wa*  ^^"^--^  :ip  the  iiae 

the  -Trrmm  paired  oifiir  the  Cryacai  P^iase  xraa^  icd  ^vol  F^oce  hclc  :;£  xj<  ac9K^  aoi  he  %mi^<d  dtfwn 
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from  where  he  was  eiUiBg^  and  hegan  to  apply  the 
break.  It  further  appears  that  the  driver  of  the 
Crystal  Palace  train  endeavoured  to  stop  short  of  the 
fouling  point,  while  the  driver  of  the  Croydon  train 
put  on  the  steam  and  tried  to  get  clear  of  the  Crystal 
Palace  train.  The  evidence  is  conflicting  as  to  the 
speed  at  which  the  two  trains  were  approaching  the 
junction,  and  the  statements  vary  from  15  to  30  miles 
an  hour. 

On  the  evidence  placed  before  me»  I  have  arrived 
at  the  conclusion  that  the  signals  were  at  "  all  right " 
for  the  Crystal  Palace  train  to  run  through  Sydenham 
station,  and  at  ''  danger  "  against  the  Croydon  train  ; 
and,  in  consequence,  I  should  say  that  the  collision  was 
entirely  due  to  the  neglect  of  the  company's  servants 
in  charge  of  the  Croydon  train. 

Rule  No.  33,  which  I  have  quoted,  is  not  very 
clearly  expressed,  but  as  I  read  it,  the  Croydon  train 
should  have  been  stopped  at  the  Sydenham  up  distant 
signal,  and  then  "  without  a  luoment's  delay  moved 
*'  gently  forward,  as  far  as  the  road  may  be  clear,  to 
"  await  ^  signal  from  the  semaphore  to  proceed." 
But,  from  all  that  I  can  ascertain,  I  believe  this  rule 
is  seldom  if  ever  obeyed.  Had  it  been  obeyed  on  this 
occasion  the  collision  would  not  have  occurred. 

In  the  same  manner,  it  is  probable  that  the  collision 
would  not  have  occurred  if  the  absolute  block  tele- 
graph system  of  working  had  been  in  force  between 
Sydenham  and  Penge^  and  Sydenham  and  Bank  Top 
signal  box.  It  probably  would  have  been  avoided  if 
the  two  trains  had  been  furnished  with  a  larger  pro- 
portion of  break  power  by  means  of  continuous  breaks 
worked  from  the  two  break  vans  in  each  train  ;  and  I 
think  it  likely  that  the  signals  would  not  have  been 


passed  in  the  reckless  manner  which  they  appear  to 
have  been  by  the  Croydon  train  if  only  the  regular 
driver  and  fireman  had  been  on  the  engine,  as  a  much 
better  look  out  ahead  would  then  have  been  kept. 

Rule  No.  110  says,  *^No  one,  except  the  proper 
**  engine  driver  and  fireman,  is  to  be  allowed  to  ride 
"  on  the  engine  or  tender,  without  leave  in  writing 
<^  from  the  secretary,  the  resident  engineer,  the  loco- 
"  motive  superintendent,  or  the  traffic  manager.  For 
"  every  infraction,  of  this  rule  the  engine  driver  will 
*^  be  punished  by  a  fine  of  twenty  shillings  if  the 
^^  person  riding  on  the  engine  is  in  the  service  of  the 
^  company,  or  by  dismissal  if  he  is  a  stranger." 

But  the  rule  is  no  longer  obeyed,  as  engine  drivers 
and  firemen  proceeding  to  a  station  £ot  the  purpose  of 
going  on  duty  are  allowed  to  ride  on  the  engine. 

The  head  guard  of  the  Croydon  train  gave  in  his 
resignation  of  the  Company's  service  on  the  9th  in- 
stant, the  day  after  ^e  collision  happened.  His 
reason  for  resigning  was  that  this  afiair  had  upset  him 
altogether,  and  that  the  number  of  hours  which  he  was 
required  to  work  were  too  long,  amounting,  sometimes 
for  two  or  three  days  consecutively,  to  18  hours  a 
day ;  although  for  six  or  seven  hours  he  would  be 
unoccupied  at  the  Crystal  Palace,  and  although  he 
would  be  paid  for  the  extra  hours. 

I  do  not  think  m^i  should  be  employed  for  this 
number  of  hours  ;  it  is  not  fidr  for  the  men,  or  right 
as  regards  the  public. 

I  have,  &c., 
The  Secretary,  W.  Yolland,  CoL 

{Railway  JbepartmefU), 
Board  of  Trade. 


Printed  copies  of  this  report  were  sent  to  the  company  on  the  2nd  August. 


NORTH  BRITISH  RAILWAY. 


Railway  Departmenty 

Board  of  Trade^ 
SiB,  22  July  1870. 

I  have  the  honour  to  report,  for  the  information 
of  the  Board  of  Trade,  in  compliance  with  the  instruc- 
tions contained  in  your  minute  of  the  25th  ult.,  the 
result  of  my  inquiry  into  the  circumstances  attending 
the  accident  which  occurred  on  the  23rd  ult.,  near 
Ratho  station  on  the  North  British  Railway,  from  a 
passenger  train  leaving  the  rails. 

There  were  happily  only  about  six  passengers  in 
the  train,  who  are  all  stated  to  have  escaped  without 
injury  ;  but  the  driver  of  the  train  was  filled  on  the 
spot,  and  the  fireman  and  guard  were  knocked  down 
and  shaken;  the  former  of  the  two  having  had  a 
miraculous  escape* 

On  approaching  Ratho  station  from  the  west  or 
Glasgow  direction,  the  main  line  is  for  some  distance 
perfectly  straight  and  level;  620  yards  west  of  the 
station,  the  Coatbridge  branch  joins  the  main  line, 
and  between  this  junction  and  the  station  there  is  a 
cutting  through  rock.  The  permanent  way  of  this 
portion  of  the  up  line  (on  which  the  train  was  mn- 
ning)  consisted,  at  the  time  of  the  accident^  of  double- 
headed  rails,  in  18  fit.  lengths,  weighing  originally 
75  lbs.  per  yard,  secured  to  transverse  sleepers  by  six 
chairs  of  cast  iron  to  each  length,  the  joint  chairs 
weighing  33  lbs.,  and  the  intermediate  ones  25  lbs.  each. 

Each  chair  is  fastened  to  its  sleeper  by  two  iron 
spikes.  The  old  sleepers  are  partly  half  round,  and 
partly  rectangular  in  section,  and  more  or  less  decayed. 

This  part  of  the  line  was  not  fished ;  which  remark 
applies  to  about  half  the  Edinburgh  and  Glasgow 
line,  but  the  fishing  is  being  proceeded  with  as  fast  as 
the  funds  of  the  Company  permit 

The  up  line  had  been  under  repair  for  about  three 
weeks  prior  to  the  accident,  the  repairs  consisting  of  the 
substitution  of  new  rectangular  sleepers  where  the  old 


ones  were  decayed.  The  last  new  sleeper  had  been 
put  in  at  a  joint  about  half  an  hour  before  the  run-ofi* 
took  place,  the  platelayers  being  at  the  time  employed 
in  filling  in  the  ballast.  In  the  opinion  of  the  ganger 
there  was  nothing  in  the  state  of  the  road  at  this 
point  to  need  a  red  fiag  being  exhibited  800  yards 
from  it ;  but  a  green  flag  was,  by  order  of  the  inspector 
of  the  permanent  way>  flying  at  the  spot  as  a  warning 
to  drivers  to  run  slowly  between  it  and  a  white  flag 
about  a  mile  east  of  Ratho,  this  part  of  the  road  being 
in  indifiereat  order,  and  about  to  be  relaid. 

The  train  which  met  with  the  accident  was  one 
running  from  the  north  to  Larbert  and  Edinburgh. 
On  leaving  Larbert  it  was  made  up  as  follows:  engine 
and  tender,  2nd-class  carriage,  two  Ist-dass,  two  3rd- 
class,  guards  van,  and  a  horse  box, — 7  vehicles  in  all, 
coupled  in  the  order  stated.  The  engine  (No.  225) 
was  a  single  engine  with  5^-ft.  driving  wheels,  and 
3^ft.  leading  and  trailing  wheels,  with  inside  cylinders 
15  in.  in  diameter,  the  stroke  being  20  in.  It  was 
built  in  1848  by  Sharpe  Brothers,  and  rebuilt  in  1864. 
In  1865  a  cast-steel  leading  axle  made  at  the 
Rowan  Atlas  Works,  Glasgow,  and  a  cast-steel  crank 
axle  (maker*s  name  not  known),  were  put  under  the 
engine.  It  was  last  turned  out  of  the  shops  in 
January  1870,  having  undergone  general  repairs.  Its 
weight  in  running  order  was  about  22  tons,— 10  tons 
on  the  driving,  7  to  8  tons  on  the  leading,  and  4  to  5 
on  the  trailing  wheels  ;  and  these  weights  agree  with 
those  of  a  sister  engine.  No.  227,  which  I  saw  in  the 
shops,  and  which  was  fairly  balanced.  The  tender 
was  an  ordinary  six-wheeled  one,  weighing  12  tons. 

The  train  left  Larbert  at  3.23  p.m.,  six  minutes 
late,  and  LinUthgow  at  3.50,  15  minutes  late,  not 
having  to  stop  again  till  it  reached  Haymarket  (close  to 
Edinlmrgh).  The  time  of  the  accident  was  4hr.  6m., 
and  at  -3.55  the  Ratho  junction  signalman  had  had 
this  train  signalled  on  to  him  from  Pardovan,   6| 

^*  Digitized  by  Google 


56 


m\\e»  distant,  which  would  give  it  an  average  speed 
of  about  37  miles  an  hour  over  this  6}  miles.  The 
driver  was  an  experienced  servant  of  the  Company, 
and  the  fli'eman  had  acted  as  such  for  iive  years, 
having  run  with  the  present  engine  for  about  a  year, 
which  he  described  as  having  been  in  good  order, — ^not 
perfectly  steady,  but  nothings  to  complain  about.  It 
had  behaved  well  on  the  down  journey  from  Edin- 
burgh to  Larbert,  and  all  had  gone  right  on  the  up 
journey  as  fkr  as  Ratho.  In  consequence  of  the  green 
ilag  before  alluded  to  (placed  about  350  yards  east  of 
the  junction),  steam  had,  according  to  the  fireman,  been 
shut  off  at  the  junction,  and  his  break  had  been 
alighdy  applied,  by  which  he  thinks  the  speed  had 
been  reduc^  to  somewhat  under  30  miles  an  hour, 
when  he  fblt  a  kind  of  drop,  and  remembered  nothing 
more«  He  had  been  standing  on  the  off  side  of  the 
engine,  and  when  he  recoverodhe  found  himself  lying 
on  the  foot  plate  on  the  driver's  legs.  The  head  and 
shoulders  of  the  latter  were  below  the  tender,  and  he 
was  quite  dead,  The  fireman  was  only  shaken  and 
U^bed,  Theguardof  the  train,  who  was  looking  out 
of  his  van  window  for  the  station  signals,  first  received 
a  blow  in  the  mouth,  and  was  then,  in  getting  to  kis 
break  handle,  knocked  down  in  his  van,  bat  escaped 
serious  iigury.  He  coasid«^  the  speed  to  have  been 
about  30  milee  an  hour.  After  attending  to  the  pas- 
sengers, he  went  back  to  examine  the  place  wh»« 
the  run  <:^  occurred,  and  found  it  to  be  where  the  old 
and  new  sleepers  joined.  He  thought  that  the  wheel 
of  the  engine  had  mounted  the  leii  rail  a  few  inches 
«i  the  Linlithgow  side  of  the  joint,  afW  whidi  the 
track  of  the  engine  wheels  was  clearly  visible  on  the 
outsside  of  the  nul  next  the  rod:  cutting.  Tbegoazifs 
evideiK^  is  corroborated  by  that  of  the  k>coiiiocrns 
foreman,  who  was  on  the  spot  soon  after  the  acddent, 
and  who  is  confident  that  the  run  off  occnrred  at  the 
jaacti\«  of  the  new  and  old  sleepers,  as  he  saw  the 
HMurk  of  the  Wtk  whet4  on  the  laU  east  of  that  point, 
and  whe^  marks  on  the  balfaist  dooe  to  the  inside 
oftheoffraiL 

Tte  gan9*«r«Qa  the  contrary,  thinks  that  the  engine 
aKMntif^  at  the  second  rail  eak  of  the  last  new  sle«jper. 
AfWr  MfO«atuK^.  its  WH  side  v^ry  soon  CMae  in  contact 
with  the  rock  catting  on  &e  kiC  and  it  finally  stopped 
ST  xwrds  <MiE$t  of  the  bst  new  sle«T<r«  havics  tarxMd 
ov^  im  it:^  Wft  ^ide«  wiih  iu  fnnc^I  i«t«tir:jr  against 
the  rv^  ;  the  under  wa$  cxt««  to  it,,  al^  tamed  over 
<tt  itj  kft  iiie  ;  tht-  l:Ft<aiTia^  was  hi=$  oc  its  r%it 

Primed  cumss  o^th^  r»«n  were  sent  to  the  c«o?a=T  en  ibe  Sri  Axtssl 


side  across  the  up  line  ;  the  2nd  carriage  on  its  right 
side  obliquely  across  die  down  line  ;  the  3rd  carriage 
was  on  its  wheels  across  the  6  ft  space  ;  and  the  4th 
and  5th  carriages,  guards  van,  and  horse  box  on  their 
wheels  in  the  6  f^.  space. 

The  leading  axle  of  the  engine  was  broken  off  with 
a  clean  fracture  just  inside  the  boss  of  the  left  wheeL 
The  journal  of  the  driving  axle  was  also  brt^en  off 
inside  the  left  outside  axle  box,  (the  driving  wheds 
had  double  bearings).  The  trailing  axle  was  knocked 
from  under  the  engine,  and  the  axle  boxes  broken. 
Several  of  the  springs  were  also  more  or  less  damaged. 

The  tender  had  all  its  wheels  knodced  from  under 
It,  and  the  journal  of  one  of  the  axles  was  broken 
inside  the  axle  box.  The  machinery  also  suffered  a 
great  deaL  These  injuries  to  the  engine  and  tender 
are,  I  think,  to  be  idl  at^bnted  to  Mows  received 
on  collision  with  the  rock  cutting. 

In  the  permanent  way  there  were  three  central 
chairs  broken  under  the  left  rail  next  to  and  east  of 
the  last  new  sleeper  ;  the  joint  chair  was  bn^en  at 
the  east  end  of  the  3rd  left-hand  raO  from  this  sleeper ; 
then  fat  three  or  four  rails  l«igth  the  road  waa  burst 
and  twisted,  after  which  it  was  not  mnch  distiirbed. 
At  the  time  I  visited  the  spot,  many  of  the  rails  had 
been  removed  to  some  distance  ofl^  and  it  was  difficult 
to  identify  the  exact  positicHis  they  had  oecnpicdy  but 
there  were  distinct  marks  of  the  momiting  of  an  en- 
gine whe^  on  what  were  stated  to  have  been  the  west 
ends  of  two  rails. 

From  the  weight  of  the  evideDce^  lam  ^sposed  to 
tiunk  that  this  acddent  b  to  be  aiAiibuied  to  the  per- 
manent way  having  been  left  in  a  state  not  adapted 
for  fiist  running  at  die  point  atwhich  the  new  and  old 
sleepers  joined,  and  that  the  ganger  is  to  Uaae  fix- not 
having  sent  a  flag  800  yards  ahead  to  notify  diat  the 
road  was  under  repair. 

The  state  of  the  \u  i  ■■n>  at  way  both  of  the  ap  and 
down  lines  of  this  part  of  the  Edinbargh  and  Glasgow 
RaihraT,  appeared  to  me  to  be  b^  no  bmbs  satiafiK* 
aoiy.  i  should  strootsfy  rrroMf  hI  that  its  repair  be 
inuae^ately  andcitakea,  and  that  fan  if.  the  speed 
of  the  trains  should  be  Tnymadk  rcdaced  vnx  these 
and  anv  iirailailv  ciicamaiaeed  pcrtkss^ 

I  havY,  ix. 
Tlr  SefTttmr^  C»  Sl  Hliuiedobe, 


XOKTH^KASTKRX  RAILWAY, 


'•;r:^^it  ,'c  TIT  in;iL,-T  .:i.v  uif  nrynmi=caai:^*s^  a«3«iz»c:3tr 
jia^ufirt.  aail'w:*"^  wcTn^^a  aa  <:ii:*ir^ua  m*n.  jmc  jct 
^ifci\^  4c^   >s*i3^  »j    la-^  >«;ya  :r^v*;i'»^i^  >•«  vC   tujs^ 

Jc"    y^  m'  C    J^^i  ivUv  iU  fcX'Uf    CW    3L.»^   "T^/tn    Xi^«- 

«fc>-t^  ::v  iro*  1  ;.x\*  T^.tit  :uu  :t*trix  m*-u^^':a  iia.; 
>-iC^;*j-  it^  ar-iaiT^i-  'u  uv  xiivr-^  \-s:a:c  mtjh  rr .-.  ami. 


:in»  ae« 


■ad  IZIiii^ 
Walker  sad 
the 


If<ayn  ;  <a  t^ 
w^irtlL  and  ^a  t^ 

Wa^gjtifc.    TW  ILjje'ffcL*  frt 
jaiaro»  at  t^  rtM  vc  I  3r  r^.Vv  a^ 

Secrx  ^cO  TSiras^  ^dT;  riwK  Vi^&aer  ait  raws 

t^  ^xmcc^-iL  as  1  iL  ^\i^  %^  ct-rnaw  W«w«ea  Walker 

«ac  s^  ,^in)im,TL  Kfou:    I»ls>  y««&.  a>?  ,=:Bc«Baa 

<.3<Qtiit  j;:£«a.  Scunc  4k.V  yscn^  ^  amc  ^rsMf  ler  a 
imir  £r!caj*«  vit  a  rjnr  cit^ 

WAEx«AraT.  Utf  ifh^t  'J'liw.  wa?  iw  ^«v«a£  day  of 
N^'•^•^te^r  *<  ra^fs.  ai»t  jatim:  ^(dktc  (TrnnrsaiK  moas 
4crwuTi*£  ?<'  nil  ,*ti  ;^'  Jctaasca  ^*r» 4im  r-jat  IWi.*JtL 

:^ciri«i  >»xoi  *Lrx£  >,'T\Tfc<;v    *;  v»  iwr  snwd  «a 
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north),  five  beats  on  his  telegraphic  bell,  indicating 
that  a  special  train  was  approaching  from  the  north. 
As  this  train  would  run  into  Newcastle  without  stop- 
ping, it  would,  according  to  the  Heaton  Junction 
rules,  take  precedence  over  all  Tynemouth  branch  up 
trains.  At  the  time  this  signal  was  received,  the  signal- 
man saw  the  10  ajn.  train  from  TTuemouth  to  New- 
castle (which  consisted  of  engine  and  tender,  one  first- 
class  carriage,  one  first-class  coup^  one  composite,  one 
second-class,  one  first-class,  one  second-class,  one  com- 
posite, one  first-class,  guard's  van,  five  third-class,  14 
vehicles  in  all,  coupled  in  the  order  stated),  approaching 
Walls  End  station,  the  second  from  the  junction,  and 
just  before  it  started  from  Walker  station  (the  one  next 
the  junction)  he  had  lowered  the  main  and  distant 
signals  for  the  special  trun,  which  came  in  sight  as  the 
lynemouth  train  was  starting  from  Walker,  about 
three  minutes  late.  The  main  and  distant  signals  must, 
therefore,  have  been  against  the  Tynemouth  train, 
which  its  driver  does  not  deny  ;  and  they  were  ob- 
served to  be  at  danger  by  the  guard  of  this  train,  who 
used  his  break  in  consequence.  The  signalman  saw 
the  train  leave  Walker,  and  at  first  fully  expected  it 
would  pull  up  short  of  the  junction,  but  finding  its 
speed  was  not  being  reduced  when  about  200  or  300 
yards  off  (the'special  train  being  about  the  same  distance 
off)  he  vraved  his  red  fiag  violently.  The  speed  of  the 
Tynemouth  train  was  however  not  sensibly  reduced, 
and  it  was  running  through  the  junction  at  about 
16  miles  an  hour,  when  the  engine  of  the  special  train 
struck  the  carriage  next  the  tender,  and  smashed  it  to 
pieces ;  the  body  of  the  next  carriage  was  thrown  on 
to  the  slope  of  an  embankment  on  the  east  of  the 
line;  the  third  carriage  was  thrown  against  the  wall  of 
an  overbridge  close  by  the  junction  points,  no  serious 
damage  being  done  to  any  further  carriages,  which 
were  some  of  them  off  the  road.  There  were  happily 
only  three  passengers  in  the  first  two  carriages.  The 
driver  and  fireman  of  the  Tynemouth  train  had  jumped 
off  the  engine  about  30  yards  short  of  the  junction, 
steam  not  having  been  shut  0%  but  the  tender  breaks 
slightly  applied.  The  force  of  the  collision  uncoupled 
this  engine  from  its  tender,  and  the  former  ran  on 
towards  Newcastle  at  a  speed  of  from  15  to  20  miles 
an  hour.  As  it  was  approaching  Manors  Junction  about 

imUe  from  Heaton  Junction,  it  was  observed  by  the 
iver,  fir^nan,  and  guard  of  a  pilot  engine  standing 
on  a  branch  line  near  Manors  Junction.  As  soon  as 
the  runaway  engine  had  passed,  it  was  pursued  by  the 
pilot  engine,  the  driver  and  guard  getting  on  to  the  front 
buffer  beam,  leaving  the  fireman  in  charge.  The  first 
engine  was  caught  up  in  about  a^of  a  mile,  when  the 
driver  of  the  pUot  engine,  named  Joseph  Steel,  jumped 
on  to  the  tender  buffer  beam  of  the  runaway,  thence  got 
to  its  footplate,  and  soon  succeeded  in  stopping  it.  llie 
guard  also  jumped,  but  missed  his  footing,  and  happily 
escaped  without  iiyuiy.  These  three  men  have  all 
been  liberally  rewarded  by  the  directors  of  the  North- 
Eastem  Railway  Company,  and  deservedly,  for  had 
the  engine  not  been  stopped  the  consequences  might 
have  been  most  serious.    The  driver  of  the  special 


train  states  that  on  nearing  Heaton  Junction,  at  a  speed 
of  about  8  or  9  miles  an  hour,  he  saw  the  Tynemouth 
train  some  300  yards  from  the  junction,  approaching 
it,  with  steam  on,  at  a  speed  which  led  him  to  think 
there  would  be  a  collision.  He  used  in  consequence 
every  effort  to  pull  up  (the  guards  also  applying  their 
breaks),  but  owing  to^the  descending  gradient,  and  the 
weight  of  his  train,  was  able  to  reduce  his  speed  only 
to  about  five  miles  an  hour,  and  struck  the  first  car- 
riage of  the  Tjmemouth  train,  infiicting  the  damage 
before  stated.  His  own  engine  and  tender  received 
but  very  slight  injury,  and  did  not  leave  the  rails ;  the 
^nt  van  and  carriage  next  to  it  were  off  the  rails, 
and  some  of  the  doors,  steps,  and  handles  were 
stripped ;  but  only  one  passenger  complained  of  in- 
jury in  this  train.  The  speed  on  approaching  the 
junction  was  probably  in  excess  of  that  admitted  by 
the  driver  ;  but  I  do  not  think  that  any  blame  attaches 
to  the  servants  of  the  company  in  charge  of  this  train, 
who  appear  to  have  done  ail  ithey  could  to  prevent 
the  collision. 

The  cause  of  the  collision  is  without  doubt  to  be 
attributed  to  the  entire  disr^ard  of  signals  on  the 
part  of  the  driver  of  the  Tynemouth  train.  He  has 
been  driver  with  the  North-Eastem  Company  for  17i 
years,  and  accustomed  to  driving  on  the  Tynemouth 
branch.  He  had  borne  an  excellent  character  up  to 
the  time  of  the  collision.  There  is  no  suspicion  that 
he  was  intoxicated;  nor  could  I  ascertain  that  he  was 
at  all  addicted  to  drink,  nor  find  out  any  reason  for 
his  conduct  on  the  present  occasion.  The  fireman 
states  that  he  was  attending  to  his  fire,  and  knew 
nothing  about  any  danger,  till  the  driver  sang  out, 
**  Ho !  Ho  !  Jump  ! "  Upon  which  he  gave  a  slight 
turn  at  his  break  handle,  and  jumped  off. 

The  guard  of  the  train  states  that  seeing  the  distant 
signal  at  danger  he  got  his  break  on  about  100  yards 
before  reaching  it,  which  it  is  possible  (though  not 
probable)  he  may  have  done. 

The  amount  of  break  power  with  either  train  was 
very  insufficient,  and  it  is  by  no  means  improbable  that, 
had  there  been  "  one  break  vehicle  to  every  three  or 
four  carriages,  a  proportion  which  may  be  economi- 
cally provided  by  the  use  of  continuous  breaks,"  as 
recommended  by  the  Board  of  Trade,  instead  of  only 
1  to  14,  and  2  to  21  respectively,  the  collision  might 
have  been  avoided. 

Again,  there  was  no  interconmiunication  between 
guard  and  driver  in  the  Tvnemouth  train.  Had  it 
existed,  it  might  have  enabled  the  guard,  who  appa- 
rently saw  the  danger  long  before  the  driver,  to  have 
aroused  the  latter  to  a  sense  of  it  in  time  to  have 
averted  the  collision. 

The  distant  signals  both  towards  Benton  and 
Walker  might  be  advantageously  removed  further 
fVom  the  junction. 

I  have,  &c. 
The  Secretary,  C.  S.  Hutchinson, 

Railway  Department^  Lieut-CoLy  R.E. 

Board  of  Trade, 


Printed  copies  of  this  report  were  sent  to  the  company  on  the  28th  July. 


SHREWSBURY  AND  HEREFORD  JOINT  RAILWAY. 


Sib,  Shrewsbury,  5th  July  1870. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  21st  ultimo,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  Trade, 
the  result  of  my  inquiry  into  the  circumstances  con- 
nected with  a  collision  that  occurred  on  the  16th  ultimo 
at  the  south  end  of  Shrewsbury  station,  between  a 
passenger  train  belonging  to  the  Shrewsbury  and 
Hereford  Joint  Railway  Committee  and  a  London  and 
North- Western  Railway  Company's  goods  train.  . 
Three  passengers  are  returned    as    having  been 


K 


bruised,  shaken,  or  cut,  and  three  or  four  others  as 
having  been  slightly  shaken,  by  the  collision. 

At  about  140  yards  south  of  the  south  end  of  the 
platforms  of  the  Shrewsbury  joint  station  the  junction 
takes  place  of  the  lines  from  Hereford  and  Wellington. 
The  junction  is  supplied  with  a  locking  apparatus, 
which  provides  for  the  interlocking  of  the  principal 
points  and  signals ;  but  there  are  four  unlocked  distant 
signal  levers  and  two  unlocked  point  levers  in  the 
cabin.  About  90  yards  north  of  the  cabin  there  is  a 
pair  of  facmg  points  (worked  by  one  of  these  unlocked 
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levers),  wMok  in  &eir  ponnal  position  connect  a  third 
line  of  rails  on  the  east  of  the  main  line  with  some 
sidings  lying  to  the  east  of  the  Wellington  line,  and, 
when  pulled  over,  form  a  connexion  between  this 
third  Ime  and  the  main  line  to  the  south,  a  few  yards 
short  of  the  junction.  This  third  line  runs  northward 
as  far  as  the  south  end  of  the  station,  where  it  diverges 
into  three  passenger  lines  and  a  goods  line,  each  con- 
trolled by  interlocked  starting  signals  worked  from  a 
cabin  (called  the  '^  platform  "  cabin)  at  the  south  end  of 
the  station.  One  of  the  unlocked  distant  signal  levers 
in  the  junction  cabin  works  a  signal  close  to  the 
platform  cabin,  to  control  everything  passing  out* 
wards  on  the  third  line,  and  the  platform  cabin  signal- 
man is  supposed  to  lower  neither  of  his  outgoing 
signals  until  the  junction  signalman  has  lowered  this 
distant  signal.  As  the  tMrd  line  is  used  also  for 
trains  running  from  the  Shropshire  sidings  northwards 
to  the  station,  the  platform  signalman  works  an  inter- 
locked distant  signal  opposite  the  junction  cabin,  to 
stop  anything  approaching  the  station  from  the  sidings 
while  any  train  is  running  over  it  in  the  contrary 
direction ;  the  junction  signalman  has  no  correspond- 
ing signal  to  control  the  exit  from  these  sidings,  so 
that  conflicting  signals  for  this  single  line  may  be 
given  by  the  independent  action  of  the  two  signalmen. 
The  other  unlocked  point  lever  in  the  junction  cabin 
works  the  points  of  a  cross-over  road  connecting  the 
main  up  and  down  lines,  and  the  unlocked  distant 
signal  levers  are  those  referring  to  the  three  nudn 
lines. 

On  the  evening  of  the  16th  ultimo  an  experienced 
signalman^  named  Campion,  who  had  been  doing  dutj 
in  the  junction  cabin  for  the  last  16^  years,  took  up  the 
night  work  at  6  o'clock.  A  London  and  North-West- 
em  Company's  goods  train,  consisting  of  engine  and 
tender,  30  waggons,  and  a  break  van,  from  Leominster, 
had  passed  his  cabin  at  about  8*30  p.m.,  and  had  then 
backed  down  the  third  line  into  the  Shropshire  sidings, 
where  it  had  some  shunting  to  da  After  making  one 
shunt,  the  engine  drew  up  to  the  platform  cabin 
distant  signal  (which  was  now  at  danger)  opposite  the 
junction  cabin,  waiting  till  it  could  again  draw  out 
on  the  third  line,  to  mtike  another  shunt  into  another 
of  the  Shropshire  sidings. 

Campion  states  that  thinking  the  goods  driver  was 
going  to  start  while  the  signal  was  at  danger,  he  put 
his  head  out  of  the  cabin  window  to  warn  him  not  to 
do  so  until  the  8*35  pan.  passenger  train  from  Shrews- 
bury to  Hereford,  which  would  use  the  third  line,  had 
cleared  the  crossings.  The  engine  of  this  latter  train 
having  now  whistled  for  the  signals.  Campion,  as  he 
withdrew  his  head,  grasped,  as  he  thought  and  intended, 
the  lever  handle  which  moved  the  points  connecting 
the  third  line  and  main  up  line  together,  and 
pulled  it  over  to  set  these  points  right  for  the  mun 
up  line.  He  then  lowered  his  distant  signal  (that 
oppodte  the  platform  cabin),  and  the  starting  signal 
having  been  lowered  by  the  platform  cabin  si^ialman, 
the  passenger  train  lefr;  the  station.  Just  as  it 
reached  the  facing  points  on  the  third  line^  Campion 
happening  to  glance  at  his  lever  handles,  saw  at  once 
that  he  had  by  mistake  moved  the  one  which  worked 
the  cross-over  road  points,  instead  of  the  one  he  had 
intended  to  move,  these  handles  standing  next  each 
other  in  the  frame.  The  engine  being  now  upon  the 
points  it  was  impossible  for  him  to  alter  them  without 
splitting  the  train,  and  he  therefore  ran  outside  hia 


box  to  try  and  attract  the  attenticm  of  both  engine 
drivers,  by  shouting,  &c.  This,  however,  he  was 
unable  to  do  to  any  purpose,  and  the  passenger  engine 
struck  the  goods  engine,  the  speed  of  Uie  formar 
being  from  six  to  eight  miles  to  an  hour,  and  the  latter 
being  at  rest.  Yeiy  little  damage  was  done  to  either 
train,  nothing  being  knocked  off  the  road,  and  both 
engines  being  able  to  work  after  the  coUigion,  broken 
buffer  planks  and  castings  being  the  principal  injuries 
received. 

The  passenger  train  concerned  in  this  collision 
consisted  of  engine  and  tender,  six  carriages,  filled 
principally  with  volunteers,  and  a  guards  van,  and  the 
injuries  received  are  stated  to  have  occurred  mainly 
to  those  who  were  resting  upon  their  muskets.  It 
was  due  to  start  for  Hereford  at  8*35  p.m.,  and 
was  detained  four  or  five  minutes  wuting  for  a  Great 
Western  train.  The  driver,  who  was  giving  sand  to 
his  wheels,  saw,  just  as  he  readied  the  facing  points,  that 
they  were  lying  open  for  the  Shropshire  sidings.  He 
at  once  shut  off  his  steam,  reversed,  and  put  on  c<mtrary 
steam  ;  but  his  fireman  had  hardly  time  to  a{^ly  his 
break  (as  he  was  attending  to  his  fire)  before  they 
struck  the  goods  engine,  &e  distance  between  the 
points  and  it  being  only  75  yards.  They  both  jumped 
from  the  engine  before  the  ccdlisicm,  and  were  neither 
of  them  hurt.  The  driver  and  fireman  of  the  goods 
train  were  both  engaged  with  the  fire  when  the  signal- 
man shouted  to  them  ;  the  fireman  had  just  time  to 
jump  gS,  but  the  driver  was  knocked  down  <ni  the 
foot  plate,  neither  of  them  being  injured. 

The  immediate  cause  of  tMs  collision  was  the 
admitted  mistake  of  the  signalman  in  moving  the  wrong 
point  lever.  He  is  a  man  of  excellent  chutu^ter,  and 
has  never  made  any  mistake  previously  during  his  15| 
years'  service  in  this  signal  cabin.  There  is  no 
suspicion  that  on  the  present  occasion  he  was  either 
intoxicated  or  in  any  way  unfit  for  du^. 

The  true  cause  of  the  collision  must  therefore  be 
attributed,  like  so  many  previous  ones  of  a  similar 
nature,  to  the  absence  of  mechanical  appliances  by 
which  such  a  mistake  as  that  which  led  to  this 
collision  would  be  rendered  impossible. 

The  superintendent  of  the  line  infmms  me  that 
since  this  collision  orders  have  been  given  to  remedy 
the  defects  (above  pointed  out)  which  now  exbt  in  the 
locking  apparatus  in  the  junction  cabin.  I  should 
further  recommend  that  the  system  of  '^ slotting" 
should  be  introduced  as  &r  as  possible  in  connexion 
with  the  junction  and  platform  cabin  signals  (by  which 
means  the  number  of  the  existing  signals  may  be 
reduced),  and  that  ^'locking  bars"  diould  be  attached 
to  those  facing  points  whi<£  are  situated  so  far  from 
the  signalman  as  to  make  it  impossible  ot  difficult  to 
know  when  the  whole  of  a  train  has  cleared  the 
points.  The  two  cabins  should  also  be  placed  in 
communication  with  each  other  by  means  of  gong  or 
telegraphic  bell,  and  the  junction  signalman  should  be 
provided  with  additional  interlocked  signals  in  con- 
nexion with  the  facing  points,  and  should  also  ocmtrol 
by  an  interlocked  lever  the  signal  for  the  Shropshire 
sidings  now  worked  from  the  platform  cabin. 
I  have,  ^bc, 

C.  S.  Hutchinson, 
The  Secretary,  LieuL-CoL  EJS. 

{Railway  Hepartment^ 
Board  of  Trade. 


Printed  copies  of  this  report  were  sent  to  the  Shrewsbury  and  Hereford  Joint  Railway  Committee 

on  the  16th  July. 
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TOWER  SUBWAY. 


Sm,  1,  Whitehall,  dOih  June  1870. 

In  compliance  with  the  instructions  contained 
in  jour  minute  of  the  27th  instant,  I  have  the  honour 
to  report,  for  the  information  of  the  Board  of  Trade, 
that  I  have  enquired  into  the  accident  which  occurred 
at  the  Tower  Subway  on  the  23rd  instant,  but  at  a 
time  when  the  subway  was  not  in  use  for  passenger 
traffic.  A  failure  having  occurred  in  the  valve-spindle 
of  the  engine,  the  fireman  came  up  in  the  **  lift "  about 
5  o'clock  in  the  affcemoon,  for  the  means  of  temporarily 
repairing  it.  On  reaching  the  top  (in  Vine  Street) 
the  fireman  ran  round  the  corner  into  the  store  room, 
fetched  out  a  bolt,  and  returned  to  the  lift.  The 
company's  guardian  at  the  door  of  the  lift  had,  in  the 
meantime,  given  the  signal  to  allow  the  lift  to  descend, 
in  order,  by  the  working  of  the  engine  (and  the  lift), 
to  pump  water  into  the  boiler.  The  fireman,  wishing 
to  descend  with  the  lift,  pushed  open  the  doors  (which 
were  partly  closed)  and  fell  into  such  a  position  that 


he  was  unfortunately  crushed  between  the  top  of  the 
lift  and  the  ground,  as  the  lift  descended. 

It  is  very  necessary  that  the  iron  sliding  doors  at 
the  entrance  to  the  subway  should  be  completely 
closed  in  every  case  before  the  lift  commences  to 
descend,  and  it  is  now  proposed  to  ensure  this  being 
done  by  the  addition  of  portions  of  angle  iron  to  the 
doors  and  to  the  lift,  so  that  it  may  be  impossible  to 
set  the  lift  in  motion  from  the  top  unless  the  doors 
are  closed.  The  latches  of  these  iron  doors,  which 
can  be  opened  with  a  railway  key  only,  should  also  be 
always  kept  in  such  a  condition  that  the  doors  may 
not  only  he  shut,  but  also  be  locked,  before  the  lift 
coDunences  its  descent. 

I  have,  &c. 
The  Secretary,  H.  W.  Tyler. 

Bailway  Department, 
Board  of  Trade. 


Printed  copies  of  the  above  report  were  sent  to  the  company  on  the  1 1th  July. 
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miles  distant,  whicb  would  give  it  an  average  speed 
of  about  37  miles  an  hour  over  this  6}  miles.  The 
driver  was  an  experienced  servant  of  the  Company, 
and  the  fireman  had  acted  as  such  for  five  years, 
having  run  with  the  present  engine  for  about  a  year, 
which  he  described  as  having  been  in  good  order, — ^not 
perfectly  steady,  but  nothing  to  complain  about.  It 
had  behaved  well  on  the  down  journey  from  Edin- 
burgh to  Larbert,  and  all  had  gone  right  on  the  up 
journey  as  far  as  Ratho.  In  consequence  of  the  green 
flag  before  alluded  to  (placed  about  350  yards  east  of 
the  junction),  steam  had,  according  to  the  fireman,  been 
shut  off  at  the  junction,  and  his  break  had  been 
slightly  applied,  by  which  he  thinks  the  speed  had 
been  reduced  to  somewhat  under  30  miles  an  hour, 
when  he  felt  a  kind  of  drop,  and  remembered  nothing 
more.  He  had  been  standing  on  the  off  side  of  the 
engine,  and  when  he  recovered  he  found  himself  lying 
on  the  foot  plate  on  the  driver's  legs.  The  head  and 
shoulders  of  the  latter  were  below  the  tender,  and  he 
was  quite  dead,  The  fireman  was  only  shaken  and 
bruised.  The  guard  of  the  train,  who  was  looking  out 
of  his  van  window  for  the  station  signals,  first  received 
a  blow  in  the  mouth,  and  was  then,  in  getting  to  his 
break  handle,  knocked  down  in  his  van,  but  escaped 
serious  injury.  He  considered  the  speed  to  have  been 
about  30  miles  an  hour.  After  attending  to  the  pas- 
sengers, he  went  back  to  examine  the  place  where 
the  run  off  occurred,  and  found  it  to  be  where  the  old 
and  new  sleepers  joined.  He  thought  that  the  wheel 
of  the  engine  had  mounted  the  left  rail  a  few  inches 
on  the  Linlithgow  side  of  the  joint,  after  which  the 
track  of  the  engine  wheels  was  clearly  visible  on  the 
outside  of  the  rail  next  the  rock  cutting.  The  guard's 
evidence  is  corroborated  by  that  of  the  locomotive 
foreman,  who  was  on  the  spot  soon  after  the  accident, 
and  who  is  confident  that  the  run  off  occurred  at  the 
junction  of  the  new  and  old  sleepers,  as  he  saw  the 
mark  of  the  left  wheel  on  the  rail  east  of  that  point, 
and  wheel  marks  on  the  ballast  dose  to  the  inside 
of  the  off  raiL 

The  ganger,  on  the  contrary,  thinks  that  the  engine 
mounted  at  the  second  rail  east  of  the  last  new  sleeper. 
After  mounting,  its  left  side  very  soon  came  in  contact 
with  the  rock  cutting  on  the  left,  and  it  finally  stopped 
87  yards  east  of  the  last  new  sleeper,  having  turned 
over  on  its  left  side,  with  its  funnel  resting  against 
the  rock  ;  the  tender  was  close  to  it,  also  turned  over 
on  its  left  side  ;  the  1st  carriage  was  lying  on  its  right 


side  across  the  up  line ;  the  2nd  carriage  on  its  right 
side  obliquely  across  ihe  down  line  ;  the  3rd  carriage 
was  on  its  wheels  across  the  6  ft.  space  ;  and  the  4th 
and  5th  carriages,  guards  van,  and  horse  box  on  their 
wheels  in  the  6  ft.  space. 

The  leading  axle  of  the  engine  was  broken  off  with 
a  clean  fracture  just  in»de  the  boss  of  the  left  wheel. 
The  journal  of  the  driving  axle  was  also  broken  off 
inside  the  left  outside  axle  box,  (the  driving  wheels 
had  double  bearings).  The  trailing  axle  was  knocked 
from  under  the  engine,  and  the  axle  boxes  broken. 
Several  of  the  springs  were  also  more  or  less  damaged. 

The  tender  had  all  its  wheels  knocked  from  under 
it,  and  the  journal  of  one  of  the  axles  was  broken 
inside  the  axle  box.  The  machinery  also  suffered  a 
great  deal.  These  injuries  to  the  engine  and  tender 
are,  I  think,  to  be  all  attributed  to  blows  received 
on  collision  with  the  rock  cutting. 

In  the  permanent  way  there  were  three  central 
chairs  broken  under  the  left  rail  next  to  and  east  of 
the  last  new  sleeper  ;  the  joint  chair  was  broken  at 
the  east  end  of  the  3rd  left-hand  rail  ft'om  this  sleeper  ; 
then  for  three  or  four  rails  length  the  road  was  burst 
and  twisted,  after  which  it  was  not  much  disturbed. 
At  the  time  I  visited  the  spot,  many  of  the  rails  had 
been  removed  to  some  distance  off,  and  it  was  difficult 
to  identify  the  exact  positions  they  had  occupied,  but 
there  were  distinct  marks  of  the  mounting  of  an  en- 
gine wheel  on  what  were  stated  to  have  been  the  west 
ends  of  two  rails. 

From  the  weight  of  the  evidence,  I  am  disposed  to 
think  that  this  accident  is  to  be  attributed  to  the  per- 
manent way  having  been  left  in  a  state  not  adapted 
for  fast  running  at  the  point  at  which  the  new  and  old 
sleepers  joined,  and  that  the  ganger  is  to  blame  for  not 
having  sent  a  fiag  800  yards  ahead  to  notify  that  the 
road  was  under  repair. 

The  state  of  the  permanent  way  both  of  the  up  and 
down  lines  of  this  part  of  the  Edinburgh  and  Glasgow 
Railway,  appeared  to  me  to  be  by  no  means  satii^ac- 
iory.  I  should  strongly  recommend  that  its  repair  be 
immediately  undertaken,  and  that  meantime  the  speed 
of  the  trains  should  be  very  much  reduced  over  these 
and  any  similarly  circumstanced  portions. 

I  have,  &c. 
The  Secretary^  C,  S.  Hutchinson, 

Railway  Departmenty  LieuU-CoL  R.E. 

Board  of  Trade. 


Printed  copies  of  this  report  were  sent  to  the  company  on  the  3rd  August 


NORTH-EASTERN  RAILWAY. 


Board  of  Trade 
{Railway  Department), 
Sib,  IVkiUhall,  lAth  July  1870. 

In  compliance  with  the  instructions  contained 
in  your  minute  of  the  24th  ult,  I  have  the  honour  to 
report,  for  the  information  of  the  Board  of  Trade,  the 
result  of  my  inquiry  into  the  circumstances  attending 
the  collision  which  occurred  on  the  22nd  ult.,  at 
Heaton  Junction,  near  Newcastle,  on  the  North- 
eastern Railway,  between  an  excursion  train  and  an 
ordinary  passenger  train. 

Injuries,  consisting  of  sprains,  contusions,  and 
shakes,  are  stated  to  have  been  received  by  30  pas- 
sengers. These  occurred  almost  exclusively  to  those 
who  were  travelling  by  the  ordinary  train,  of  which 
the  driver  was  bruised  and  knocked  about. 

At  Heaton  Junction,  about  two  miles  from  New- 
castle, the  main  line  from  the  north  unites  with  that 
from  Tynemouth  to  Newcastle.  The  points  and 
signals  are  arranged  on  the  interlocking:  principle,  and 
there  are  telegraphic  bells  in  the  cabin  to  indicate  to 
the  signalman  the  approach  of  coming  trains.  The 
station  next  to  the  junction  on  the  Newcastle  side  is 


Heaton  ;  on  the  main  line  are  Benton  and  Killing- 
worth,  and  on  the  Tynemouth  branch,  Walker  and 
Wallsend.  The  line  falls  from  Benton  towards  the 
junction  at  the  rate  of  1  in  200,  the  distant  signal 
being  660  yards  off;  from  Walker  it  rises  towards 
the  junction  at  1  in  362,  the  distance  between  Walker 
and  the  junction  being  1,188  yards,  the  junction 
distant  signal  being  360  yards  off,  and  visible  for  a 
long  distance  on  a  clear  day. 

Wednesday,  the  22nd  June,  was  the  second  day  of 
Newcastle  races,  and  among  other  excursion  trains 
arranged  to  run  on  the  occasion  was  one  from  Berwick 
at  7.30  a.m.,  picking  up  passengers  at  all  stations  up 
to  Longhirst  (the  station  next  north  of  Morpeth), 
between  which  and  Newcastle  it  was  not  timed  to 
stop.  The  train  consisted  of  engine  and  tender, 
guard's  van,  three  third-class  carnages,  two  second- 
class,  four  third*class,  three  second-class,  one  compo- 
site, two  third-class,  two  second-class,  one  third-class, 
one  composite,  and  guard's  van,  21  vehicles  in  all, 
coupled  in  the  order  stated.  At  about  10.20  a.m.,  the 
signalman  in  the  Heaton  Junction  cabin  received 
from  KiUingworth  station  (about  4^  miles   to  the 
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RAILWAY,    &c.     BILLS. 

(SsgfliON  1860.) 


RETURN  to  an  Order  of  the  Honourable  The  House  of  Commons, 
dated  6  August  1869  'f—Jbr^ 


RETURN  "  of  Capital  in  Shares  and  by  Loans^  respectively,  proposed  to 
be  raised  by  the  Railway  and  other  Bills  brought  before  Parliament 
in  the  present  Session  (1869),  and  the  Aggregate  Amount  of  such  Capital 
and  Loans;  together  with  the  Gross  Aggregate  Returns  of  the  Four 
previous  Years." 


(J/r.  Bazley.) 


Ordered,  by  The  House  of  Commons^  to  be  Printed, 
15  February  1870. 
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RETURN    OF   THE   AMOUNT   OF   CAPITAL    PROPOSED  TO    BE   RAISED   BY 


KETUUN  oi  Capital  in  Shares  and  by  Loans,  respectively,  proposed  to  be  raised  by  the  Railway 
and  other  Bills  brought  before  Parliament  in  the  present  Session  (1869),  and  the  Aggregate  Amount 
of  such  Capita  and  Loans  ;  together  with  the  Gross  Aggregate  Betums  of  the  Four  previous  Years. 


TiTLR  OF  Bill. 


Proposed  CapitaL 


By  Sbares. 


By  Loans. 


Total. 


1. 
sJ. 
3. 
4. 

it. 
6. 

7. 

8. 

9. 
10. 
11. 
IS. 
13. 
14. 
16. 
10. 
17. 
18. 
19 
S20. 
21. 
U2. 
93. 
24. 
»5. 
86. 
U7. 

•J8. 

tfO. 
00. 
31. 
dil. 
33. 
34. 
36. 
30. 
37. 
88. 
39. 
40. 
41. 
43. 


Aberdare  and  Aberaman  CoDSumers' 
Aocrincton  Gat  and  Water    - 
Albert  Bridge        .... 
All  SainU*  District,  Bishopsgate    • 
Athenry  and  Tuam  Railway  - 
Aylesbury,  Thame,  Oxford,  &o.  Road 


Gas 


Barnstaple  Gas  (No  \)         -- 

Barnstaple  Gas  (No.  i) 

Bavswater  Market  and  Baths 

Befgrave  Mtiiket 

Belgravia  and  Chelsea  Market 

Belgravia  and  South  Kensington  New  Road  .  -  .  . 
Birkenhead  and  Liverpool  Railways       .        .        .         .         . 

Birmingham  Gas 

Bishops  Siortford  Waterworks 

Bouldnor,  Yarmouth,  and  Freshwater  Railway  and  Pier  - 

Bradford  Wuterworks 

Brean  Down  Harbour  and  Docks  - 

Bridf^end  (Glamorganshire)  Gas  and  Water  -  -  .  - 
Brighton  and  Hove  General  G:i8  --•... 
Brighton  and  Metropolitan  Railway  -  .  .  •  • 
Brighton  Aquarium  and  Improvcmc^nta  -  .  .  .  . 
Hrightony  Slmreham,  and  Lancing  Roads  .... 
BriHtol  and  Norlh  Somerj^ft  Railway  -  -  .  -  - 
Bristol  Harbour  Railway       ••..... 

Brynilm  Wafer 

Buokfuiitloighy  Totnes,  and  South  Devon  Railway  .        .        • 

CiiU'donian,  C>la<^c(ow  and  South  Western,  and  Crofthead  and 

Kilmnrnoek  kxtension  Railway  Companies. 
Caledonian  Railway      ••.••... 

Calliii|^ton  and  Calstock  Railway 

Cambridge  Gas  

Curmarihen  New  Gas    ........ 

Coylon  Company  f  Limired) 

Clapham  and  Loudon  Bridge  Railway 

Cleekheaton  Gas 

Clov<*lttnd  Water  and  Gas  ••.*..• 
Clontarf  Township  ••••..•• 
Coni^ett  Waterworks  •••••... 
Cray  Valley  vSewerage  and  Drainage       ..... 

Crioki^ea  Bridge 

Crystal  Palace  and  South  London  Junction  Railway 

Crystal  Palace  Company 


43.  Darwen  Waterworks 

44.  Devon  and  Cornwall  Railway         ... 
46.  Dorking  Water 

46.  Dublin  and  Droghe<la  Railway       ... 

47.  Dublin  and  Menth  Railway    *        .        .        . 

48.  Dublin  and  Ulster  Railt\*ay    «... 

49.  Dublin  Pert  and  Docks    '     •        .        .        . 

50.  Dukiufield  and  Denton  Local  Hoards  of  Health 
61.  Dumbarton  Waterworks  and  Municipality 

62«  Dundalk  and  Grccnore  Riiilway     •        1        • 

53.  Dundee  Harbour    -        -         •  *      . 

64.  Dundee  Water  -•..... 


66    Eattera  Metropolitan  Underground  Railway 
66.  £a8t  Norfolk  Railway   .         .         .         .    ' 
Edinburgh  and  District  Water 


67 


68.  Edinburgh  Parish  PoorJiouse  Water  Supplv  - 


£. 
•20,000 

60,000 


6,000 

16,000 

60,000 

160,000 

220,000 

900,000 

300,000 

6,000 

60,000 


11,000 

1,960,000 
40,000 


60,000 
20,000 


60,000 

16,000 

6,000 

1,200,000 
13,936 
12,000 

150,000 

12,000 
76,000 


40,000 
9,000 


600,000 
15,000 


6,000 
20,000 


3,000 

4,000 

16,000 

40,000 

60,000 

300,000 

76,000 

1,600 

16,600 

3'JO,000 

2,760 

460,000 
10,000 


16,066 
6,600 


20,000 
8,760 
2,760 

400,000 
3,483 
4,0J0 

37,600 

36,000 

4,000 

26,000 


10,000 
2,260 

356,000      [ 

6,000      I 

—  t 

200,000      I 
80,000      I 

200,000 
6,000 
650,000      ! 


£. 
26,000 

80,000 


8,000 

20.000 

75,000 

200,000 

270,000 

1,200,000 

376,000 

7,500 

06,600 

300,000 

13,760 

1,800,000 
60,000 


66,666 
26,600 


80,000 

18,7641 

8,760 

1,600,000 
17,418 
16,000 

187,600 
36,000 
16,000 

100,000 


60,000 
11,260 

366,000 

6,000 

200,000 
80,000 

800,000 

20,000 

660,000 
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RAILWAY    AND   OTHER    BILLS    BROUGHT    BEFORE    PARLIAMENT,    SESSION    1868-9. 


Title  of  Bill* 


69.  Edinbargh  Royal  Infirmary 

60.  Elham  Valley  Railway  -        -        .        - 

6 1 .  Ellesmere  and  Gl^n  Valley  Railway 

62.  English  and  Continental  Intercommunication 
C3.  Enniskillen,  Bundoran,  and  Sligo  Ruilway    - 


64.  Fermoy  and  Lbmore  Railway 

65.  Festiniog  Railway  Company 

66.  Finsbary  Park  Act,  1867,  Amomlment 

67.  Fumess  Railway  -        .        -        . 


68. 
69. 
70. 
71. 
72. 
73. 
74. 
76. 
76. 
77. 
78. 
79. 
80. 
81. 
82. 
83. 
84. 
85. 


Garstang  and  Knot  End  Railway  .... 

Gateshead  and  Hexham  Roads     •        • 
Glasgow  and  South  Western  Railway   -        -        -        - 
Glasgow  (City)  Union  Railway    -         -         -         -         - 
Glasgow  City  and  Suburban  Gas  Company   -        -         - 
Glasgow  Corporation  Gas  (New  Works,  &c.) 
Glasgow  Corporation  Gas  (Purchase  of  existing  Gas  Works,  &c.) 
Glasgow  Gas  Light  Company       -        -        .        -        . 
Glyn  Valley  Tramway  -•.-.- 

Great  Central  Gas  Consumers'  Company  -  -  . 
Great  Eastern  Railway  --.-.- 
Great  Eastern  Railway  (Steamboats)  -  -  -  • 
Great  Northern  and  Western  (of  Ireland)  Railway 

Great  Tower  Hill 

Great  Western  Railway  -.-.-- 
Great  Yarmouth  Waterworks        -        -        -        -        • 

Greenock  Water 

Grimsby  Corporation  ---•--. 


86.  Haddenham,  Willinghara,  and  Lon^stanton  Railway 

87.  Harrogate  Waterworks  -         - 

88.  Harrow,  Edgware,  and  London  Ruilway 

89.  Hartlepool  Fort  and  Harbour        .        .         -         -         - 

90.  Hastings  Pier 

91.  Hereford,  Hay,  and  Brecon  Railway    -        -        -        - 

92.  Holborn  Valley  Improvement       -        .        -        -        - 

93.  Holyhead  Docks  and  Warehouses  .... 
04.  Hounslow  and  Metropolitan  Railway  -  -  -  - 
95.  Huddersfield  Waterworks  .-..-- 
06.  Hyde  Park  and  City  Railway 


97.  Ilkley  Gas  Supply 

98.  Imperial  (Fire)  Insurance 
09.  Imperial  Gas 

I00«  Islington  Railway 


101.  Keighley  Waterworks  Extension  and  Improvement 

102.  Kent  Coast  Railway 

108.  Kew,  and  other  Bridges  -  -  .  .  - 
104.  King's  Lynn  Docks  and  Hail  way  -  -  -  - 
106.  Kingstown  Town  •        -        . 


106. 
107. 
108. 
109. 
110. 
111. 
112. 
113. 
114. 

115. 
116. 
117. 

118. 
119. 
120. 


Lambeth  Waterworks   -        -        - 

Lancashire  and  Yorkshire  Railway         .        .        • 

Launceston  and  South  Devon  Railway  •        •        • 

Leeds  Improvement 

Liverpool  and  Birkenhead  Railways  (Ferry  Junction) 
Llanelly  Railway  and  Dock  Company  •        •        - 
Llynvi  and  Ogmor.^  Railway         -        -        -        . 
London  and  North  Western  Railway     ... 
London  and  South  Western  Railway  (Bideford  to  Great  Tor 

rington,  Extension  of  Time). 
London  and  Southwestern  Railway  (Further  Powers) 
London,  Chatham,  and  Dover  Railway 
London  (City)  Subways       -        .        -        .        . 
London  Necropolis  and  National  Mausoleum 
I^ughlinstown  Commons  Inclosure      -        -        - 
Lymington  Harbour  and  Docks   -        -        .        - 


Proposed  Capital. 


By  Shares. 


600,000 

100,000 
90,000 

100,000 
30,000 

100,000 


100,000 

20,000 

100,000 


30,000 
40,000 


40,000 
24,800 
46,0C0 

6,000 
450,000 


1,368,000 


10,000 

976,000 
800,000 


9,500 
500,000 


240,000 
18,000 


225,000 


By  Loans. 


166,000 

33,.300 
30,000 

83,300 
10,000 


25,000 

600,000 

1,000,000 

6,600 
25,000 


10,000 

10,000 
60,000 
20,000 

13,333 

6,200 

15,000 

180,000 

1,500 

22,000 

600,000 

150,000 

800,000 
352,000 

2,500 
243,750 


141,000 

150,000 
3,160 


125,000 

33,500 

80,000 
6,000 


75,000 


Total. 


666,000 

133,300 
120,000 

133,800 
40,000 


125,000 
600,000 
1,000,000 
100,000 
26,600 
125,000 


40,000 


50,000 
60,000 
20,000 

53,333 

31,000 

60,000 

180,000 

6,500 

22,000 

600,000 

600,000 

300,000 
1,720,000 


12,600 

1,218,750 
800,000 


141,000 

150,000 
12,6(50 


625,000 

33,600 

320,000 
24,000 


300,000 


28. 


A  2 
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RETURN    OF   THE   AMOUNT   OF   CAPITAL   PROPOSED   TO   BE   RAISED    BY 


Title  of  Bill. 


Proposed  CapiiaL 


By  Share?. 


By  Loans. 


Total. 


91. 
29. 
23. 
24. 

25. 

26. 
27. 
28. 
29. 
SO. 
31. 
32. 
33. 
34. 
95. 
3«. 
87. 


38. 
30. 
40. 
41. 
42. 
43. 


Manchester  and  Stockport  Railway      .        •        .        -        - 
Manchester  City  Railways  ------. 

Manchester  Corporation  Waterworks  and  ImproTement 
ManchesteTy  Sheffield,  and  Lincolnshire  Railway  (Additional 

Lands  at  Grimshv). 
Manchester,  Sheffield,  and  Lincolnshire  and  Midland  Railway 

Companies  (Joint  Lines). 
Margate  Pier  and  Tramway  .-•-•. 

Mary  port  Town  and  Harbour  Gas         •        ,        .        .        . 
Medway  Docks    ..--••--- 
Melton  Mowbray  Cattle  Market,  &c.     -        -        •        .        - 
Mendip  Mineral  Railway      ---.--• 
Mersey  Docks  and  Harboar  Board       .        •        •        .        • 
Metropolitan  District  Railway      -.-.-- 
Metropolitan  Railway  -.-•••. 

Metropolitan  (Soatbem  District)  Railway     -        .        .        . 
Metropolitan  Street  Tramways      •••••• 

Metropolitan  Tiramwmys  •••--•• 
Midland  and  London  and  North  Western  Railway  Companies 

(Lancaster    and  Carlisle,  and  Settle    and  Carlisle  Rail* 

ways,  &c.) 
Midland  Great  Western  Railway  (of  Ireland)  Company 
Midland  Railway  (Additional  Powers)  •        -        -        •        . 

Mid  Wales  Railway 

Milfbrd  Improvement  ••..--.. 
Milnrow  Gas  ---•••-.. 
Mossier  Local  Board  Waterworks         •        .        -        •        . 


340,000 

394,000 

120,000 
5,600 


50,000 


600,000 
300,000 
240,000 
180,000 


44.  NaTan  and  Kiugscourl  Railway   -.---- 

45.  Neath  and  Brecon,  and  Swansea  Vale  and  Neath  and  Brecon 

Junction  Railway  Companies. 

46.  Newcastle-upon-Tyne  Assembly  Rooms  .        •        -        . 

47.  Newport  Harbour  Commi^oners  •        -        .        .        • 

48.  North  British  Railway 

40.  North  Eastern  Railway  -...-.. 
5'^  North  London  Railway  •••.... 
51*  Notung^ham  Waterworlks       «•••••. 


30,000 
10,000 

27,000 
8,000 


52.  OMham  Corporatioii  Waterworks,  &c. 
53    Oriel  College,  Oxford  -         «        . 
54.  Oswaldtwistle  Local  Board   - 
50.  Oxford  Gas  Light  and  C^^e  Company 


150,000 


30,000 


5^^.  Park  Lane  ImproTement       •        •        •        .        • 

57.  Pimlico,  Peckham,  and  (Jreenwioh  Street  Tranways 

58.  Pontelfract  Park  Tnsites  and  Street  Commisioiiers 

59.  PortleTen  Harboar 

6a  Portobdlo  Pier 

61.  Port  of  London  and  Billingsgate  Railway     • 

62*  Preston  Corporation     -      "-        •        -*      - 


45,000 


6,000 
S.500,000 


63.  Radclifle  and  Pilkinj^lon  Gas        ... 

64.  RailwaT  Coik$c4idated  Anaoities    •        •        • 

65.  R«fdb««^h  Bnd^ 

66.  Richnn^vi  and  lleeth  Railway      -        «        • 

67.  Rock  Li>  Assarance  Cowpany  -  •  . 
6^  Roas  InpruTemeni  Act,  l«^^*Ame•dmeat  • 
6S*  Rodier  VaI>T  RaHway  .  .  «  . 
TDl  Rjde  Traaiwars         1        •        •        «        « 


5€^0CH> 
50.0i:0 


90«000 
5,000 


•  « 


Saict  Aadrew^s  Cbapel«  Hore 
S«iaK  G5>afc  CWppWgatey  Ves?trT   • 
Sai^t  Helea^s  B^raa^  ImproTeseac 
S*:n;    Janes*    Cbap«l    aad     Barul 

RmhI. 
Saiat    Martia-br^ie^Fielcs    Workl^-^i 

Saiat  Jianr,  Newiaro^  S«TTW    • 
S^^w^eh'asid  Aci»av  Railvaj 
Slt-ie  Railvaj  C^MBfaar    - 
<«T«fm  as'i  WV«  RaLwav  and  Casal 


Gnoaad,     Hampssead 
K     Faa^     Approfrii^ 


€^\0»** 


113,nd3 
250,000 


130,000 

40,000 
2,000 

4,000 
16,600 


200,000 

100,000 

811,000 

60,000 


I      — 

i 


10,000 

3,000 

2,500 

40,000 

9,000 


2,000 
60,000 


37,500 

300,000 

20,000 
7,500 

135,000 

15,000 

5,000 

2,000 
833.04^0 
255^000 

12,500 
16,666 
10/00 


ISiXCSW 


e*  .^v*> 


458,333 
250,000 


524,000 

160,000 
7,600 

4,000 
66,600 


800,000 
400.000 
320,000 
240,000 


40,000 

3,000 
12,500 
40^000 

36,000 


10,000 
50,100 


187,500 

300/)00 

20,(00 
37,500 

135,000 

6O,000 

5,0i'0 

8.000 

3,333,000 

2^006 

62,506 
66,666 


40,000 
5,000 


130^000 


(«.600 
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RAILWAY    AND    OTHER    BILLS   BKOUGHT .  BKEORK    PARLIAMENT,    SESSION    1868-9. 


.1 


Title  of  Bill. 


Proposed  Capital. 


By  Shares. 


By  Loans. 


Total. 


180.  Severn  Navigation  Commission    .... 

181.  Shotlev  Bridge  and  Consett  District  Gas 

1 82.  Sligo  Borou^  Improvement         .... 

183.  South  Devon  Railway  ------ 

1 84.  Southend  and  Shoeburyness  Railway     -        -        - 

185.  South  Metropolitan  Gas  Light  and  Coke  Company 

1 86.  Southsea  Railway         --•... 

187.  Spalding  Waterworks 

188.  Standish  Rectory    * 

189.  Stockton-on-Tees  Extension  and  Improvement 

190.  Stoney  Stratford  Railway 


£. 
80,000 


24,000 
250,000 


6,000 


£. 

20,000 

6,000 

50,000 

8,000 
125,000 

1,000 


20,000 
36,000 
50,000 

32,000 
375,000 

6,000 


191.  Tendring  Hundred  Railway 

192.  Truro  Waterworks 

193.  Tyne  Salmon  Conservancy  - 

194.  University  College,  London 


195.  Waioileet  and  Firsby  Railway       -----         ' 

196.  Waliham  Abbey  and  Chesbutit  Gas 

197.  Walton-on-Tliames  and  Wey bridge  Gas         -         -         -        - 

198.  Waterford,  New  Ross,  and  Wexford  Junction  Railway  - 

199.  Watlington  and  Princes  Risborough  Railway         .         .        . 

200.  Watton  and  Swuffham  Railway     .----. 

201.  West  Auckland  Road  --- 

202.  Westbourne  Market 

208.  West  Ham  Gas 

204.  West  Middlesex  Waterworks 

205.  West  Somerset  Mineral  Railway   ------ 

206.  West  Surrey  Water 

207.  Whitland  and  Taff  Vale  Railway - 

208.  Windermere  District  Waterworks  -        -        .         .        - 

209.  Wolverhampton  Borough  Improvement  -         -         .         - 

210.  Workington  Harbour   ------.- 

211.  Worthing  Railway  Accommodation       -        -         .         -        - 

212.  Wrexham,  Mold,  and  Connab's  Quay  Railway        .        -        . 

Total     -     -     -     £. 


Corporation  may  borrow  moneys  on  credit  of 
rates.    Amount  not  stated. 

7,500  2,500  10,000 


20,000 


18,000 
25,000 
30,000 

36,000 
60,000 

4-2,000 
150,000 
300,000 

25,000 
87,000 
15,000 


55,000 


17,756,335 


Amount  of  Similar  Return  for  1865  • 

Ditto     -    -     ditto      -     1866  - 

Ditto     -     -     ditto      -     1867  - 

Ditto     -     -     ditto      •     1868  - 


No.  of  Bills  -  505 

-  ditto     -  -  634 

-  ditto     -  -  321 

-  ditto     -  •  228 


92,422,988 

125,638,785 

24,947,447 

15,269,990 


5,000 


6,000 
5,000 
7,500 

12,000 
20,000 

10,500 

37,500 

200,000 

8,500 

6,000 

12,380 

3,750 

40,000 
18,000 


11,465,371 


34,018,770 

49,851,861 

17,691,328 

9,937,366 


25,000 


24,000 
30,000 
37,500 

48,000 
80,000 

52,500 

187,500 

500,000 

8,500 

31,000 

49,330 

18,750 

40,000 
73,000 


29,221,706 


126,441,708 

175,490,646 

42,688,775 

25,207,356 


Board  of  Trade,  Whitehall,  \ 
9  November  1869.         J 


T.  H.  Faner. 


28. 
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RAILWAY,  &c.  BILLS  (CAPITAL). 


RETURN  to  an  Order  of  the  Honourable  The  Hoose  of  Commons, 
dated  27  June  1870  j—fwy 


RETURN  *^  of  Capital,  in  Shares  and  by  Loans  respectively,  proposed  to  be  raised  by  the 
Railway  and  other  Bills  brought  before  Parliament  in  the  present  Session,  and  the 
Aggregate  Amount  of  such  Capital  and  Loans ;  together  with  the  Gross  Aggregate  Returns 
for  the  Five  previous  Years." 


RETURN  of  Capital,  in  Shares  and  by  Loans  respectively,  proposed  to  be  raised  by  the  Railway 
and  other  Bills  brought  before  Parliament  in  the  present  Session,  and  the  Aggregate  Amount  of  such 
Capital  and  Loans ;  together  with  the  Gross  Aggregate  Returns  for  the  Five  previous  Years. 


Title  of  Bill. 


Proposed  Capital 


By  Shares. 


By  Loans. 


Total. 


1.  Abbot's  Wood  (Dean  Forest)  Enclosure  .... 

2.  Aberdare  Gas       -- 

3.  Aberdare  Local  Board  ----••.- 

4.  Aire  and  Calder  Conservancy         •--..- 
6.  Airedale  Gas         -        -        -- 

6.  Alexandra  (Newport)  Docks •        - 

7.  Arch  Street  Enclosure 

5.  Ashton-under-Lvne,    Stalybridge,    and  Dukinfield  (District) 

Water        -     " .        . 

9.  Atlantic  Telegraph  Company         --.... 


10. 
11. 
12. 
13. 
14. 
16. 
16. 
17. 
18. 
19. 
20. 
21. 
22. 
28. 
24. 
26. 
26. 
27. 
28. 
29. 
80. 
81. 
82. 
88. 
84. 
86. 
36. 


Barnstaple  and  llfracombe  Railway  (No.  1.)  • 
Barnstaple  and  llfracombe  Railway  (No.  2.)  - 
Bath  Corporation  -.*-.. 

Beccles  Water 

Bedford  and  Northampton  Railway 

Belfast  Consumers'  Gas        -        .        .        - 

Belfast  Harbour   ------ 

Belfast,  Holywood,  and  Bangor  Railwav 
Belfast  Water       -        -        -        -       '- 

Belgrave  Market 

Birmingham  and  Staffordshire  Tramways 
Birmingham  Canal  Navigations     -        -        - 
Birmingham  Street  Tramways       .        .        - 
Birmingham  Tramways         .... 

Birmingham  Water 

Blackburn  Corporation  Improvement    - 
Blackpool  and  Lytham  Railway    -        -        - 
Blane  Valley  Railway  ----- 
Bradford  and  Huddersfield  Road  •        -        - 
Brecon  and  Merthyr  Tydfil  Junction  Railway 

Brecon  Gas  -" 

Brighton  and  Hove  General  Gas  -        •        - 
Brighton  Intercepting  and  Outfall  Sewers 
Bristol  and  North  Somerset  Railway     - 
Bristol  Port  and  Channel  Dock     -        -        • 
Bristol  Port  Railway  and  Pier       -        -        - 
Broughty  Ferry  Police  Commissioners  - 

m 

346. 


-I 


£. 


6,000 


9,000 


120,000 
106,000 


9,600 
100,000 


60,000 

60,000 

80,000 

176,000 


.10,000 


60,000 
4,000 


26,000 
46,000 


5,000 
66,000 

7,000 


860,000 


40,000 

86,000 

70,000 

2,400 

25,000 


110,000 

12,000 
16,000 
20,000 
44,000 

280,000 
3,800 


2,000 

120,000 

8,800 

16,000 

8,000 


11,000 
66,000 

16,000 


360,000 


160,000 

140,000 

70,000 

12,000 

126,000 


110,000 

62,000 

66,000 

100,000 

220,000 

280,000 
18,800 


60,000 
6,000 

120,000 

38,300 

60,000 

8,000 
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RETURN   OF   THE   AMOUNT   OF    CAPITA!   PROPOSED   TO   BE    RAISED    BY 


Title  of  Bill. 


Proposed  Capital. 


Bj  Shares. 


By  Loans. 


Total. 


37.  Bucte  and  Torrington  Junction  Bailwaj 

38.  Burnhara  Tidal  JEarbour 

39-  Burntisland  Harbour     -        -        -        - 

40.  Bury  Saint  Edmunds  and  Thetford  Railway 

41.  Buxton  Gas 


4*2. 

48. 
44. 
45. 
46. 
47. 
48. 
49. 
60. 
61. 
52. 
53. 
54. 
55. 
56. 
57. 
58. 


Caledonian  and  Glasgow  ft&d  South  Western  Railway  Com* 
panies       -----.-.-. 
Caledonian  Railway  (Additional  Powers)        -        •        - 
Caledonian  Railway  (Tay  Ferries  and  Land  at  Dundee)  - 
Callander  and  Oban  Railway  .•••.. 

CardiflfGas   --- 

Carmarthen  Gas -        - 

Cawood  Bridge 

Chelsea  Rectory -- 

Chesterfield  and  Brampton  Railway 

Chester  Gas 

Chiltern  Hills  Spring  Water 

Cleckheaton  Local  Board -        - 

Clyde  Lighthouses - 

Clyde  Nairigation - 

Cobham  Railway  •--.----. 

Colne  Fishery 

Continental  Communication -         - 


59.  Dagenham  (Thaves)  Dock - 

60.  Dare  Valley  Railway     -.----- 

61.  Dartmouth  Water 

62.  Downpatricky  Dundmm,  and  Newcastle  Railway  (Lease) 

63.  Dublin  and  Antrim  Junction  Railway    .        -        .        • 

64.  Dublin  (City)  and  Suburban  Tramways  and  Railways 

65.  Dublin  Corporation  Water 

60.  Dublin  Trunk  Connecting  Railway         -         .         -         - 

67.  Dublin,  Wicklow,  and  Wexford  Railway        -        -        - 

68.  Dudley,  Oldbury,  and  Birmingham  Higli  Level  Railway 


69.  East  and  West  Junction  Railway - 

70.  East  and  West   Metropolitan  Junction  and    iSlansion   House 

Railway 

71.  East  London  Railway -        - 

72.  East  London  Tramways 

78.  Eccleshill  and  Bolton  Gas 

74.  Edinburgh,  Loanhead,  Roslin,  and  Penicuick  Railway    - 

75.  Edinburgh  Royal  Infirmary  ---.--- 

76.  Elland  and  Brighonse  Road  .--.-.. 

77.  Ellesmere  and  Glyn  Valley  Railway 

78.  Ely  and  Bury  Saint  Edmunds  Railway 

79.  Enniskillen  Borough  Improvement         .        .        .        .        . 

80.  Exmouih  Docks 


81.  Female  Orphan  Asylum         -        -        • 

82.  Fosdyke  Bridge 

83.  Fulham,  Hammersmith,  and  City  Railway 

84.  Fumess  Railway  -        -        -        •        . 
So.  Fylde  Water 


86.  Gas  Light  and  Coke  Company  .        .        .        - 

87.  Oirvan  and  Portftttrick  Junction  Railway      ... 

88.  Glasgow  Houses  of  Refuge 

Glasgow  Municipal  Extension  and  Improvement     - 
Glasgow  Street  Tramways      -.•--- 
Glasgow  Tramways       -.-•..- 
Gloucester  and  Berkeley  Canal 

93.  Great  Central  Gas  Consumers'  Company        .        .        - 

94.  Great  Eastern  Railway  (General  Powers)       ... 

95.  Great  Eastern  Railway  (Metropolitan  Railways,  kc) 

96.  Great  Northern  and  Western  (of  Irriand)  Railway  (Lease) 


89. 
DO. 
91. 
9-2. 


11,871 


100,000 
6,000 
6,600 


10,000 
20,000 
10,000 


26,000 
400,000 


21,000 


90,000 

60,000 

185,000 


1,600,000 

800,000 

48,000 

10,000 

48,000 


25,000 
74,000 


160,000 
30,000 


200,000 

820.000 

200,000 

80,000 


100,000  h  mtLj  be  borrowed,  but  only  as  part  of  the  200,000  L 


£. 

60,000 
5,700 


60,000 
7,600 


60,000 
80,000 

7,500 


60,000 
17,571 


25,000 
3,500 
2,000 

125,000 
9,600 
7,500 

8,300 

6,000 

10,000 

40,000 

7,000 

13,300 
25,000 
20,000 
40,000 
7,000 

8,800 
10,000 
33,000 

88,300 
,   10,000 
633,000 

7,000 
5,000 

28,000 
5,000 

40,000 
30,000 

40,000 
120,000 

20,000 

80.000 

60,000 

245,000 

500,000 
100,000 

12,000 
7,500 

16,000 

2,000,000 

400,000 

60,000 

17,500 

64,000 

8,800 
24,600 
16,000 

33,300 
98,600 
16,000 

200,000 
87,600 


260,000 

400,000 

200,000 

87,600 
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RAILWAY   AND    OTHER    BILLS    BROUGHT   BEFORE    PARLIAMENT^  SESSION   1869-70. 


Title  of  Bill. 


Proposed  Capital. 


By  Shares. 


B  J  Loans. 


Total. 


97.  Great  Northern  and  Western  (of  Ireland)  Railway  (Ranning 

Powers,  &c.) 

98.  Great  Northern  and  Western  (of  Ireland)  Railway  (Westport 

Quay  Line)      --.--.-•. 

99.  Great'Northem  Railway 

100.  Great  Southern  of  India  Railway  Company  .        .        ^ 

101.  Great  Western  Railway 

102.  Greenock  Harhour 

103.  Guothorpe  Bridge        .-----•• 

104.  Halesowen  and  Broms^rove  Branch  Railways       ... 

105.  Halifax  and  Ovenden  Junction  Railway        .... 

106.  Halifax  Water,  &c. 

107.  Harborne  Railway       -        -.- 

108.  Hebden  Bridge  Gas 

109.  Hereford,  Hay,  and  Brecon  Railway    -        •        •        .        - 

110.  Herefordshire  and  Gloucestershire  Canal  Navigation 

111.  Hounslow  and  Nortli  London  Railway          .... 
11-2.  Hyde  Local  Board 


113.  Imperial  Continental  Gas  Association 

114.  International  Commnnieation 

115.  Islington  Railway        ... 


lie.  Kinpsbridge  Railway 

117.  King's  Ljnn  Consumers'  Gas 

118.  King's  Lynn  Gkis 

119.  Kirk<^dy  and  Dysart  Water 


120.  Lancashire  and  Yorkshire  and  London  and  North  Western 

Railway  Companies  (Steamboats)       .        •        •        .        • 

121.  Lancashire  and  Yorkshire  Railway        -        .        -        .        . 

122.  Leeds  Corporation  Gas,  &o.  ---... 
128.  Leeds  Corporation  Gas  (Purchase,  &c.)        •        .        .         • 

124.  Leeds  Gas  --......- 

125.  Leeds  Street  Tramways        ---..-. 

126.  Leeds  Tramways  .--.p.-. 

127.  Leicester  Lunatic  Asylum   -        - 

128.  Leverington  Rectory   -------- 

129.  Limerick  and  Ennis  Railway        ------ 

180.  Limerick  and  Foynes  Railway      ------ 

131.  Limerick  Markets  --.--..- 
182.  Lincoln  City  Commons  .--..-. 
188.  Littlehampton  Water    --•----. 

134.  Liverpool  Improvement,  &c.         •----. 

135.  Liverpool  Street  Tramways 

186.  Liverpool  Tramways   -------- 

137.  Llantrissant  and  TafF  Vale  Junction  Railway         -        .        . 

138.  London  and  North  Western  Railway  T Additional  Powers) 

139.  London  and  North  Western  Railway  (Steam  Vessels)    - 

140.  London,  Blackwall,  and  Mill  wall  Extension  Railway    - 

141.  London,  Brighton,  and  South  Coast  Railway         •        •        - 

142.  London  Street  Tramways 

143.  London,  Worcester,  and  South  Wales  Railway      -        -        . 


144.  Manchester  and  Salford  and  District  Tramways  ^No.  1) 

145.  Manchester  and  Salford  and  District  Tramways  (No.  2) 

146.  Manchester  Street  Tramways 

147.  Manchester  Tramways  ...... 

148.  Mansfield  Water 

140.  Margate  Pier 

150.  Metropolitan  and  Saint  John's  Wood  Railway 

151.  Metropolitan  District  Railway      -        -        .        .        . 

152.  Metropolitan  Railway  --.-., 
158.  Metropolitan  Street  Tramways     -        -        .        - 

154.  Midland  Counties  and  South  Wales  Railway 

155.  Midland  Railway  T Additional  Powers) 

156.  Midland  Railway  (Wirksworth  and  Rowsley  Line) 

157.  Miiford  Haven  Dock  and  Railway        ... 
168.  Millwall  Canal   ------. 


346- 


A  2 


£. 


7,000 


16,500 
75,000 


2,100,000 
750,000 
650,000 


80,000 
82,000 


150,000 
50,000 


100,000 

76,000 

120,000 


12,000 


176,000 
240,000 


400,000 


120,000 

200,000 

160,000 

12,000 

80,000 

200,000 

80,000 

750,000 
850,000 


£. 


2,000 


8,000 

405,000 

44,000 

60,000 


100,000 


80,000 

50,000 

40,000 

4,000 

7,500 

66,000 

7,500 
680,000 
250,000 
116,000 


Digitized  by 


£. 


9,000 


15,000 

15,000 

5,500 

22,000 

25,000 
40,000 

100,000 
40,000 

800,000 
250,000 

2,400,000 

1,000,000 

650,000 

7,560 

8,000 

15,000 

87,500 
40,000 
16,000 

16,000 
495,000 
950,000 
25,000 
19,000 
80,000 
17,000 

150,000 

66,000 

495,000 

950,000 

125,000 

95,000 

150,000 

17,000 

15,000 
405,000 
220,000 
800,000 


500,000 


150,000 

250,000 

200,000 

16,000 

37,600 

266,000 

87,500 

680,000 

1,000,000 

466,000 


Google 


RETURN    OF   THE    AMOUNT   OF    CAPITAL    PROPOSED   TO    BE    RAISED    BY 


Title  of  Bill. 


Proposed  CapiuL 


By  Shares. 


159.  Navan  and  Kingscourt  Railway 

160.  Newcastle  and  uateshead  Water  ------ 

161.  Newca-itle-upon-Tyne  Improvement      -        -        -        .        - 

162.  Newport  (Isle  of  Wight)  Gas 

168.  Newport  Pagnell  RaSway 

164.  New)>ort  Rwlway        ..-----. 

165.  Nowry  and  Armagh  Railway  ^Arbitration)    -         -         .         - 

166.  Newry  and  Annagh  Railway  (Sale,  &c.)       -         .        -        . 

167.  Newry  and  Greenore  Railway 

168.  Newry  Water - 

169.  Northampton  Corporation  Markets  and  Fairs        -        -        - 

170.  North    British    and     Edinburgh    and     Bathgate     Railway 

Companies      ..-.--.- 

171.  North  British  and  Mercantile  Insurance  Company 

172.  North  British  Railway  (General  Powers)      -         -        .        . 
178.  North  British  Railway  (Tay  Bridge)  -        -        - 

174.  North  Eastern  Railway  (Consolidation  of  Stocks  -        -        • 

175.  North  Eastern  Railway  (Hawes  and  Melmerby,  &;c.)     - 

176.  North  London  Tnimways 

177.  North  Metropolitan  Railway         -----. 

178.  ^'orth  Metropolitan  Tramways      --.-.. 

179.  North  Staffordshire  Railway 


180.  Oldham  Corporation  Water,  &c.  - 

181.  Oswestry  and  Llangynog  Railway 

182.  Owens  College  Ea^tension    - 


By  Loans. 


185. 
186. 
187. 

188. 

189. 


Street     Tramways 


188.  Paisley  Gas 

184.  Pembroke  and  Tenby  Railway      - 

Pendleton  Roads  .         -         -         _ 

Penicuick  Railway       -        .        -        . 
Pimlico,      Peckham,     and     Greenwich 
(Extensions,  &c.)      -        .        -        - 
Pimlico,  Peckham,  and  Grreenwich  Street  Tramways  (Various 

Powers)  --- -- 

Planet  Benefit  Building  and  Investment  Society    -        -        - 

190.  Plymouth,  Stonehouse,  and  Devonport  Street  Tramways 

191.  Pen ty pool,  Caerleon,  and  Newport  Railway  -        -        -        - 

192.  Poole  and  Bournemouth  Railway  -        -        .         -         - 
198.  Portsmouth  Street  Tramways       ---.-- 

194.  Preston,  Longton,  and  Southport  Railway     -         -         -        - 

195.  Preston  Station 

196.  Prison  Charities  of  London,  &c. 


107.  Rainhill  Gas  and  Water        -         .         .         -         . 

198.  Reading  Gas 

199.  Reading  Local  Board  of  Health   -        -        -        - 

Rotherham  and  Kimberworth  Local  Board  of  Health 
Rotherhani  Gas  ------- 

Royal  Bank  of  Scotland  Officers'  Widows*  Fund  - 

Ruabon  Water 

Runcorn,  Weston,  and  Halton  Water  - 

205.  Ryde  Pier  Railway  Extension      -         .        .        - 

206.  Ryde  Station 


200. 
201. 
202. 
208. 
204. 


207.  Saint  Albans  Borough  Extension  and  Improvement 

208.,  Saint  Albans  Gas 

209.  Saint  Helens  Gas 

210.  Salford  Borough  Improvement     -         -         -         . 

211.  Sevenoaks,  Maidstone,  and  Tonbridge  Railway 

212.  Severn  and  Wye  Railway  and  CansI    -         -         - 
218.  Severn  Junction  Railway     -         -        -        -         - 

214.  Sheffield  Corporation  Gas  (New  Works) 

215.  Sheffield  Corporation  Gas  (Purchase)   - 

216.  Sheffield  Corporation  Water         .        .        .        - 

217.  Sheffield  Water 

218.  Shipley  Gas 

219.  Shoreham  and  District  Water       -        •        .         - 


150,000 
80,000 


80,000 


850,000 

50,000 
250,000 

280,000 


60,000 


25,000 
54,000 
160,000 
56,000 
24.000 


10,000 
115,000 


15,000 
40,000 


60,000 

12,000 
20,000 


18,000 
92,000 


86,000 


52,000 


£. 


85,000 

850,000 

7,500 

120,000 


7,500 
60,000 


116,000 

74,000 
60,000 

70,000 


200,000 
20,000 


40,000 

8,000 

84,500 

485,000 

12,000 

800,000 


18,000 


15,000 
8,800 
5,000 

18,000 

15,000 

88,300 

5,000 

72,000 

40,000 

200,000 

14,0Q0 

70,000 

6,000 

80,000 

2,500 
88,000 

12,500 
158,000 

Total. 


£. 


185,000 

350,000 

37,500 

120,000 


37,500 
50,000 


466,000 

124,000 
810,000 

850,000 


200,000 
80,000 


3,750 

13,750 

10,000 

50,000 

60,000 

60,000 

180,000 

130,000 

15,000 

75,000 

4,000 

16,000 

5,000 

25,000 

40,000 

26,000 

126,500 

485,000 

48,000 

800,000 


65,000 
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RAILWAY   AND    OTHER    BILLS    BROUGHT   BEFORE    PARLIAMENT,    SESSION    1869-/0. 


Title  of  Bill. 


Proposed  Capital. 


By  Shares. 


By  Loans. 


Total. 


220.  Skipton  Water 

221.  South  Eastern  Railway        -        .        - 

222.  Southport  Water 

223.  Southwark  and  City  Subway 

224.  Stapenhill  Bridge         -        -        -        . 

225.  Surbiton,  Cobhaui,  and  Ripley  Railway 

226.  Surety  and  Trust  Association 

227.  Sutherland  Railway  Extension 


228.  Teign  Valley  Railway  .        -        .        - 

229.  Thames  Embankment  (North)      - 

280.  Thames  Navigation 

231.  Thrapaton  Markets      -         - 

232.  Tottenham  and  Hampstead  Junction  Railway 

233.  Tyne  Improvement      -        -        -        - 


234.  Universal  Private  Telegraph  Company 


235.  Wallasey  Tramways 

286.  Wandsworth  Bridge     -        -         -         -         - 

237.  West  Hartlepool  Extension  and  Improvement 

238.  Wolverhampton  and  Walsall  Railway  - 
289.  Worcester  Railways  and  Tramways 

240.  Wrexham  Gras 


241.  Yeadon  Water     - 

242.  Yeovil  Gas 

243.  Yeovil  Improvement   - 

244.  York  Markets  and  Fairs,  &c. 


Amount  of  similar  Return  for  1866.  No.  of  BiUs  596 

Ditto       -  ditto      •      1866.  Ditto     -     684 

Ditto      -  ditto      -      1867.  Ditto    -    321 

Ditto       -  ditto      -      1868.  Ditto     -     228 

Ditto      -  ditto     -      1869.  Ditto     -     212 


£. 
10,000 

80,000 
100,000 

100,000 
200,000 


9,000 


15,000 

66,000 
38,000 


16,000 
13,800 


14,202,271 


92,422,938 
126,638^785 
2i,947,447 
16,269,990 
17,756,835 


£. 
3,562 

20,000 
33,000 

30,000 
66,666 


100,000 
2,250 

100,000 


3,600 

22,000 
9,500 


5,500 

7,000 

25,000 

35,000 


9,474,228 


34,018,770 
49,851,861 
17,691,328 
9,937,366 
11,465,371 


£. 
13,562 

100,000 
133,000 

130,000 
266,666 


100,000 
11,250 

100,000 


18,500 

88,000 
47,500 


21,500 
20,800 
25,000 
35,000 


23,676,499 


126,441,708 

175,490,646 

42,638,775 

25,207,356 

29,-22 1,706 


Board  of  Trade,  Whitehall  Gardens,! 
6  July  1870.  J 


T.    H.   FARRER. 


346. 
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PART  I. 


CAPITAL,   &c. 


Return  of  the.  authorised  Shake  and  Loan  Capital  of  the  several  Railway  Com- 
panies in  England  and  Wales,  Scotland,  and  Ireland,  and  of  the  Sums 
received  in  respect  of  their  Ordinary  Capital  and  Preferential  Capital, 
and  Debenture  Stock  or  Funded  Debt,  on  the  31st  day  of  December  1869, 
specifying  the  rate  per  cent,  of  the  Dividends  for  the  year  1869  on  each  of  the 
said  Capitals ;  showing  also  the  Loans  outstanding  on  the  31st  day  of  December 
1869,  classified  according  to  the  several  rates  per  cent,  of  Interest;  and  the 
Capital  subscribed  to  other  undertakings,  whether  such  imdertakings  are  on  lease 
to,  or  worked  by,  the  subscribing  Company,  or  are  independent. 
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BAILWATS : — BETTIRN  OP  THE  AUTHOKISED  SUABJE!  AND  LOAN  CAPITAL,  AND  OF 


ENGLAND    AND    WALES. 


Betubn  of  die  authorised  Share  and  Loam  Cafital  of  each  Bailwat  Coupant,  and 


Authorised  Capital. 

Stock  and  Share  Ca^tal 

Name  of  Company. 

By  Shares. 

By  Loans. 

Total. 

Average 

percent 

of 
Dividend. 

Guaranteed. 

Guaran- 
teed Rate 
of  Divi- 
dend. 

Rate 
of  Divi- 
dend 
paid. 

Pre- 
ferentiaL 

Aberdare           -             -             - 

£                 &                 £ 
Leased  to  the  TaffVale. 

£ 

£ 

£ 

Aberdare  and  Central  Wales  Junc- 
tion. 

210,000 

70,000 

280,000 

— 

— 

— 

— 

— 

— 

Abergavenny  and  Monmouth 

No  information. 

Abingdon            -            - 

Worked  by  the  Great  Western. 

Acton  and  Brentford 

90,000 

80,000 

120,000 

— 

— 

— 

— 

— 

— 

Aibn  Valley         -           -           - 

180,000 

43,000 

173,000 

10,000 

— 

— 

— 

— 

— 

Aldboroogh  Pier  and  Railway      - 

No  information. 

• 

Alexandra  (Newport)  Dock 

No  information. 

Alford  and  Mabiethorpe      - 

Powers  ex 

)ired. 

Anglesey  Central 

140,000 

46,600 

186,600 

103,557 

— 

— 

— 

— 

— 

Aylesbury  and  Buckingham 

No  information. 

Bala  and  DdgeUy   - 

Worked  by  the  Great  Western, 

1 

Bamoldswick        .         .           - 

40,000 

13^00 

53,300 

13,148 

— 

— 

— 

— 

Barry      .            -           -           - 

166,000 

55,000 

221,000 

12,466 

— 

— 

— 

— 

Beddgelert       -         -         -        - 

No  information. 

Bedford  and  Northampton 

400,000 

133,000 

533,000 

8,844 

— 

— 

— 

— 

— 

Bcmbridge  Railway,  Tramway,  and 
Pier. 

No  information. 

1 

Berk$  and  Hants  ExtenMum 

Worked  by  the  Great  Western. 

1 

Bideford,  Appledore,  and  West- 
ward Ho'. 

60,000 

20,000 

80,000 

120 

— 

— 

— 

— 

-— 

Birkenhead 

2,550,000 

600,000 

3,160,000 

1,941,505 
♦134,316 

4 
Nil. 

— 

— 

-- 

220,200 

Birmingham  and  Sutton  Coldfield 
Extension. 

Powers  ex 

)ired. 

Birmingham,  Woluerhampton,  and 
Stour  VaUey, 

Leased  tot 

he  London  a 

nd  North-we 

%tem. 

Bishop's  CasUe 

472,000 

157,000 

629,000 

220,009 

— 

— 

- 

— 

— 

Bishop's  Waltham 

Worked  by 

the  London  and  South-i 

western. 

Blackpool  and  Lytham 

60,000 

20,000 

80,000 

45,000 

li 

— 

— 

— 

10,369 

BlythandTyne        -         -          - 

980,000 

326,000 

1,306,000 

288,905 

H 

— 

— 

— 

215,000 
50,000 

Bodmin        -         -          - 

61,000 

20,300 

81,300 

2,372 

— 

— 

— 

— 

— 

Bodmin  and  Wadebridge 

22,500 

13,000 

35,500 

27,393 

— 

— 

— 

— 

— 

BmarUm-im-^h^Water 

Worked  by 

the  Great  Vi 

restem. 
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SVHS  BECEIYED  IN  RESPECT  OF  ORDINARY  AND  PBEPBBEKTIAL  CAPITAL,  &C.,  1869. 


ENGLAND   AND  WALES. 


of  the  Sums  received  in  respect  of  their  Obdinary  Capital, 

on  31st  December  1869. 

Becmred. 

Capital  raised  by  Loans  and  Debenture  Stock. 

Total  Stock  and  Share 
Capital    received    and 
Capital  raised  by  Loans 
and  Debenture  Stock. 

Subscrip- 
tions 
toother 
Companies. 

• 

1 

\j^^  Kate  of 

terf  Dividend 
1  Bate  of          . . 

'Dividend.    P*^ 

t 

Total 
Stock  and 

Share 
Capital 
receiyed. 

Loans. 

1 

Debenture 
Stock. 

a 

Total 
raised  by 

TiOans 

and  by 
Debenture 

Stock. 

IUma&ks. 

'         _ 

— 

£ 

£ 

— 

. 

— 

£ 

£ 

£ 

— 

10,000 

— 

— 

— 

— 

10,000 

— 

A  Warrant  granting  the  aban- 
donment of  this  undertaking 
was  issued  the  Idth  July  1870. 

— 

— 

108,557 

40,000 

5 

— 

40,000 

143,557 

— 

_ 

_^ 

1S,U8 

_ 

__ 

_ 

_ 

__ 

13,148 

— 

— 

12,466 

— 

— 

— ' 

— 

— 

12,466 

— 

- 

— 

8,844 

— 

— 

— 

— 

— 

8,844 

— 

— . 

— 

120 

— . 

— 

— 

120 

__ 

*i 

4i 

2,296,021 

38,600 
167,039 
289,666 

72,649 
5,800 

4 

4i 

4- 

4} 

5 

7,170 

4 

580,924 

2,876,945 

This  line  is  vested  in  the  Great 
Western  and  London  and 
North  Western  Companies. 

♦Calls  received  on  forfeited 
shares  upon  which  no  divi« 
dend  is  paid. 

— 

— 

220,009 

88,000 
1,700 

5 
6 

— 

— 

89,700 

309,709 

- 

5 

2* 

55,369 

5,000 
10,000 

5 

— 

— 

15,000 

70,369 

— 

5 

10 

5 
10 

553,905 

6,780 
12,730 
57,716 
19,270 

4 
5 

96,496 

650,401 

" 

— 

— 

2,872 

— 

— 

'  — 

— 

— 

2,372 

— 

27,393 

8,000 

8,000 

35,393 

~ 

26101. 
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6  RAILWAYS  : — RETURN  OP  THE  AUTHORISED  SHARE  AND  LOAN  CAPITAL,  AND  OP 


Namb  of  Company. 


Authorised  Capital. 


By  Shares. 


By  Loans.       Total 


Bradford,  Eccleshill,  and  Idle 

Brecon  and  Llandovery  Junction 

Brecon  and  Merthyr  Tydfil  Junc- 
tion. 

Bridgnorth,  Wolyerhampton,  and 
Staffordshire. 

Bridport       .     - 

Bristol  and  Exeter 


West  Somerset 

Bristol  and  North  Somerset 

Bristol  and  Portishead  Pier  and 
Railway. 

Bristol  Harbour        ... 
Bristol  Joint  Station 

Bristol  Port  Extension 

Bristol  Port  Railway  and  Pier 

Briton  Ferry  Floating  Dock 

Buckfastleigh,  Totnes  and  South 
Devon. 

Buckinghamshire        .  -        - 

Buckley 

Bode  and  Torrington  Junction     - 

Bode  Canal  and  Launoeston  Jimc- 
tion. 


Burry  Port  and  Gwendreath  Val- 
ley. 


Bury  St  Edmund's  and  Thetford 
Cahe         -  -  -  - 

Cambrian  .  .  . 


Cannock  Chase  and  Wolverhamp- 
ton. 

Carmarthen  and  Cardigan 


Carmarthenshire 
Carnarvon  and  Uanbvis 


65,000 


£ 
21,600 


Powers  expired. 

591,400 


1,228,900 
270,000 


90,000 


£ 
86,600 


1,820,300 
860,000 


Leased  to  the  Cheat  Western. 


3,931,274 


1,073,226*    5,004,500 


144,000  40,000 
No  accounts. 

260,000  I  86,600 

115,000  j  38,338 


150,000 


480,000 


37,500 


160,000 


184,000 

346,600 
153,833 

187,500 
640,000 


Worked  by  the  Great  Western. 


96,000  i        32,000 


128,000 


Stock  and  Share  Capital 


Ordinary. 


Average 

Rate 
per  cent. 

of 
Dividend. 


18,573 


Leased  to  the  London  and  North-western, 

Worked  by  the  Wrexham,  Mold,  and  ConnalCs  Quay, 

I 
No  information. 

26,600 


20,000 


205,000 


120,000 


6,600 


43,000 


40,000 


248,000 


160,000 


Worked  by  the  Great  Western, 


8,337,000      1,008,890 


80,000 
534,000 


26,600 
170,900 


No  infortnation. 

I 
Worked  by  the  London  and  North-western, 


4,345,890 

106,600 
704,900 


135,400 


10,891 


824,205 


67,500 


29,000 
15,348f 


Guaranteed. 


£ 

£ 

264,377 

— 

2,022,460 

4 

67,796 

109,842 

— 

— 

Guaran- 
teed Kate 
of  Divi- 
dend. 


Rate 
of  Divi- 
dend 
paid. 


Pre- 
ferential. 


868,640 


1,129,961 
623,986  i 
219,000 


52,200 
22,032 


47,080 


254,910  I         5 
80,000  I         4^ 


15,000 
12,394 
7,206t 


—  1,425,260 


158,780 
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SUMS  KBCBIVED  IN  EBSPBCT  OF  OBDINARY  AND  PRBFEEENTIAL  CAPITAL,  &C.,  1869. 


Beceired. 


t 


Pre- 
fereodal 
Bate  of  i 
Dividend. 


Total 


I  Rate  of  I  Stock  and 
Share 
Capital 
received. 


Dividend 
paid.    I 


Capital  raised  by  Loans  and  Debenture  Stock. 


Sabscrip- 

tions 

to  other 

Companies. 


Remarks. 


4 

5 


4 
5 


1,133,017 


3,995,407 


143,038 


156,922 


18,573 


5t 


170,000 


10,891 


2,584,875 


67,500 


203,128 


280,301 
153,855 
143,481 
180,760 
25,600 


40,000 


75,866 


10,000 
18,000 


31,525 

6,350 

803,751 

7,000 

1,250 


60,500 


583,119 


45,768 
21,844 


5 

H 

6 


583,119 


4 


851,609 


40,000 


75,866 


41,240 


28,000 


891,116 


1,716,186 


4,847,016 


485,729 


182,028 


232,788  — 


60,50011 


18,573 


198,000 

10,891 
8,475,491J 

67,500 
263,628** 


B  2 


*  Including  51,915/.,  of  which 
45,768/.  has  been  exchanged 
under  the  Act,  from  incon- 
vertible 4  per  cent  stock  into 
4  per  cent  debenture  stock, 
leaving  6,147/.  to  be  so  ex- 
changed. 

This  account  is  for  the  year 
ending  15th  February  1870. 


Jomt  undertaking  by  the  Qreat 
Western  and  Uie  Bristol  and 
Exeter  Railway  Companies. 

Joint  undertaking  by  the  Great 
Western,  Bristol  and  Exeter, 
and  Midland  Railway  Com- 
panies. 


This  company  is  in  chancery  and 
does  not  issue  a  statement  of 
accounts. 


A  warrant  dated  28th  January 
1870  was  granted  for  the 
abandonment  of  this  under- 
taking. 

t  Discount  and  Conunission. 

t  On  18,000/.,  and  5  per  cent 
per  ann.  on  6,700/.  for  the 
half  year  ending  30th  June. 

This  is  for  the  year  ending  18di 
January  1870. 


§  And  29,6251  I4s.  received  for 
rent-charges. 


0  Vice-Chancellov  Wood  has  de- 
clared 500/.  debentures  over 
issued  to  be  void,  and  the 
Master  of  the  Rolls  has  de- 
clared two  other  debentures 
of  500/.  each  invalid. 

^  Forfeited  shares. 

**And  13,729/.  13«.  sundry 
receipts. 
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8               UAUiWA^S  : — HETtlEN  OF  1?HE  AtTTHOHlSED  SHAUE  AND  LOAN  CAPITA!*,  AST>  OF 

Authorised  Capital. 

Stock  and  Share  Cspital 

Namk  of  Compact. 

By  Shares. 

By  Loans. 

Total. 

Ordinary. 

Average 

Rate 
per  cent.    ( 

of 
Dividend. 

Guaran- 
3luaranteed.^3*^ 
dend. 

Rate 
of  Divi- 
dend 
paid. 

Pre.     i 

ferentiaL 

Carnarvonshire 

£ 
200,000 

£ 
126,500 

£ 
326,500 

£ 
102,055 

_ 

£ 

__ 

10,000 

Central  Cornwall 

570,000 

189,600 

759,600 

15,576 

— 

— 

— 

— 

- 

Cheshire  Lines  Conunittee 

(Conmsting  of  the  Great  North- 
em,    Manchester,    Sheffield, 
and  LincohDushire,  and  Mid- 
land   Railway    Companies.) 
Incorporated       by       "  The 
Cheshire  lines  Act,  1867." 

♦ 

423,264 

423,264 

_♦ 

Chester     and     West     Cheshire 
Junction. 

No  information. 

Chichester  and  Midhnrst 

No  information. 

1 

Cockermouth,  Keswick,  and  Pen- 
rith. 

259,000 

85,000 

344,000 

233,516 

2i 

— 

— 

— 

20,875 

Colchester,  Stmtr  Valky,  Sudbury, 
andHalstead. 

1 
Leased  to  the  Great  E 

%stem. 

Coieford,   Monmouth,    Uek,    and 
Pontypool. 

Leased  to 

the  Great  W 

estem. 

Colnbrook           -           •           - 

60,000 

20^000 

80,000 

— 

-■ 

— 

— 

— 

— 

Cdne  Valley  and  Halstead 

218,000 

71,658 

289,683 

62,918 

— 

— 

— 

— 

65,580 
23,680 
rebate.. 

Cornwall           .             .           - 

1,875,060 

458,000 

1,833,060 

574,321 

— 

400,000 
399,600 

51, 

5 

— 

Corris           -           .         -        - 

No  information. 

Corwen  and  Bala 

Worked  by  the  Great  Western. 

1 

Coventry    and    Great    Western 
Junction. 

200,000 

66,600 

266,600 

4,491 

- 

— 

— 

— 

— 

Cowbridge            -              -          - 

Worked  by  the  Taff  Va 

le.. 

Cowes  and  Newport 

50,000          16,500 

66,500 

29,965 

— 

— 

— 

— 

— 

Croesor  and  Portmadoc 

Private  Property. 

— 

-- 

— 

.-, 

— 

— 

Croi^ford  and  High  Peak 

Leased  to  the  London  oi 

nd  North-western, 

Crystal  Palace  and  South  London 
Junction, 

Worked  by  the  London,  Chatham,  at 

^  Dover. 

Dare  Valley 

Worked  by  the  Taff  Vale. 

Dartmouth  and  Torbay 

Leased  to  the  South  Devon. 

Daventry           -            •            - 

No  information. 

150,000 

50,000 

200,000 

— 

— 

— 

— 

— 

- 

Delabole  Railway  and  BofltiAney 
Harbour. 

No  inform 

ation. 

Denlngfa,  Ruthin,  and  Corwen     - 

172,500 

82,500 

255,000 

88,604 

— 

— 

— 

— 

58,160 

Devon  and  ComuHiU 

Worked  by  the  London  and  South-w 

1                    1 

estem. 

Devon  and  Somerset 

302,700§ 

446,000§ 

748,700§ 

272,265 

— 

— 

— 

— 

— 

Disky  and  Hayfield            -        - 

1 
Powers  expired. 

Drayton  Junction 

No  inform 

ation. 

: 
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Beoeired. 


Pre- 

perexttial 

Bftteof 

DiTidend. 


Rate  of 

DiTidend 

paid. 


Total 
Stock  and 

Share 

Capital 

reedyed. 


Capital  raised  by  Loans  and  Debenture  Stock. 


Loam. 


Debenture 
Stock. 


I 


Total 
raised  by 

Loans 

and  by 
Debenture 

Stock. 


Subscrip- 
tions 
to  other 
Companies. 


Bemabks. 


112,055 
15,576 


258,891 


158,178 


1,873,921 


4,491 


29,965 


126,400 


1,850 

36,180 

217,872 

1,920 

800 


9,200 
16,750 
51,050 


141,764 


279,265 


225 

66,779 

231,915 

80,629 

77,377 


10,000 


5 


57,714 


38,000 
11,100 


94,000 
18,980 


126,400 


257,122 


77,000 


238,455 
15,576 


257,122 


880,891 


57,714 

209,892 

456,925 

1,880,846 

— 

4,491 

10,000 

89,965 

49,100 

190,864$ 

107,980 

880,195 

A  warrant  granting  the  aban- 
donment of  this  mklertaking 
was  issued  the  16th  March 
1870. 
*This  capital  is  authorised  to  be 
raised  and  subscribed  by  the 
three  owning  companies  in 
equal  proportions,  and  is 
shown  in  their  separate  ac« 
counts. 


6,645 


fOnaranteed  by  the  Great 
Western,  Bristol  and  Exeter 
and  South  Deron  Railway 
Companies. 


This  undertaking  is  in  abeyance 


The  Secretary  states  there  are 
no  shareholders,  consequently 
no  statements  <^  accounts  are 
published. 


This  undertakhig  is  in  abeyance. 


tReceiyed  in  addition  29,628/. 
4s,  2d,  for  rent-charges 
capitaliied. 

fScheme  of  arrangement  betTTeen 
the  Devon  and  Somerset 
Railway  Company  and  their 
Creditors  (under  the  pro- 
visions of  "The  Railway 
Companies  Act,  1867,")  filed 
in  the  High  Court  of  Chancery 
on  5th  March,  1868,  con- 
firmed on  80th  May,   1868> 

^  and  enrolled  in  the  said  Court 
on  29th  July,  1868. 


B8 
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BAILWAYS  : — EETUEN  OP  THE  AUTHOEISED  SHARE  AND  LOAN  CAPITAL,  AND  OP 


Authorised  Capital 

Stock  and  Share  Capitil 

NiMB  OF  COMPANT. 

By  Shares. 

By  Loans. 

Total 

Ordinary. 

Average 

Rate 
per  cent 

of 
Dividend. 

Guaranteed. 

Guaran- 
teed Rate 
of  Divi- 

KRt4^ 

of  Divi- 
dend 

1 

Pre- 

foentiaL 

dend. 

paid. 

£ 

£ 

£ 

£ 

£ 

X 

East  and  West  Junction 

600,000 

200,000 

800,000 

299,850 

— 

— 

•"~ 

— ~ 

— 

East  Glonoestershire 

600,000 

200,000 

800,000 

187,136 

— 

— 

— 

— 

— 

Eoit  Lincobuhirt 

1 
See  the  Great  Northern, 

East  London 

1,400,000 

466,600 

1,866,600 

1,308,992 

- 

-- 

— 

— 

— 

East  London,  Eastern  Extension  - 

No  Accodnts. 

1 

Esst  Norfolk           -           .        - 

88,000 

29,300 

117,300 

33,724 

— 

— 

— 

— 

— 

Easton  and  Church  Hope 

30,000 

10,000 

40,000 

— 

— 

— 

"" 

— 

— 

East  Somerset      - 

Worked  hy  the  Great  Western, 

ElhamVaUey 

No  information. 

Ellesmere  and  Glyn  Valley 

25,000 

8,300 

33,300 

— 

— 

— 

— 

— 

— 

£^,  Haddenham,  and  Sutton 

Worked  by  the  Great  Eastern, 

Efy  Valley 

Worked  by  the  Great  Western, 

Worked  by  the  Midland, 

Exeter  and  Creditor 

Leased  to  the  London  and  South-wei 

item. 

Ezmouth  Docks  and  Railway 

No  information.            ; 

Faieham  and  Netley 

105,000 

35,000 

140,000 

— 

— 

— 

— 

— 

— 

Farmgdon        -        -          -          - 

Worked  by  the  Great  Western. 

Festiniog           .            .            - 

176,185 

42,000 

218,185 

36,185 
60,000 

3- 

— 

— 

— 

Ushgoard  Railway  and  Harbour  - 

250,000 

83,000 

333,000 

— 

— 

— 

— 

— 

F<Mfcett        -         -           -           - 

30,000 

10,000 

40,000 

29,889 

t 

- 

— 

— 

— 

ForeH  oj  Dean  Central 

Worked  by  the  Great  Western, 

• 

Fulham    -           .           -           - 

200,000 

66,600 

266,600 

— 

— 

— 

— 

— 

Fumess            ... 

2,484,500 

782,066 

8,266,566 

532,000 
145,940 
174,295 
299,590 
200,328 
25,000 

5untill8t 
5     „    1st 
5     „     1st 
5     „     ist 

10,000 
July  1869. 
July  1871. 
July  1872. 
July  1873. 

H 

H 

227,600 

298,000 

302,000 

5,000 

Garstang  and  Kjiot  End  - 

90,000 

30,000 

120,000 

59,696 

Nil. 

— 

— 

— 

10,654 

QUmcester  and  Dean  Forest 

Leased  to  the  Great  Western. 

Great  Eastern      ... 

18,350,651 

9,632,871 

27,983,022 

9,177,575 

? 

202,961 
109,600 
182,380 

5 

4 

5 
4 

80,654 

761,817 

105,000 

5,356,705 

916,464 

536,995 

28,750 

57,008 

eased  to,  or  worked  by, 
the  Great  Eastern. 

rColchester,    Stour  Valley, 
Sudbury,  and  Halstead. 

250,000 

83,000 

833,000 

228,675 

1/.  18«.  6dL 

— 

— 

— 

30,250 

Ely,  Haddenham,  and  Sntton 

36,000 

12,000 

48,000 

36,000 

^ 

— 

— 

— 

— 

London  and  Blackwall      - 

2,051,000 

680,500 

2,731,600 

1,452,870 

H 

— 

— 

— 

250,056 

, 

•^ 

^Loiwastoft  -          *       »  - 

240,000 

J 

240,000 

— 

— 

120,000 
120,000 

4 
6 

4 
6 

- 
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Received. 

Capital  raised  by  Loans  and  Debenture  Stock. 

Total  Stock  and  Share 
Capital  received    and 
Capital  raised  by  Loans 
and  Debenture  Stock. 

Subscrip- 
tions 
to  other 
Companies. 

Pre- 
ferential 
Bate  of 
Dividend. 

Bate  of 

Dividend 

paid. 

Total 

Stock  and 

Share 

Capital 

received. 

Loans. 

1 

1 

Debenture 
Stock. 

1 

1 

Total 
raised  by 

Loans 

and  by 
Debenture 

Stock. 

£ 

£ 

£ 

£ 

£ 

£ 

299,860 

7,380 
92,200 

5 
6 

■~~" 

~ 

99,580 

399,430 

"~~ 

lliese  accounts  are  to  th^  80th 
September  1869. 

•^ 

187,136 

— 

— 

— 

— 

187,136 

— 

1- 

— 

1,808,992 

11,850 

6 

— 

— 

11,850 

1,320,842 

— 

/  - 

33,724 

— 

— 

— 

— 

33,724 

— 

— 

— 

86,185 

6,170 

5 

— 

— 

5,170 

91,855 

— 

*  For  the  last  half  year  only.    • 

— 

— 

— 

— 

— 

— 

— 

— 

Hiis  Company  has  applied  for 
an  abandonment 

—  ■ 

— 

29,889 

4,450 
510 

5 

— 

4,960 

34,849 

— 

t«As  General  Meeting  may 
direct': 

•     — 

— 



— 

— 

— 

— 

This  Company  has  applied  for 
an  abandonment. 

8 
6 
5 
4i 

8 
6 
5 
4i 

2,219,653 

45,825 
176,996 
289,639 

95,216 

4 

4" 

4 

4i- 

- 

606,676 

2,826,328t 

}  And  30,268i:  advances  in  an- 
tidpation  of  calls. 

6 

Nil. 

70,350 

15,100 

6 

— 

— 

15,100 

85,450 

7 
6 

H 
5 

4      . 

H 

7 
6 

54 
5 

H 

4 

17,460,899 

ft 

19,228 

208,765 

10,000 

826,531 

313,902 

2,594,842 

207,300 

1,000 

22,000 

2,000 

4 

% 

44 
4} 
5 

5|| 

6 

882,674 

79,607 

1,510,000 

2,217,264 

4 
5§ 

8,845,113 

1 

26,306,012 

319,070 

§  Redeemable. 
II  For  52^  years. 

5 

5 

258,925 

— 

— 

— 

— 

— 

258,925 

— 

— 

— 

36,000 

11,875 

5 

— 

— 

11,875 

47,875 

— 

^  Not  stated  in  the  accounts. 

4i 

4* 

1,702,925 

13,000 
29,900 

285,370 
57,000 

171,665 

4 

1 

556,835 

2,259,760 

— 

— 

240,000 

— 

— 

— 

— 

— 

240,000 

— 

- 

B  4 
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KAILTVAYS  :— RBTUEN  OF  THE  AUTHOBISBD  SHARE  AND  LOAN  CAPITAL,  ANB  OF 


Nakb  of  Compakt. 


Authorised  CapitaL 


By  Shares. 


By  Loans. 


Total 


Stock  and  Share  Capital 


Ordinary. 


AvertLgd 

Rate 
per  cent. 

of 
Dividend. 


Guaranteed. 


Guaran* 

teed  Bate 

ofDivi 

dend. 


Bate 
of  Divi- 
dend 
paid. 


Pre- 
ferentiaL 


Great  Eastern — amL 

'Lynn  and  Hunstanton 

Mellis  and  Eye 

Northern  and  Eastern 


II 


Saffron  Walden 
Tendring  Hundred 


Tendring  Hundred  Exten- 
sion. 


West  Norfolk  Junction     - 
^  Wivenhoe  and  Brightllngsea 


Great  Marlow 


Great  Northern 


& 
60,000 
15,000 
960,000 

120,000 
50,000 

105,000 

75,000 
40,000 

18,000 

15,745,376 


East  Lincolnshire  - 

Hatfield  and  St.  Albans     - 

Homcastle    -        - 

Nottingham  and  Grantham 
Bailway  and  Canal. 

Boyston  and  Hitchin 
See  also  the  **  Cheshire 
Lines  Committee," 
"Midland  and  Eastern,*' 
and  **  Norwich  and 
Spalding.'' 


Great  North  ofEnghmd,  Clarence^ 
and  Hartlepool  JvmctUm, 

Great  Western        -  .         - 


ll 


'  Alungdon  -  -  - 

Bala  and  Dolgelly 
Berks  and  Hants  Extension 
Bourtott-on-the-Water 
Bridport  ... 
Briton  Perry  Ploating  Dock 

Calne:  •  •  . 


600,000 

85,000 

48,000 

1,014,000 

346,666 


20,000 

5,000 

240,000 

39,000 
16,633 

34,667 

25,000 
13,000 

6,000 

5,032,725 


28,000 

13,000 

265,000 

115,466 


80,000 

20,000 

1,200,000 

159,000 
66,633 

139,667 

100,000 
53,000 

24,000 

20,778,101 


600,000 

113,000 

61,000 

1,279,000 

462,182 


Leased  to  the  North-eastern, 


36,840,569 

16,089,129 

20,000 

5,000 

180,000 

58,900 

298,000 

99,000 

30,000 

10,000 

85,000 

21,600 

135,000 

35,000 

49,000 

16,100 

52,929,698 


25,000 
238^900 
397,000 

40,000 
106,600 
170,000 

65,100 


£ 

60,000 

14,601 

910,800 
269,600 

80,528 

23,250 

72,098 

74,958 
24,955 

1,847 


6,178,660 

1,159,275 

1,159,275 

243,511 

269,260 


n 


600,000 

57,980 

47,970 

1,014,000 

266,675 


2,426,416 

8,186,033 

1,400,500 

540,944 

168,225 


14,990 
165,670 
108,725 
29,900 
64,431 
72,492 

20,820 


6 
6 

6t 
I 


6 


3/.  5«.  8</. 
iL\2s.Zd. 

\l  8<.  Oi. 

U6j.  6d 
NiL 


7 
23 


}♦ 


1,335,910 
220,000 

8,367,251 
550,620 
165,558 

1,650,008 


40,000 


Digitized  by 


6 

H 

5 

4 


6 

5 

4 
3* 


4,010 
2,930 

14,640 


4,557,123 

910,000 

200,000 

69,980 

55,000 

575/)0O 

22,500 


171/)00 
1,891,719 
3^10,842 
3,077,981 
2,320,100 
10,508 


15,960 

20,000 
3,740 
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Bec«iyed. 

Capital  raised  by  Loans  and  Debenture  Stock. 

Total  Stock  and  Share 
Capital   received   and 
Capital  raised  by  Loans 
and  Debenture  Stock. 

Subscrip- 
tions 
toother 
Companies. 

Pre- 
ferential 
Bate  of 
DirideDd. 

Rate  of 

Dividend 

paid. 

Total 

Stock  and 

Share 

Capital , 

received. 

Loans. 

Debenture 
Stock. 

1 
1 

Total 
raised  by 
Loans 
and  by 
Debenture 
Stock. 

Rbmabks. 

£ 

£ 

£ 

£ 

£ 

£ 

— 

— 

60,000 

14,615 

5 

4,350 

H 

18,965 

78,965 

— 

— 

14,601 
1,180,400 

5,000 

5 

— 

: 

5,000 

19,601 
1,180,400 

_ 

This  account  is  made  up  to 
10th  February  1870. 

1 

— 

80,528 

29,600 

5 

— 

— 

29,600 

110,128 

— 

6 

— 

27,260 

13,250 

5 

*— 

— 

13,250 

40,510 

— 

This  account  is  made  up  to 
28th  February  1870. 

< 

— 

75,028 

26,000 

5 

— 

— 

26,000 

101,028 

— 

Do.         Do.         Do. 

1      - 

— 

74,958 

25,000 

5 

— 

— 

25,000 

99,958 

.1.. 

6 

— 

89,595 

9,580 

5 

— 

— 

9,580 

49,175 

— 

— 

— 

1,847 

— 

— 

— 

— 

— 

1,847 

— 

6 

4 

5 

4 

_? 

14,399,589 

205,600 
319,026 
295,351 
567,541 

5 

:i 

4 

53,000 
2,836,275 

5 
4 

4,276,793* 

18,676,382 

1,187,846 

♦Deduct  22,650i  loans  in  Ueu 
of  Edgware  and  Hjghgate 
deeds  paid  off. 

t  On  143,1 78i: 

JNeir  Ordinary  Stock,  1864, 
premium  26  per  cent ;  por- 
tion of  capitel  not  bearing 
dividend. 

§  Wakefield  Station  shares 
(dividend  not  paid  by  Great 
Northern  Company). 

600,000 

-1 

600,000 

n  Borrowing  powers  ezerdsed 
by  the  Great  Northern  Rail- 
way Company  and  included 
in  their  accounts. 

— 

— 

57,980 

23,000 

5 

— 

— 

23,000 

80,980 

— 

— 

— 

47,970 

— 

— 

13,000 

** 

13,000 

60,970 

-. 

"■■ 

""■ 

1,014,000 

— 

— 

— 

— 

— 

1,014,000 

— 

This  Return  is  for  the  year 
ending  3l8t  January  1870. 

266,675 

266,675 

8 
6 
5 

8 
6 
5 

4 

perannam 

nforlast 

half  year 

only. 

30,898,609 

3,000 

627,447 

2,141,769 

10,000 

3,261,680 

748,787 

4,184,168 

4^ 

4 
4} 

5 

8,600 

56,264 

2,742,653 

2,079,716 

4 
4i 

5 

15,764,024 

46,657,683 

1,449,046 

This  Return  is  ibr  the  year 
ending  3l8t  January  1870. 

— 

— 

14,990 

5,000 

5 

— 

— 

5,000 

19,990 

— 

— 

— 

165,670 

49,780 

5 

— 

— 

49,780 

215,450 

— 

fPor  last  half  year  only. 

6 

5 

124,685 

99,000 

5 

— 

— 

99,000 

223,685 

— 

— 

— 

29,900 

9,770 

5 

— 

— 

9,770 

89,670 

— 

6 

6 

84,481 

21,600 

5 

— 

— 

21,600 

106,031 

— 

♦♦For  last  half  year  only. 

6 

6 

116,282 

15,000 
20,000 

5 
6 

— 

— 

85,000 

151,232 

— 

, 

-* 

— 

20,820 

11,600 

5 

— 

— 

11,600 

32,420 

— 

26101. 
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BAILWAYS : — BBTUBN  OF  THB  AVTHOBISED  SHASB  AKD  IiOAJtT  CAPITAXi,  AND  (01 


Authorised  C^iitaL 

Stock  and  Share  Ci]Kkal 

Name  of  CoiiPAirr. 

By  Shares. 

By  Loans. 

Total 

Ordinary. 

ATerage 

Bate 
percent 

of 
Dtridend. 

Guaranteed. 

Guaran- 
teed Bate 
ofDiTi- 
dend. 

Bate 
of  Divi- 
dend 
paid. 

fawtial! 

Or 

eat  WMtem— cont 
rColefbrd,    Moomoodi,   Uak, 
andPontypooL 

£ 
160,000 

£ 

£ 
160,000 

£ 
159,980 

*f 

£ 

— 

— 

£ 

Corwen  and  Bala 

180,000 

40,000 

160,000 

180,000 

H 

— 

— 

— 

- 

East  Somcfset 

135,000 

88,800 

173,300 

68,573 

— 

— 

— 

— 

5l;SM 

Ely  Valley       -        -         * 

83,000 

27,300 

110,300 

48,000 
35,000 

5 

NiL 

— 

— 

— 

- 

Faringdon    -           - 

S7,600 

9400 

36,600 

lOfiOO 

NiL 

— 

— 

— 

18,000 

Forest  of  Dean  Central 

81,000 

86,660 

107,660 

39,517 

— 

— 

— 

— 

40,850 

Qlonoefter  and  Dean  Forest- 

854,000 

83^70 

337,470 

854,000 

H 

— 

— 

.  — 

— 

Great  Western  and  Brentford 

180,000 

60,000 

840,000 

94,903 

H 

— 

— 

— 

69,060 

Leominster  and  Kington 

80,000 

86,000 

106,000 

59,010 

4 

— 

— 

— 

19,880 

. 

UangoUen  and  Corwen 

90,000 

30,000 

180,000 

90,000 

ait 

— 

— 

— 

- 

^ 

Mailbofoa^ 

51,000 

15,000 

66,000 

30,134 

— 

— 

— 

— 

— 

o 

1 

Milfbrd       .... 

70,000 

83,000 

93,000 

58,889 

— 

— 

— 

— 

— 

Moeh  Wealock  and  Serem 
Junction. 

68,000 

16,000 

84,000 

84,000 

8 

80,000 

H 

^ 

15,000 

i. 
3 

NantwidiandMaikfltDimyton 

180,000 

40,000 

160,000 

— 

— 

119y88S 

^t 

** 

— 

1 

660,000 

-§ 

660/)00 

360,865 

^ 

— 

— 

— 

147,760 

StouWdge 

128,000 

48,500 

170,500 

114,705 

4 
on  106,800^ 

*"• 

^■" 

1     _ 

"^ 

•^ 

Bzlawon 

830,000 

76,600 

306,600 

195,088 

4 

— 

— 

— 

— 

Stratford-npon-ATon 

88,500 

86,700 

109,800 

64,707 

^ 

— 

— 

— 

16,890 

Tenbniy  and  Bewdky 

140,000 

40,000 

180,000 

105,030 

H 

— 

— 

— 

»fiOO 

YaleofLlangoDen    - 

79fiOO 

88,000 

108,000 

44,700 

8* 

— 

— 

— 

84/)00 

WalHngfbfd  and  Watiingtoa 

80,000 

86,600 

106,600 

17,575 

— 

— 

— 

— 

— 

WelUngtoDandDraylon      - 

800,060 

99,933 

399,933 

198,860 

H 

— 

— 

— 

— 

Wellington      and      SerefB 
JnoctioD. 

60,000 

10,000 

70,000 

59,868 

5 

— 

— 

— 

"" 

Wenlock       -         •           . 

185,000 

41,500 

166,500 

59,5701 
40,000 

a 

— 

— 

— 

85,000 

.Witney        .           -           - 

Junction,**  «lAdkFir  and 
deehiU,"  «<Slirewsta7 
and.  Hflfefoid,''   '1^ 
bury,"  *  Victoria  Station 
and    PimHeo,"    <<Weat 
Cornwall,''  "West  Lon- 
doo.*'    -West    London 
KrteMlon.''  and  «We^ 
BontiiandPortlaBd.'' 

80,000 

86,000 

106,000 

37,0U 

18,150 
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Bec€tTed. 

Capital  raisad  by  Loans  and  Debenture  Stock.  1 

Total  Sto<^  and  Shared 
Capital   received   and 
•Capital  raised  by  Loans 
and  Debenture  Stoek. 

Snbscripi. 

tions 

toother 

Companies 

1 

feNBtii^ 
Bate  of 
OiYidcnd. 

Bate  of 

DiTidend 

paid. 

Total 

Stock  and 

Share 

Capital 

reoeiyed. 

Loang. 

•8 

1 

Debenture 
Stock. 

"S 

Total 
raised  bjr 

Loans   ' 

and  by 
Debenture 

Stock. 

£ 

& 

£ 

£ 

£ 

«  i 

•    • 

1 

— 

159,920 

— 

— 

— 

— 

— 

159,9120 

—   - 

Great  Western  Betnm. 

- 

— 

120,000 

40,000 

5 

— 

— 

40,000 

160,000 

— 

\    ' 

^ 

120,253 

80,500 
7,800 

5 

— 

— 

88,300 

158,553 

.  —  .  . 

-=-- 

— — 

83,000 

17,700 

5 

.^. 

_^ 

28,300 

106,800 

.  —  ! . 

f,  •  ■         •        .^« 

5,600 

H 

I 

H 

IfiL 

22,000 

7,500 

5 

— 

— 

7,500 

29,500 

—  ■ 

I    • 

— 

80,867 

25,626 

5 

— 

— 

25,626 

105,998 

»_ 

Tikis  Account  is  £>r  the  half 

— 

— 

254,000 

24,700 
200 

t 

— 

— 

24,900 

278,900 

25,000 

year  endSngt  ^OQi  Jne  1869. 

5 

5 

163,983 

21,658 
5,110 

5 

— 

— 

53,928 

217,906 

— 

28,155 

4* 

H 

\    78,290 

19,450 
^,560 

? 

— 

26,000 

104,290 

— 

— 

— 

'    90,000 

30,000 

5 

— 

— 

30,000 

120,000 

— 

tWith  a  Bonus  at  the  rate  of 
1  per  cent,  for  the  half  year 

— 

— 

80,184 

12,865 

5 

— 

— 

12,865 

42,999 

— 

ending  30th  June  1869. 

-^ 

— ~ 

58,889 

17,000 

5 

— 

— 

17,000 

75,889 

— 

5 

5 

59,000 

8,000 

5 

— 

— 

8,000 

67,000 

20,000" 

• 

— 

— 

119,822 

4,600 
18,300 

5 
4i 

— 

— 

17,900 

137,222 

— 

(Guaranteed  bv  the  Wellington 
andDraytonBa9wayOoinpany. 

H 

H 

508,025 

— 

— 

— 

— 

— 

508,025 

7,50a 

§Loan  powers  exerdsed-  by  the 

— 

— 

114,705 

1,100 
18,225 

? 

— 

— 

82,700 

147,405 

— 

Great  Western  Bailway  Com- 
pany. 

1     - 

■ 

18,375 

■ 

- 

1     ... 

1 

-i- 

195,028 

81,400 

*i 

_   - 

^^ 

70,000 

265,028 

^^^ 

. 

.-, 

38,600 

5 

5 

5 

81,597 

26,700 

*i 

— 

— 

26,700 

108,297 

— 

H 

H 

125,080 

— • 

— 

84,250 
5,750 

5 

40,000 

165,030 

— 

5 

5 

68,700 

2,400 

10  AAA 

^ 

^__ 

— 

28,000 

91,70011 

..^ 

IIBeceiyed'    in     addition     119i: 

• 

12,600 

19«.  7d,  on  forfeited  shares, 

8,000 

5 

" 

and    4,189il    12*     llrf.    foj 

— 

— 

17,575 

— 

— 

— 

— 

•   —   • 

17,575 

— 

Sniplns  Lands. 

— 

— 

192,860 

66,600 

H 

— 

— 

66,600 

259,460 

— 

"_ 

59,862 

2,830 

5 

*~ 

•■" 

2,880 

62,692 

— 

The  line  is  leased  to  the  Great 
Western  Company  for    999 
years. 

5 

5 

124,570 

30,900 

5 

— 

— 

30,900 

155,470 

— 

TtfM.  calls  in  arraMT. 

•*Thi8  40,Q0M.  uNw  MHihorifled  to  bo 
md  was  subscribed  by  the  Great 
Western  Oompapy  and  the  Much 
Wenlook  and  Severn    Junction 

1 

'      6 

— 

49,194 

16,000 

5 

— 

— 

16,000 

65,194 

1 

1 

mi&ad  is  pmble  by  the  Wen- 
look  Railway  Company  in  respect 
of  tauB  Stock,  but^lleu  theSwf 

way  is  worked  and  maintained, 

the    Great    Western    Company 

oonflrmedbytbe  *«Wenk)drBMl. 

\   ,'    .     t 

way  Companies'  Act,  1864^"  the 

Junction  Compaoy  a  ilzed  annual 
sum  in  Heu  ^rlQTldend  on  the 
20.0001.  subscribed  by  it 

C  2 
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BAILWAT8  : — BBT1TKN  OP  THE  ATITHOKISED  8HASB  AXD  LOAK  CAPIXAIi,  AND  OF 


Andiotiaed  Capital 

Stock  and  Share  Ciiiitd 

Name  or  Comfavt. 

By  Shares. 

ByLoana. 

Total 

Ordinary. 

ATcrage 

Bate 
perCent  Ooaranteed. 

Diridend. 

Gnaran. 
teed  Bate 
of  Diri- 
dend. 

Bate 

ofDiri. 

dad 

fenitiiL 

Great  WeaUrm  ami  Brea^trd      - 

£                £                £ 
Leaded  to  ike  Great  Western. 

£ 

£ 

£ 

Gvendnedi  VaDeys 

No  mfionnation. 

Haddenham,    WOliiigliam,     and 
Long  Stantra. 

NoinfofBU 

ition. 

Haleaowoi       and      Ikomngfove 
Branch  Bailwajs. 

168,000 

56,000 

224,000 

— 

— 

— 

— 

— 

— 

HaHikz  and  Orenden  Jonetion    - 

180,000 

60,000 

240,000 

69,922 

— 

— 

— 

— 

- 

Harbone           ... 

100,000 

33,000 

133,000 

— 

— 

— 

— 

— 

— 

Harrow,  Edgware»  and  London   - 

1 
No  infimnation. 

i 

HatfiMarndSLABHUu       •        . 

Worked  by  the  Great  Northern. 

i                    1 

Hatfidd  Ghaae  Warping  and  Im- 

lUffOfCTOCWtt 

44,000 

14,600 

58,600 

— 

— 

— 

— 

— 

— 

Hawcsandlfetaierirr       - 

350,000 

116,000 

466/)00 

— 

— 

— 

— 

— 

- 

Hq^ng            ... 

No  information. 

Hand   HenqMCead   and  Londra 
and  Nortli-ireatem. 

190,000 

63,200 

253,200 

15,130 



— 

— 

— 

— 

Hcnkj-in-Aiden       ... 

Noinfbmu 

ition. 

Herefiird,  Hay,  and  Brecon 

355/)00 

140,000 

495,000 

187,997 

— 

— 

— 

— 

146,580 

Hexham  and  Allendale 

120,000 

40/)00 

160,000 

73,175 

— 

— 

— 

— 

— 

Holywdl       ... 

Noaccoanla. 

BanteoMOe 

Torthem. 

Hoonelow  and  Metropolitan 

120,000 

40,000 

160,000 

— 

— 

— 

— 

— 

— 

Hojlake 

Noaceonnts. 

HmOamiSeB^ 

Leaeed  to  the  North-em 

rtera. 

Idle  and  Shipley 

55,000 

18,300 

73,300 

— 

— 

— 

— 

— 

— 

Bfraeomhe           ... 

210,000 

70,000 

280,000 

38,799 

— 

— 

— 

— 

- 

^awich  and  Fdixatowe 

65,000 

21,800 

86,800 

— 

— 

— 

— 

— 

- 

IsleorWi^t 

Isle  otWifitkt  (Newport  Jimetioo) 

196,360 

146,300 

342,660 

109,150 

— 

— 

— 

— 

67,810 

No  informanuu. 

KeigU^  ami  Worth  VaO^ 

Worked  h9  the  Midkmd. 

Kemdal  ami  Wmdermere 

Leaeed  to  the  Lcmhm  and  Norths 

stera. 

KaUCoatt 

Worked  by  the  Lomdom,  Chatham,  at 

ndDover. 

KttUrmg^  Tkraptitme,  ami  HmU- 
mgdom. 

Worked  by  the  Midiand 

Kingibridge         "           r           " 

Applied  to  abandon. 

1 

Singes  Lynn  Dodm  and  Baflway  • 

75,500 

25,160 

100,660 

59,200 

— 

— 

— 

— 

2^ 

Kington  and  Eardidey 

1  ^ 
No  infonnation. 

1 

Lancashire  and  Yorkshire 

See  o^  the  <"  North  Union  ** 
and  •'Freston  and  Wyre.'' 

18,557,958 

6,070,353 

24,628,311 

12,689,986 

H 

794/>40 

6 

6 

IIIH 

laneadure  Union 

530,000 

175,000 

705,000 

372,810 

_ 

_ 

. 

Lamxuier  ami  CaHiMif        r 

Ltaaedtoi 

miNcrth^ 

Hem. 
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SUMS  WflCEITED  IN  EBSPBCT  OF  OEDINARY  AND  PEEEBRENTIAL  CAPITAL,  &C.,  1869.         17 


Beo^rad* 


Pre- 
ferential 
Bate  of 
Dividend. 


Bate  of 

DiTidend 

paid. 


Total 

Stock  and 
Share 
Capital 

receiYed. 


Cental  nused  by  Loans  and  Debenture  Stock. 


d 

M 


Debenture 
Stock. 


Total 
raised  by 

Loans, 

and  by 
Debenture 

Stock. 


|5o3 


Subscrip- 
tions 
toother 
Companies. 


BBMARgg. 


69,932 


15,130 

384,577 
73,175 


88,799 


176,860 


61,458 


6  6f       17,471,683 

5iL3f.lOdL5l3«.10<f. 


£ 


117,980 
4,967 


5 

4* 


.1 


372,810 


22,000 


239,015 

1,208,005 

25,200 

530,225 

23,000 

2,942,551 

69,809 

597 


149,000 


a 


3 

H 


98,910 


635,363 
1,000 


4 
3* 


69,922 


117,980 
4,967 


15,130 

452,557 
78,142 


98,910 


38,799 


275,270 


22,000 


6,674,765 


83,458 


23,146,448* 


149,000 


521,810 


£ 


270,473 


169,500 


*ExcluBiTe  of  75,524/.  14«.  9d. 
receiTed  on  forfeited  and 
merged  shares. 
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EAILWAYS  : — ^REirUSN  OF  THS  AUTHOEISED  SHABE  AKB  LOAN  CAPITAL,  AND  OF 


Namb  of  CoxPAinr. 


Aothorifled.  Capital 


Bj  Sbareai  i  By  LoaoB, 


Total. 


Stock  and  Share  Caphal 


Ordinaiy. 


ATerage 

Bate 
percent. 

•of 
Diyidend. 


Goaranteed. 


Griiaran< 

teed  Bate 

of  Dm- 

dend. 


Bate 

ofDiri- 

dend 

paid. 


Vit- 
fBQotial* 


Landport  and  Soutlieea  Tramway 

Langhame  _  .  . 

LaamcetUm  and  South  Devon 

Zemnauier  and  Kington 

Liskeaid  and  Caradon 

liakeaid    and   Looe   Union 
OanaL 

Lukeaard  and  Looe  Union  Canal  • 

Uanelly  Bailway  and  Dock: 
Original  Undertaking 


Carmarthen  Line  Undertaking 
Swansea  Lines  Undertaking 
Mnmbles  Extension  and  Pier 

UangoUen  and  Corwen 

Uanirissant  and  Taff  Vale  Junction 

Llynri  and  Ogmore 

London  and  Bladkwall 
London  and  Cfreenwich 
London  and  North-western 


lO/NM) 
50,000 


S,500 


12,500 


16,600  66,600 

Worked  by  the  South  Devon. 
Worked  by  the  Great  Weetem. 


30,825 
26,000 


10,000 
14,000 


40,825 
40,000 


•,875 
40 


30,825 
25,300 


Worked  by  the*Li$keard  and  Caradon 


I 

1 
I 


l1 

I 


Birmingham,  Wolverhampton, 
and  Stonr  YaDey. 


Camarron  and  lianberis 
Oromford  and  Iffigh  Peak     - 
Kendal  and  Windermere 
Lancaster  and  Carlisle 


Shropshire  Union  Bailways 
andCanaL 


364,000 

121,000 

155,000 

51,627 

418,000 

139,260 

76,000 

95,800 

485,000 

806,627 
557,260 
101,300 

Worked  by  the  Oreat  Western. 

Worked  by  the  Taff  Vale. 


675,000 


224,800 


899,800 


Leaeed  to  the  Great  Eaetem. 
Leased  to  the  South-eattem. 


43,921,901  16,582,182 


60,504/)83 


199,680 

68,000 
110,000 


H 


on  12,800/. 


H 


112,180 
LlynvL 

153,020 
Ogmore. 


29,620,045 
392,056 
440,500 


Lidnded  in  the  London  and  North-westem. 


1,245,000 


248,000 
227,700 


82,600 
92,825 


No  information. 


2,991,130 
1,162,623 


I  Watford  and  Bickmansworth 
5ee  o&o  the  <<  Birkenhead," 
**  Lodlow  and  CleehiU," 
"North  Union,"  "Old- 
ham, Aihton  -  nnder- 
Lyne,  and  Qnide  Bridge 
Junction,'* "  Preston  and 
Wyre,""  Shrewsbnry  and 
Herefotd,"  "Tenhury,'* 
"  West  London,"  and 
*^  West  London  Ex- 
tenskm." 


463,333 
1,171,707 


No  in^Mmation. 


1,245,000 


830,600 
320,525 

3,454,463 
2,334,330 


1,245,000 


64,437 
127,700 

2,420,300 
1,162,623 


1* 


9«.  per 
share. 


10} 


130,920 


84,916 
97,950 


68,500 
260,000 


102,768 


220,840 
188,400 
4,916,«ir 
l,843,8tt 
840,500 
815,400 


20,000 
20,000 


456,000 
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SUMS  SECEIVED  IN  EE8FECT  OF  OBDINABY  AND  FBEFERENTIAL  CAPITAL,  &C.,  1869.         19 


BeeeivedL 


Pre- 

xeTcntial 

Bate  of 

Div^end. 


Bate  of 

Dividend 

paid. 


Total 

Stock  and 

Share 

Capital 

receiTed. 


Coital  raised  by  Loans  and  Debenture  Stock. 


Loans. 


I 


Debenture 
Stock. 


Total 
raised  by 

Loans 

and  by 
Debentore 

Stock. 


Ml 


Snbscrip- 

tions 

toother 

Companies. 


BSMABKS. 


3 

*i 


10 

10 

6 

6 

5 

5 

4* 

H 

4 

4 

n 

2* 

3 


A 
9,875 

40 


30,8S5 
25,800 


882,546 

186,500 
870,000 


498,888 


88,772,897 


1,245,000 


64,487 
167,700 

2,876,800 
1,162,628 


4,600 

7,500 
4,700 


8,000 
14,270 

1,500 
65,062 

45,620 

182,815 


100 

4,100 

188,908 

4,040 


15,041 

65,710 

8,489,928 

1,970,258 

5,809,458 

677,072 

92,975 


88,048 


1,200 
800 

7,295 

878,489 

162,818 

264,689 

2,500 

3,000 


5 


5 
6 


:i 


1,800 


4,600 
12,200 


9,875 
40 


85,425 
37,500 


85,182        417,678 


950 


810,880 
8,642,095 


4i 

4 

5 
4i 


31,910 
46,915 


H 

4 


3 

If 


45,620 
182,815 


148,098 


15|528,862 


182,120 
502,815 


646,986 


54,296,259 


—  1,245,000 


83,048 
78,825 

1,500 
813,786 


97,485 
246,525 

2,877,800 
1,976,409 


C4 


650 


3,301,246 


3,750 


40,876 


This  is  for  the  year  ending 
31  St  October  1869. 

A  warrant  granting  the  aban- 
donment of  this  undertaking 
was  issaedtfae  11th  May  1870. 


^Birmingham,  Wolyerfaampton, 
and  Stonr  Valley,  entitled  to 
two-thirds  London  and  North- 
western dividend. 

tStock  for  conversion  of  SHirop- 
shire  Union  and  Stonr  Valley. 


{The  borrowing  poweis  of  the 
Buckinghamshire  Bailway 
Company  are  merged  in 
those  of  the  Lcmdon  and 
North-western  Company,  as 
per  their  Act  of  Ist  Angost 
1861. 


This  account  Is  Ibr  the  year 
endii^;  25th  March  1870. 
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20  BATLWAYS  : — EETUBN  OP  THE  AUTHOEISED  SHARE  AXD  LOAN  CAPITAL,  AND  OP 


Name  of  Compant. 


Anthorised  Ci^taL 


BySharet. 


By  Loans. 


TotaL 


London  and  Soath-westem 


bishop's  Waltfaam    - 
Peron  and  Cornwall 
Exeter  and  Crediton 

Lymington  • 
Mid  Hants 


I 


•8 


1 

5 


Bingwoody  Christcharoli,  and 
Bonmemonth. 

Salisbury  and  Dorset 

Salisbury  and  Yeoyil 


Salisbory  Bailiray  and  Market 
House. 

Seaton  and  Beer 

Staines,    Wokingham,     and 
Woking. 

Stokes  Bay  Bailway  and  Pier 

Seeaboihe  '*  West  London 

Extension,"     and     the 

«  Weymouth  and  Port- 

land.'^ 


London,  Brighton,  and  South  Coast 
Seeai9othe**  Victoria  Station 
and  Pimlico,"  and  «  West 
London  Extension." 


London,  Chatham,  and  Doyer 


Cmtal  Palace  and  South 
London  Junction. 

Kent  Coast   -       - 


Mid-Kent  (Bromley  to  8t 
Mary's  Cray). 


Serenoaks,  Maidstone,  and 
Tunbridge. 

Sittinghoume  and  Sheemess 
See  o&o  the  <*  Yictoda 
Station  and  Pimlico.'* 


I 


London,  TObury,  and  Southend   - 

London,   Woroester,   and    South 
Wales. 


£ 
12,963,559 


£ 
5,089,830 


18,052,389 


No  information. 


390,000 
105,000 

34,000 
175,000t 


75,000 

196,000 
700,000 

17,000 

48,000 
340,000 

No  accounts. 


129,633 
34,999 

7,000 
225,000t 


25,000 

65,300 
232,733 

4,600 

16,000 
103,000 


15,185,000 


12,930,556 

675,000 

725,000 

70,000 

No  accounts. 
150,000 


5,061,667 


5,264,399 


225,000 

241,000 

23,000 

49,600 


662,000    190,000 
Applied  to  abandon. 


519,633 
189,999 

41,000 
400,000 


100,000 

261,300 
932,733 

21,600 

64,000 
448,000 


20,246,667 
18,194,955 

900,000 

966,000 

93,000 

199,600 
852,000 


Stock  and  Share  Capital 


Ordinary. 


Average 

Bate 
per  cent. 

of 
Diridend. 


Guaranteed. 


I 


Guaran-      Rate 
teedBatejofDrri- 
of  Diri-      dend 
dend.        paid. 


£ 
7,452,174 
391,962* 


128,867 
70,000 

22,140 
62,681 


65,083 

147,492 
326,715 

11,900 

36,000 
251,173 


6,839,943 
3,018,550 

283,120 

422,500 

61,550 

51,784 


U 


H 


2L  IS$.  9d. 


it 


650,650 
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Beoeiyed. 


Rate  of 

Diyidend 

paid. 


Total 

Stock  and 

Share 

Capital 

receiyed. 


Capital  raised  by  Loans  and  Debenture  Stock. 


Loans. 


o 

I 


Debenture 
Stock. 


o 

I 


Total 
raised  by 

Loans 

and  by 
Debenture 

Stock. 


i||s 


Subscri^ 

tions 

to  other 

Companies. 


Remarks. 


7 
5 

A 


5J 


7 
6 
5 

4 


S6101. 


£ 
12,468,747 


128,867 
90,000 

34,000 
87,681 


65,083 

162,492 
594,654 

12,900 

48,000 
301,173 


14,066^)27 
10,977,610 

616,195 

725,000 

61,550 

92,604 
650,650 


£ 
452,850 
142,300 
792,422 
684,267 
1,049,564 


43,000 

650 

15,950 

6,000 

2,500 
4,500 


12,380 
2,500 

50,384 

66,200 
41,250 
43,600 

2,500 
1,000 

15,200 

50,090 

7,426 

30,885 


1,033,058 
106,900 
866,242 
172,740 
382,885 

1,600 

10,000 

2,376,108 

4,000 

28,916 

1,877,069 

108,525 
116,065 

29,150 
209,062 

500 
9.100 
8^400 
^,000 


25,400 

1,600 

12,000 

19,400 

1,000 

129,600 


4 


4i 

s 


5 
5 

3J 


5 

4 


5 

H 
5* 
6 

5 
6 

5 
6 

*i 
5 

6 


5 
6 

5 


£ 

1,052,109 

745,831 


197,630 


52,700 


687,160 
1,306,239 


60,258 


4 


4* 

4 


£ 
4,919,343 


43,000 
22,600 

7,000 
197,630 


14,880 

50,384 
203,750 

3,500 

15,200 
88,400 


4,555,174 
4,347,951 

224,590 

238,212 

23,000 

39,000 
150,000 


£ 
17,388,090 

£ 
752,132 

171,867 

112,600 

— 

41,000 

— 

285,311 

"■" 

79,963 

212,876 

— 

798,404 

— 

16,400 

— 

63,200 

— 

389,573 

' 

18,621,201 

— 

15,325,561 

— 

840,785 

— 

963,212 

— 

84,550 

..- 

131,604§ 

— 

800,650 

— 

*  Discounts,  &c 


t  Authorised  bv  «*  The  Railway 
Companies  Act,  1867,"  and  a 
scheme  of  arrangement  be- 
tween the  Company  and  their 
creditors,  filed  in  the  Court 
of  Chancery  17th  July  1868, 
and  confirmed  by  order  of  the 
said  Court  on  the  16fh  April 
1869. 

This  Account  is  fbr  the  year 
ending  30th  June  1869. 


—  t^<"^  the  last  half  year  only. 


§  And  V83JU.  by  sale  of  ferry 
lands. 
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BAILWAYB: — ^EBTTTEN  OP  THE  AUTHOEISED  SHABlS  AND  LOAN  CAPITAL,  AND  OP 


Name  ov  Coxpamt. 


Authoriaed  CaphaL 


Bj  Shates.  I  By  Loans.  !     Total 

•I     1 


Stock  and  Share  Cipital 


Ordinary. 


Avenige 

Rate 
percent 

of 
Dmdend. 


Guaran- 
teed. 


Goaian- 
I     teed 

Bate  of 
I    Divi- 
I    dend. 

I 


Bate 
of  Divi- 
dend 
paid. 


Pre- 

feieatial 


Longton,   Adderley   Gfisen,   and 
Bucknall. 

Loetwithiel  and  Fowey 

Louth  and  Lincoln 

Lowestoft        -  .        -        . 

Lnddenden  Valley 

Ladlow  and  Qee  Hill 

Logg  Valley       .  -  - 

LffmingUm  •  -  - 

Lynn  and  Hunstanton 

Maooleflfleld,     BolUngton,      and 
Marple. 

Macclesfield,  Knntrford,  and  War- 
rington. 

Maidatont  and  Aahlbrd 

Kanohester  and  Milford     - 


50,000 

30,000 
250,000 


ie,ooo 

10,000 
83,000 


£ 
66,000 

40,000 
333,000 


15,10S 


Leased  to  ike  Cfreat  Eattenu 


22,000 
30,000 


7,300 


10,000 
No  inftrmation. 
Worked  2y  the  London  and  Somtk-uittem, 
Workodhythe  Great  Eastern, 


29,300 
40,000 


2,150 
30,000 


200,000 


66,600 


No  Aceonnts. 


No  infimnatkon. 


570,300 


190,100 


266,600 


760,400 


200,000 


331,350 


Manchester^  Buxtm^  Matlock^  and  \  Leased  to  the  London  and  Nortk^Deotern  and  Midkmd^  and  worked  bjf  the  MkUand. 
Midkmds  Junction.  ) 


Hancheatflr,SheAdd,  and  Lincoln-   11,976,998 
ahirt. 


South  Torkahire  and  RiTer 
Dnn. 

^^oZfo  the  "ChediiieLUiea** 
Committee  and  **  Oldham, 
Aahton-nnder-Lyne,  and 
Qnide  Bridge  Junction.'* 

^aritifwnmth 

MarypoK  and  Cartiate 


MemsandEfs 
Menybent  and  Darlington 
Metropolitan 


Metropolitan  and  St.  John's 
Wood. 


MetR^olitaB  Distnet 


2,240,000 


mdSLMn^sWmd 
Duirkt 


jfy-i 


3,768,766 


1,249,604 


15,745,764 


3»489,604 


Worked  bjftkeGreai  Weatem. 


555,000 


175,000 


730,000 


Worked  hf  the  Great  Eastern. 

60»000  I        20,000  I        80,000 

i  I 

5,700,000  I  1,866,666      7,566,666 


750,000 


3»750/)00 


248,000        998,000 


l,250/)00     ^ftOOfiOO 


Worked  hf  the  MeirepeBkm. 

Werkedkftke 
uSLMmrf*s  I  Lmmdtsthe 


4,705,274 


735,605 


2* 


210,631 


448,980 
500,000 


302,175 


S* 


41,607  1        — 


49,720  I 

2,372,561  ! 

1,227,991  ; 

49,720  I 

307,722  . 


< 
4 
4 
2 


300,000 


2,in,484 


smdDmer. 


11^ 


190,200 


2,1«M15 

225^ 
866,699 


456,260 


8S,91S 
91,200 
?7,7I5 


1,285,982. 


183,170 


1,24M?7 
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Beeeiyed. 


Pre- 
ferential 

DiTidend. 


I  Rate  of 

Dividend 

paid. 


Total 
Stock^and 

Share 

Capital 

received. 


C^>ital  raised  by  Loans  and  Debenture  Stodc. 


Loana.- 


o 

I 


Debenture 
Stock. 


o 

I 


Total 
raised  by 

Loans 

and  by 
Debenture 

Stock. 


mi 


Subscrip- 
tions 
to  other 
Companies. 


Bbmabks. 


3 


4 

Minimmn. 
5 
Fixed. 


6 
5 

H 


H 


2* 


26,452 

2,160 
80,000 


200,000 


521,550 


8,956,050 


2,140,845 


555,000 


41,607 
5,293,696 


483,170 


8,427,461 


6,200 
8,800 


9,700 


8,210 


171,298 


1,000 
111,938 
510,703 
1,464,526 
910,114 
324,992 

36,759 

233,954 

572,675 

2,000 

150,336 

75,960 


59,471 
42,120 
73,224 


1,600 

4,300 

8,100 

710,019 

815,420 

422,520 

100 
46,630 
14,150 
37,720 

32,625 

3,300 

7,750 

127,090 


jj 


4 


5 

6 


3 


79,577        4 
293,240       5 


88,812       4^ 


175,133 


581,780 
1,400 


10,000 


9,700 


36,452 

2,150 
39,700 


8,210 


208,210 


171,298 


3,696,090 


1,159,996 


692,848* 


12,652,140t 


8,800,841j 


.174^16 


72»^15 


1,600 
1,635,492 


98,600 


753,945 


43,207 
6,929,188§ 


581,770 


4,181,406 


This  undertaking  is  in  abey- 
ance. 


This  undertaking  is  in  abey- 
ance. 

The  line  is  worked  by  the 
London  and  North-western 
and  Great  Western. 


2,002,357 


70,000 


100,000 


*And24,68U  16«.  8J. received 
for  rentchaiges,  and  440/. 
on  Forfeited  Shares. 


t  And  170,678/.  14t.  6d  received 
on  Forfeited  Shares,  6,652/. 
Calls  in  Advance,  and  4,000/L 
advance  hy  Great  Northern 
Railway  Company  on  ac- 
oomit  of  improvement  to  Fish- 
ing Craft  Dock  at  Grimsby. 

t  Received  also  49,873/.  7s.  4dL 
on  Forfeited  Shares,  54,950/. 
Deame  and  Dove  Navigation 
Share  Capital,  and  150/. 
Stabforth  and  Eeadby  Na- 
vigation Share  Capital 


§  Received  also  14,693/.  3s.  6d. 
for  conversion  of  Extension 
Stock  into  Ordinary  Stock. 
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BAILWAYS  :— KBTTJEN  OP  THE  AUTHOBISED  8HAB£  AND  LOAN  CAPITAL,  AND  OP 


Kami  of  Cohfaht. 


Anlliorited  Capital. 


By  Shares. 


By 


Totali 


Stock  and  Shan  Cv^U 


Ordinaiy. 


Ayerage 

Bate 
percent 

<^ 
DiYidend. 


GKumateed. 


Guaran- 
teed Bate 
of  Divi- 
dend. 


Bate 
of  Divi- 
dend 
pidd. 


Pre- 

feventiaL 


Midland 


81,428,151 


^6 

a 

I 
I 


'Eyesbam  and  Bedditch 
Keighley  and  Worth  Valley 


Kettering,  Thrapston,  and 
Hnntingdon. 

Bianchester,  Boxton,  Mat- 
lock, and  Midlands  Junc- 
tion. 


Midland   and   Sonth-westem 
Junction. 

North-western 


Peterborough,  Wisbeach,  and 
Sutton. 

Bedditch        ... 


Stonehoose  and  NaUsworth  - 

Tewkesbury  and  Mahrem      - 
See    o&o    the    ''Cheshire 
Lines  Committee,"  **  Mid- 
land and  Eastem,"  and 
'^Norwich  and  Spalding." 


Midland  and  Eastern 

Midland  and  South-wettem  Junc- 
tion, 

Midland  Counties  and  South  Wales 

Mid  Wales 


149,000 
90,000 

230,000 
563,750 

90,000 
1,412,609 


285,000 

50,000 

101,000 
265,000 

213,000 


£ 

9,126,360 


49,600 
30,000 

75,600 
151,250 

30,000 
346,691 


94,999 

16,500 

33,600 
88,000 

71,000 


284,000 
Leased  in  perpetmtjf  to  the  Midland 


£ 

40,554,511 


198,600 
120,000 

305,600 
715,000 

120,000 
1,759,300 


379,999 

66,500 

134,600 
353,000 


1,335,000 
770,100 


Milfbrd 

Milford  Haven  Dock  and  Bailway 

Minehead  .  •  . 


444,500 
245,050 


1,779,500 
1,015,150§ 


£ 

13,089,395 
978,533 


132,096 
35,075 

100,000 
436,270 

90,000 
785,560 


260,000 

34,820 

65,940 
235,580 

212,717 


109,960 
402,926 


Worked  by  the  Cheat  Western. 
No  information. 
No  information. 


8 


2s.7d 
per  share. 


8i 


£ 

140,000 
1,949,908 
1,800,000 


I45fi00i 
lifiOO 

675/W 

l,157^1ti 


88,000 


180,000 


92,609 


10,000 


219,770 
360,100 


Note  «.— This  amount  to  bo  raised  by  Debenture  Stock  B.,  or  in  lieu  thereof,  to  each  of  the  persons  entitled  thereto  as  shall  agree  to  aooeot  the  nv^  ^ 

■mner  and  prktritj  as  if  sudi  Shares  had  been  issued  under  (he  Act  of  1866,  but  which  amount  hss  not  yet  been  asoer^ 

NoTB.—This  amount  to  be  raised  by  JJew  Ordinary  Shares  or  Debenture  Stock  C,  or  partly  by  New  Orofpaiy  Shares  aud  partly  by  Debenture  Stock  C^  ^^ 
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BcociTOcL 


Tie- 

ftrential 

BiOeof 

Dividend. 


Bate  of 

Dividend 

paid. 


Total 

Stock  and 

Share 

Capital 

received 


Capital  raised  bj  Loans  and  Debenture  Stock. 


Loans. 


I 

I 


Debenture 
Stock. 


Total 
raised  by 

Loans 

and  by 
Debenture 

Stock. 


Subscrip- 
tions    * 
toother 
Companies. 


Bemabils. 


e 

6 
5 

4 
5 


5 
5 


5} 

5 

4 
5 


27»972,080 


183,096 
68,075 

280,000 
486,270 

90,000 
878,169 

260,000 

34,820 

75,940 
235,580 

212,717 


329,780 
768,026 


£ 

1,000 

122,490 

5,300 

2,295,455 

320,831 

2,047,977 

107,702 

49,600 

1,350 

485 

16,165 

75,600 


22,980 

54,808 

25,548 

5,792 

30,000 


34,100 

123,223 

140,802 

1,500 

3,000 


93,002 

2,000 
9,500 

21,000 

88,000 


51,730 
17,210 


94,900 
166,800 


6 
5 


4| 
5 


4 

5 
5 


5 
4* 


£ 

244,078 
1,001,377 
1,120,290 


n 


78,250 


£ 

7,266,495 


£ 

85,238,575* 


£ 

1,598,379 


49,600 
18,000 

75,600 
109,128 

30,000 
302,625 

93,002 

11,500 

21,000 
88,000 

68,940 


94,900 
245,050 


181,696 
86,075 

305,600 
545,398 

120,000 
l,l80,794t 

353,002 

46,820 

96,940 
323,580 

281,657 


424,630 
1,008,076 


*  Received  also  18,500/.  fbr-Be^ 
demption  of  Mortgages  from 
July  1851,  9,576/.  15«. 
for  Cancelled  Shares,  and 
152,483/.  18«.  lOd,  premium 
on  shares  sold. 

t  Received  in  advance. 


X  Received  also  64,264/.  18«.  Bd. 
on  Forfeited  Shares,  3,054/. 
2s,  3d.  interest  allowed  by 
bankers,  8,666/.  16«.  Id,  in- 
terest on  Oills  paid  after  due, 
and  799/.  17«.  lOd.  Regis- 
tration Fees. 


The  line  is  worked  by  the  Mid« 
land  and  Great  NorUiem 
Railway  Companies. 


These  accounts  are  for  the  half 
year  ending  30th  June  1869. 

The  Gompany  were  authorised  by 
the  Act  of  1866  to  raise  200,0002.  in 
Shares  m  a  third  preference.  By 
the  scheme  of  arnuageinent,  the 
power  to  mise  Capital  not  ex- 
ercised at  the  time  wu  repealed, 
subject  to  a  power  to  issue  Pre- 
ference Shares  in  psyment  of  cer- 
tain daims— (see  Note  a). 

Scheme  of  arrangement  between 
the  Mid-Wales  Railway  Company 
and  thefar  Creditors,  prepared  by 
the  Dhreotors^  exercise  of  the 
powers  of  "The  'Railway  Com- 
panies Act  1807,"  confirmed  by  an 
order  made  on  the  12th  day  of 
June  1868,  and  enrolled  in  the 
High  Court  of  Chanoenr  on  the 
81rt  day  of  July  1868. 

§And  an  amount  equal  to  the 
aggregate  amount  of  all  the  Com- 

B buy's  existing  debts  (except  the 
ortgage  Debt),  and  all  other 
lawful  claims  against  the  Com- 
pany, which  amount  has  not  yet 
been  ascertained. 
An  amount  (6)  as  will  ouable  the 
Company  to  construct,  complete, 
and  open  for  traiBo  the  2nd  Sec- 
tion of  the  Company's  under- 
taking, and  all  the  works,  Ac 
connected  therewith,  including 
incidental  expenses.  Land,  and 
Rolling  Stock.  Amount  not  yet 
ascertained. 


per  cent  Preference  Shares  of  the  Company  to  an  equal  amount,  payable  only  out  of  the  profits  of  th^  U^  Section  o(  (be  Company's  undertaking,  in  ;the  same 
which  amount  has  not  yet  been  ascertained^ 
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Aathorised  Capital. 


NjkJiB  OF  Company. 


By  Shares. 


By  Loans. 


Total. 


Mistley,  Tboqie,  and  Walton 


Mold  and  Denbigh  Jonction 


51,000  I       17,000 


325,900 


1,145,000 


438,170 


Monmouthshire  Bailway  and  Canal 

Moretonhan^teadand  SouthDevom 

Mowddwy  -  -  - 

Much  Wenlodk  and  Severn  June- 
Han, 

Nantwich  and  Market  JDrayion    - 

Neath  and  Brecon  and  Swansea 
Vale  and  Neath  and  Brecon. 

New  Milford  Docks 

Newport  and  Usk        -        -        - 

Newport  Pagnell       -        -         . 

Newqnay  and  Cornwall  Jnncticm  -  80,000 

New  Romney         -  -  -  85,000 

North  and  Sonth-westem  Junction        1 05,000 

North  and  South  Wiltshire  -        270,000 

North-Eastern         -  -  -  34,216,804 


247,000 


386,450 


£ 

68,000 


572,000*       225,000 


1,581,450 


Leased  to  the  South  Devon, 

No  information. 

Worked  by  the  Great  Western, 


Worked  by  the  Great  Western, 


1,075,000 


No  information. 
No  information. 
No  information. 


1,513,170 


Stock  and  Share  Caplii 


Ordinary. 


Ayerage 

Rate      I 
percent    Guaranteed. 

of        I 
Dividend.  1 


Guaran- 
teed Rate 
of  Divi- 
dend. 


£ 

20,126 


720,000 
27,540t 


293,370 


9,000 
28,300 
33,600t 

90,000 
11,426,579 


39,000 
113,300 
138,600 

360,000 
46,643,383 


13,094 

5,737 

114,280 


1,999,678 

1,165,000** 

8,194,472 

3,220,125f 

1,394,422 

50,000 
159,801 

62,483 


9 

8| 
6i 
6^ 
4/.  3«.  9t/. 
5 


I 


Bate 

o?Divi- 

dend 

paid. 


Pre* 

tereotiaL 


100,000 


315,000 
174 
(FremimiL) 


144,800 


_       1 


440^70 
1,345,190 

539,500    I 

3,126,540    I 

3,497,267    I 

606,650^  j 

3,900,731     I 

150,000**! 

43,6001** 

2,215tt, 

ll,380tt 
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Becdved. 

Capital  raised  bj 

r  Loans  and  Debenture  Stock. 

Total  Stock  and  Share 
Capital  received  and 
Capital  raised  by  Loans 
and  Debenture  Stock. 

Sabflcrip- 

tions 

toother 

Companies. 

Pre- 
foential 
Rate  of 
CKvidend. 

Bate  of 

Dividend 

paid. 

Total 

Stock  and 

Share 

Capital 

received. 

Loaiis. 

y 

Debenture 
Stock. 

1 

Total 
raised  by 

Loans 

and  by 
Debenture 

Stock. 

'   Rkmabks. 

£ 

£ 

£ 

£ 

£ 

1 
£          1 

^~ 

~~  ■ 

2(J»,126 

12,000 

5 

12,000 

82,126 

" 

Apt>lication  has  been  made  to 
die  Board  of  Trade  for  the 
abandonment  of  fliis'  under- 

taking. 

1  ~ 

1 
1 

i 

1 

825,000 

6,500 

5 

190,980 
38,800 

4 
5 

236,280 

561,280 

♦  Scheme  of  arrangement  between 
the  BailwayCotapany  and  their 
Creditors,  prepared  by  the  Di- 
rectbrs  in  pursuance  of  "  The 
Railway  Companies  Act,  1867," 
confirmed  by  an  order  made  on 
the  12th  day  of  June  1868,  and 
enrolled  in  the  High  Court  of 
Chancery  on  .the  17th  day  of 
July  1868. 

1      5-- 
( 

5 

1,062,714 

■^,700 

69,062 

164,415 

4 
4] 

a«,776 

•4i 

.  386,8d0 

1 

1,449,094 

'       52,000 

t  Beceived  in  advance  of  calls. 

30,000 

89,427 

5 

^ 

— 

— 

438,170 

• 

157,342 

5 

142,528 

5 

299,870 

738,040 

— 

13,094 

1,000 

5 

2,000 

15,094 

This  account  is  for  the  half 

i 

1,000 

6 

year  ending  30th  June  1869. 

1 
1 

5,737 

— 

— 

— 

5,737 

— 

This  account  is  for  the  half 
year  ending  30th  June  1869.  ^ 

1      "" 

«^ 

117,212 

1,000 

a 

._ 

.^ 

5,000 

122,212 

*-. 

1 28,600/.  of  the  Loan  Capital 

1 

4,000 

has  been  converted  into  Share 

Capital. 

§  Beceived  in  advance. 

«^ 

^^ 

— 

.^ 



— 



— 



.. 

donment  of  this  Undertaking 

1 

was  issued  the  23d  July  1870. 

8 

8 

29,899,624 

178,154 

5 

1,135,619 

4J 

10,393,71011 

40,293,334 

250,167 

II  By  virtue  of  «  The  Hull  and 

6 

6 

207,298 

4f 

202,027 

4 

Selby  Bailway  Purchase  Act, 

H 

^i 

3,049,873 

4* 

1846,"  and  "  The  York,  New- 

1      5 

5 

3,123,422 

4^ 

' 

castle,  and  Berwick  Bailway 

■  1 

t 

2,429,417 

-    4 

(Hartlepool  Dock  and  Bail- 

68,000 

Si 

way,  &c.  Leasing)  Act,  1848," 

4 

4 

400 

H 

the   Korth-eastem  Company 

[       4 

% 

exercise  the  borrowing  powers 
of  the  Hull  and  Selby  and 

1       5 

!      « 

5 

;• 

Great    North    of   England, 
Clarence,     and     Hartlepool 

_ 

: 

Junction  Bulway  Companies, 

and  the  Loans  raised  under 

those  Acts  are  included   in 
this  account 

\ 

^Hull  and  Selby  purchase 
shares,  dividend  at  4^  per 
cent  on  10/.  per  share  called, 
and  5  per  cent,  on  payments 
in  advance  of  calls,  with  par- 
ticipation in  dividends  paid  on 
York  Ordinary  Stock  in  ex- 
cess of  those  lates. 

••Carlisle  Preference  Stock, 
issued  at  the  rate  of  4  per 
cent.,  with  participation  in 
dividend  paid  on  Ordinary 
Stock  in  excess  of  that  rate. 

tt  Received  in  advance  of  Calls. 

D4 
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RAILWAYS  : — EETUEN  OP  THE  AUTHOBISED  SHARK  AND  LOAN  CAPITAL,  AND  OP 


Namb  of  C!oMFAirr. 


Nortli-easteni — ami, 

Qreat  North  of  England, 
Clarence,  and  Hartlepool 
Junction. 

Hall  and  Selby 

Northern  and  Eastern 

North  London       .  .  . 


North  Metropolitan 
North  Staffoidshire 


Northumberland  Central 
North  Union 


Aathoriaed  Capital 


By  Shares. 


By  Loans. 


£ 
74,900 


£ 
24,500 


73«,000  — ♦    .        733,000 

Leased  to  the  Great  Eastern, 


Total. 


£ 
99,400 


2,675,000 


890,866 


No  information. 


5,341,000 


75,000 
789,201 


NorA^estem  •         •         . 

North-western  and  Charing  Cross 

Norwich  and  Spalding 

Nottingham  and  Orantham  Rail-' 
MK^and  Canal, 

Oldham,  Ashton-nnder-Lyne,  and 
Qnide  Bridge  Joncdon. 


Pembroke  and  Tenby 

Penarth  Harbour,  Dock,and  Rail- 

Peterborough^  Wisbeach,  and  Sut' 
ton, 

Plymonth  and  Dartmoor     • 

Pontypool,  Caerleon,  and  Newport 

Poole  and  Boumemonth 

Potteries,  ^irewsbury,  and  North 
Wales. 


1,746,600 


25,000 
380,050 


Leased  to  the  Midland, 
No  infbnnation. 


170,000 


56,000 


3,565,866 


7,087,600 


100,000 
1,119,251 


Stock  and  Share  Capita 


Ordinary. 


Average 

Bate 
percent 

of 
Diyidend. 


Guaranteed. 


£ 
41,875 


700,000 


1,869,904 


9/.  18«. 


3,200,000t         2} 


58,776 
739,201 


SLl^,Oid, 


226,000 


Leased  to  the  Great  Northern, 


140,000 


395,000 


46,600 


186,600 


131,200        526,200 


Leasedtothe  Taff  Vale, 

I  I 

Worked  by  the  Midland. 


No  information. 
No  information. 
No  information. 


858,200 


539,790 


170,000 


40,000 
100,000$ 


75,736 


1,897,990||      758,200 


Gfnaran- 

teed  Bate 

ofDivi 

dend. 


£ 
16,918 


Bate 
of  Divi- 
dend 
paid. 


Pre- 

fovntiaL 


U,785  ' 


700,000 


—  1,775,000 


161,830 


100,000 


Digitized  by 


Google 


SUMS  RECEIVED  IN  RESPECT  OP  OEDINAST  AND  PEEFEEENTIAL  CAPITAL,  &C.,  1869. 


29 


BeceivecL 


Pre- 
ferential 
Rate  of 
Dividend. 


I      Total 

Rate  of  I  Stock  and 
Dividend       Share 

paid.     !  Capital 

'  received, 


i4(to5 


£ 

72,518 


700,000 


2,5G9,904 


4,975,000 


58,776 
739,201 


170,000 


—       I      140,000 


237,066 


858,200 


26101. 


Capital  raised  by  Loans  and  Debenture  Stock. 


2,000 

42,850 

185,387 

146,100 

75,000 


276,650 
371,996 
719,280 
5,000 
209,835 
10, 

000 
17,956 

94,020 
116,317 

26,100 
132,904 

10,000 
200 


100 
61,104 


42,277 
1,000 
2,000 


108,065 


I 


4 

4 


5 


4* 

5 


Total 
raised  by 

Loans 

and  by 
Debenture 

Stock. 


isjl 


JS  rS  '3  « 

Eh 


Subscrip- 
tions 
to  other 
Companies. 


6,500       4 
333,029       4  J 


29,060 


4i 


_         I     __ 


2,000 


» 


790,866 


1,621,821 


17,956 
379,541 


61,204 


45,277 


110,065 


I 


515,746  I     5       j      515,746 


£ 
72,518 


700,000 


3,360,770 


6,596,821 


76,732 
1,118,742 


231,204 


185,277§ 


347,131 


1,378,946 


80,000 


Bemabkb. 


*  Loans  included  in  the  North- 
eastern  Account 


t  161,507  shares  converted  at 
20/.  each  into  3,230,140/. 
Ordinary  Stock,  on  which 
dividend  is  paid. 


The  North  Union  is  leased 
to  the  London  and  North- 
western and  Lancashire  and 
Yorkshire  companies,  which 
two  companies  jointly  pay  to 
the  NorA  Union  proprietors 
in  respect  of  the  shave  capi- 
tal of  739,20 U  an  annual 
rent  of  66,063/.  18«.  Od  or 
about  8/.  16«.  0|(/.  per  cent, 
per  annum. 


This  Account  is  ior  the  half 
year  ending  30th  June  1809. 


X  Shares  held  by  the  Londcm 
and  North-western  and  Man- 
chester, Sheffield,  and  Lin- 
colnshire Railway  Companies. 

§  Exclusive  of  a  ftirther  sub- 
scription of  14,650^  by  each 
of  the  two  above-named  Com- 
panies, and  1,899/.  17«.  lid, 
sundry  ^eipts. 


II  As  per  scheme  of  Arrange- 
ment between  the  Company 
and  their  Creditors,  prepared 
by  the  Directors,  in  exercise 
of  the  powers  of  "The  Rail- 
way Companies'  Act,  1867," 
confirmed  by  an  Order  made 
by  his  Honour  the  Vice- 
chancellor  Sir  Richard  Ma- 
lins  on  the  9th  day  of  May 
1868,  and  enrolled  in  Her 
M^esty's  High  Court  of 
Chancery  the  13th  day  of 
July  1868. 
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Authorised  Capital 

Stock  and  Share  Ci^tal 

NUIB  OF  COMPANT. 

By  Shares. '  By  Loans. 

1 

Total. 

Ordinary. 

Average 

Bate 
percent 

of 
Dividend. 

1 

Guaran- 

n«o— «#.w»^  teed  Rate 
Guaianteed.|^^j^j^. 

t    dend. 

Bate 
of  Divi- 
dend 
paid. 

Pre- 
ferential 

Presteip,    Clem,    and    Bishop's 

No  informi 

ition. 

£ 

£ 

I 

1         £ 

! 

Preston  and  Wyre 

668,000 

119,343 

787,343 

668,000 

11,  Ms.  2d 
in  per- 
petuity. 

— 

— 

— 

— 

RMitch  -           -           -           - 

1 
Worked  by  the  Midianc 

•^ 

Bedroth  and  Falmonth  Junction  - 

No  information. 

Bhondda    Valley    and    Hinrain 
Junction. 

135,000 

45,000 

180,000 

3,796 

— 

— 

— 

— 

1 

Bhymney    -        -           -           - 
Bichmond  and  Beeth 

862,000 
No  informi 

287,300 
ition. 

1,149,300 

190,976 

1 

90,000 

5 

5 

40,000 
72.320 
40,592 

1,658 
151,864» 

6,232* 

Bickmansworth,    Amersham,  and 
Ghesham. 

No  information. 

Binawood,       CkrUUhurch^       cmd 

Worked  by  the  London  ^ 

indSouth^i 

istem. 

Boss  and  Monmouth 

160,000 

53,000 

218,000 

30,468 









— 

1 

Leased  to  the  Great  Northern. 

1 

BjdeFier 

95,600 

35,000 

130,500 

58,922 

— 

— 

— 

— 

— 

Byde  Station 

No  information. 

Saffron  Walden   - 

Worked  bytke  Great  Eastern, 

St  iTes  and  West  Cornwall  Junc- 
tion. 

No  information. 

Worked  by  the  London  and  South-w 

estem. 

SaHMhay  and  YeovU 

Leased  to  the  London  and  South-western, 

1 

SaUibwy    RaUway   and   Market 
House. 

Worked  by  the  London  and  South-Wi 

estem. 

1 

Saundersfoot  Bailway  and  Harbour 

No  information. 

, 

Scarborough  and  THiitby 

No  information. 

Seaion  and  Beer 

Worked  by  the  London  and  South-to 

estem. 

bridge. 

Worked  by 

the  London, 

Chatham,  ai 

id  Dover. 

Serem   and   Wye   Bailway   and 
Canal. 

183,000 

62,66& 

245,666 

99,561 

H 

28,400 
1,600 

44 

4 

4i 

4 

18,535 

Severn  Junction        ... 

420,000 

140,000 

560,000 

— 

— 

— 

— 

— 

— 

Severn  VaUey      - 

Leased  to  the  Great  W 

estem. 

675,000 

225,000 

900,000 

191,480 
4,502t 

6 

4i 

385,650 

6 

6 

60,000 

Skropihire   Unkm  Baiiwayt   and 
Canal 

1 
Leased  to  the  London  a 

fuiNorth-wi 

stem. 

Sidmouth  and  Bndleigh  Salterton 

Applied  to  abandon. 

^ 

Sirhowy       -        .            .            - 

170,000 

56,633 

226,633 

105,000 

10 

— 

- 

— 

40,000 

Sittingboume  and  Sheemess 

1                    1                   1 
Leased  to  the  London,  Chatham,  one 

I  Dover. 

Somerset  and  Dorset 

1,177,000 

489,000 

1,616,000 

302,011 

175,880 
34,155 
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BeceiTed. 


Pre 
ferential 
Bate  of  I 
DiTidend. 


Rate  of 

'Dividend ' 

paid. 


Total 

Stock  and 

Share 

Capital 

received. 


Capital  raised  by  Loans  and  Debentore  Stock. 


Loans.        ^ 


!  1 

1 

flj 

«j 

M 

Debenture 

^ 

•s 

Stock. 

'S 

5 

S 

& 

& 

Total 
raised  by 

Loans 

and  by 
Debenture 

Stock. 


Subscrip 

tions 

to  other 

Companies. 


Brmx&kb. 


6 
5 
6 
5 
6 
5 


668,000^ 


25,143 

19,100 

4,800 

60,600 


3,796 
593,582 


45,460 
46,470 
53,070 


30,468 


58,922 


11,000 


6J 


5 


5* 


4i 


143,096 


631,682 


145,000 


512,046 


30,650 
1,250 


9,800 

19,300 

105,515 

3,000 

50,720 


48,300 


7,960 

328,710 

1,100 

500 

470 


5 

4 


5 

4* 


3 

4i 
4 


4i 

5 

6 

7 


35,565 


109,643 


777,643 


Leased  to  the  London  and  North- 
irestem  and  Lancashire  and 
Yorkshire. 


145,000 


3,796 
738,532 


11,000 


30,468 


69,922 


*  Calls  in  advance. 


31,900 


223,900 


48,800 


388,780 


174,996 


855,532 


6,000 


198,300 


850,776§ 


12,000 


This  •account  is  fbr  the  year 
ending  3lBt  Maroh  1870. 


tRecdyed  also  8,16U  Profit  on 
Sale  of  Forfeited  Shares,  and 
89/.  Os,  ed,  Literest  on  Calls 
over-due,  &c. 

X  Payments  in  advance  of  Calls. 


§  Add  to  this  amoont  326,068/. 
15«.  5(L  received  by  -way  of 
Advances,  repayment  of  which 
is  goaranteed  by  Directors. 


£  2 
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Authorised  Capital 


Name  of  Company. 


By  Shares,  i  By  Loans. 


Soath  Deyon 


"Dartmoath  and  Torbay 


1^ 


I  £ 

I  2,712^09 


175,000 


Launceston  and  South  Devon 


Moretonhampstead  andSouth 
Devon. 

See  also  the  <<  West  Com 
wall" 


South  Eastern 


London  and  Greenwich 


South  Essex  .         .  . 

South  Northumberland 

Southsea  ... 

South  Wales  and  Great  Western 
Direct. 

South  Wales  Mineral 


South  Yorkshire  and  River  Dun  - 
Spilsby  and  Firsby 
Stafford  and  Uttoxeter 

Statnes,  Wokingham,  and  Woking 
Stamfbrd  and  Essendine 
Stoku  Bay  BaUway  and  Pier 
Stonehouse  and  Nailsworth 
Stony  Stratford        ».         -         - 
Stourbridge  _  .  - 

StratJbrd-upon^Aoon 
Sunningdale  and  Cambridge  Town 
Swansea  and  Abeiystwith  Junction 


155^00 


105,000 


14,786,230 


760,000 


310,000 
60,000 


£ 
818,966 


58,300 


90,000 


35,000 


4,928,744 


233,833 


Stock  and  Share  Capital 


Ordinarv. 


Average  j 

Rate  I 

per  cent.  Guaranteed. 

of 

Dividend.  | 


Guaran- 1     Rate 
teed  Rate   ofDivi- 


of  Divi- 
dend. 


dend 
paid. 


103,300 
20,000 


No  information. 


1,800,000 


145,000 


600,000 


48^000 


£ 

£ 

3,531,17.'* 

1,498,300 

233,300 

71,044 

245,200 

149,180 

140,000 

101,731 

0,714,974 

5,168,129 
1,234,460 
Preferred 

1,234,460 
Deferred. 

993,833 

650,000 

413,300 

80,000 

— 

2,400,000 

— 

193,000 

10,930 
44,680 

^         i    ♦295,512 


3i 
6 

\08. 


2/.  149.  2d. 


5i 


Leased  to  the  Manchester,  Sheffield^  and  Lincolnshire. 


25,000 


8,333 


33,338 


25,000 


Leased  to  the  London  and  South-western. 

140,000  I        46,000  !      186,000  I      119,909 
Worked  by  the  London  and  South-western. 
Leased  to  the  Midland. 
No  information.  I 

Worked  by  the  Great  Western. 
Worked  by  the  Great  Western. 
Powers  expired. 
No  information. 


481,300 
t800,000 


n 


Pre- 
&rentiaL 


£ 

82,430 

403,795 


2,540 


2,742,951 
1,934,110 


209,987 


20,000 
57,294 


8,500 
15,000 
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STTMS  EBOEIVBD  IN  BESPBCT  OF  OBJDINARY  AND  PREFERENTIAL  CAPITAL,  &C.,  1869.  33 


BeodTed. 


Pro- 

ferential 

Bate  of 

Dividend. 


Rate  of 

Dividend 

paid. 


Total 
Stock  and 

Share 

Capital 

receiyed. 


Capital  raised  by  Loans  and  Debenture  Stock. 


Loans. 


^ 

IS 

i 

A 

Debenture 

A 

«M 

o 

Stock. 

*s 

3 

^ 

08 

^ 

Total 
raised  by 

Loans 

and  by 
Debenture 

Stock. 


Subscrip- 
tions 
to  other 
Companies. 


Rbmakks. 


5 


5 

4i 


5 


5 
4* 


2^81,027 


71,044 


151,720 


101,731 


13,595,410 


769,987 


5 
Nil. 


£ 

3,700 

60,895 

343,975 

16,380 

152,605 

50 

1,000 

57,250 

1,700 
21,390 
61,440 

35,000 


392,063 
228,592 

1,080,618 
258,923 

1,101,141 

192,600 
25,000 
10,000 


132,904 


46,700 
1,300 


25,000 


138,409 


21,000 


4 

4i 
5 

% 

5 

*1 


4 
4^ 

a\ 

4} 
5 

4 

H 

5 


£ 
130,860 
58,225 


67,980 

1,500 

1,770,619 


4 
5 


£ 
766,640 


58,300 


84,530 


85,000 


4,901,436 


227,600 


£ 
3,046,667 


tl29,344 


236,250 


136,731 


18,496,846 


987,587 


48,000         180,904 


21,000 


25,000 


159,409 


£ 
109,250 


E  3 


*Bent-charges  and  annuities. 


fAdd  to  this  amount  SO/,  re* 
ceived  for  surplus  lands,  and 
132/.  10«.  for  forfeited  shares. 


This  account  is  for  the    year 

ending  31st  January  1870. 
(Annuities. 


150,0002^  of  the  ordinary  stock 
being  raised  at  6/.  lOf.  per 
20/.  share  makes  the  nommal 
amount  861,540/.,  on  which 
the  dividend  of  2/.  14«.  2</.  is 
paid. 

60,000/.  of  the  preference  capital 
being  raised  at  16/.  lOs.  jper 
20/.  share  makes  the  nominal 
amount  222,520/.,  on  -which 
the  5  per  cent  is  paid. 


A  Warrant  granting  the  aban^ 
donment  of  this  undertaking, 
-was  issued  the  13th  June 
1870. 

The  Glyncorrwg  Coal  Company, 
Limited,  are  holders  of  4,375 
ordinary  shares  and  3,000 
preference  shares  in  the  rail- 
way, and  members  of  the  Coal 
Company,  as  individuals,  and 
persons  claiming  under  ^em, 
are  also  holders  of  3,316  pre- 
ference shares,  and  upon  these 
holdings  no  interest  has 
hitherto  been  received  or  paid 
by  the  Railway  Company. 


No  meetings  are  held,  nor 
accounts  published,  by  this 
Company.  The  Company  is 
in  Chancery. 
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Authorised  Capital. 


Name  op  Company. 


By  Shares.   By  Loans.       Total. 


Swansea  Yale 


TaffVale 


II 

1« 


Aberdare  - 

Cowbridge    - 
Dare  Valley 


Llantrissant  and  TafF  Yale 
Junction. 

Penarth  Harbour,pock,and 
^     Railway. 


Talacre  Pier  and  Harbour 
Talyllyn 

Tamar,  Kit  Hill,  &  Callington 
Tees  Yalley 
Teign  Yalley 


£  £  £ 

385,000  j      111,600  ;      446,600 


1,400,000  I      437,000 


I 
50,000  I        16,600 


No  information. 


r 


35,000 


11,500 


1,837,000 


66,600 


46,500 


181,000  I        60,000  '      241,000 


622,000  I      207,000  I      829,000 


150,000  50,000         200,000 


15,000 


5,000  t        20,000 


No  information. 


50,000  1        16,600  !        66,600 

I 
81,000  !        79,000         110,000§ 


ion      -J 


Teme  Yalley 

Tenbury  and  Bewdi^ 

Tendring  Hundred 

Tendring  Hundred  Extesmon 

Tewkeebwy  and  Malvern 

Thetfbrd  and  Watton 

Thorpe  and  Great  Clacton  Bail- 
way  and  Pier. 

Tiyerton  and  North  Deron  - 

Torbay  and  Brixham 


Tottenham  and  Hampstead  Jonc- 
tion. 


Tower  Subway     - 


350,000  I      116,000        466,000 
Worked  by  the  Great  Western. 
Worked  by  the  Great  Eastern, 
Worked  by  the  Midland. 


45,000 


15,000 


No  information. 

No  information. 
18,000 


610,000 


12,000 


6,000 


169,866 


4,000 


60,000 


24,000 


679,866 


16,000 


Stock  and  Share  Capital 


Ordinary. 


Average 

Rate 
per  cent. 

of 
Dividend. 


Guaranteed. 


I 


877,300 
139,620 


533,000 


I 

15,000  ; 


46,056 
19,510 


I 

Guaran- 1    Rate 
teed  Rate-  of  Divi- 


of  Divi- 
dend. 


dend 
paid. 


127,735  1 

2,523* 


50,000  10 


8,234 

— 

24,370 

— 

18,000 

— 

273,170 

— 

10,800 

— 

35,000 


73,826 


n 


Pre- 
ferentiaL 


£ 
73,640 
12,160 
17,800 

165^00 
66,775 
53^25 
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BAceived. 


fJ^^^i  I  Rate  of  !  Stock  and 
^r^  I^i^dendl      Share 

received. 


Dividend. 


paid. 


5 
5 

4 

5 
5 


/ 


6 
5 
4 

9} 
5 


£ 
233,858 


1,301 ,920t 


50,000 

35,000 

73,826 

533,000 


Capital  raised  by  Loans  and  Debenture  Stock. 


Loans. 


15,000 


46,056 
19,510 


8,234 


24,370 

18,000 

278,170 
10,800 


1  ^• 

^ 

1   1 

1 

a 

Debenture 

^ 

«M 

Stock. 

(M 

o 

o 

£ 
82,900 


160,266  i  4 
131,493 

72,414 
8,600 

23,810 


11,600 
1,750 
1,000 
2,250 


2,000 
9,500 

6,150 
6,850 


6,000 


58,300  5 


4,000 


4 
5 


u\ 


4iJ 


31,000       4 
24,000 
35,600 
80,000 
86,400        5 


Total 
raised  by 

lioans 

and  by 
Debenture 

Stock. 


40,417 


5,500 


£ 
82,900 


437,000 


16,600 

11,500 

13,000 

207,000 


£ 
316,758 


l,738,920t 


5,500 


6,000 

53,300 
4,000 


E  4 


66,600 

46,500 

86,826 

740,000 


Subscrip- 
tions 
to  other 
Companies. 


15,000 


46,056 
25,010 


8,234 


24,370 

24,000 

326,470 
14,800 


5,000 


*Paid  upon  original  shares  (for- 
feited). 


tLess:—  £ 

Capitalised  Interest-    78,000 
Discount         -        -    30,000 


Remabks. 


108,000 

Less  Premiums  1  £  s.  d, 
received  on  V  34,196  1  11 
shares  sold  -  J 


£73,803  18     1 


{Guaranteed  by  the  Taff  Vale 
Company,  who  also  pay  the 
Interest  on  the  Loans. 


This  Account  is  for  the  year 
ending  dlst  March  1870. 


I  As  modified  by  a  Scheme  of 
Arrangement  with  the  Com- 
pany's Creditors,  under  the 
**  Railway  Companies'  Act, 
1867,"  confirmed  by  and  en- 
rolled in  the  Court  of  Chan- 
cery, 22nd  November  1867. 


This  Account  is  for  the  half 
year  ending  dOth  June  1869. 


His   Account  is  for  the  half 
year  ending  80th  June  1869. 


Digitized  by 


Google 


36 


BAILWAYS  :— RETURN  OF  THE  AUTHORISED  SHARE  AND  LOAN  CAPITAL,  Al^D  OF 


Authorised  Capital. 


Name  of  CoMP-iirr. 


By  Shares. 


By  Loans. 


Total. 


Stock  and  Share  Capital 


Ordinary. 


ATerage 

Rate 
per  cent. 

of 
Dividend. 


Trent,  Ancholme,  and  Grimsby    - 


Uxbridge  and  Rickmansworth 
ValeofCrickhowell 
Vale  of  Llangollen 
ValeofTowy 


180,000 


113,000 


&        i  £ 

60,000  I      240,000 


37,300 
No  information. 
Worked  by  the  Great  Western, 


150,300 


60,000 


Victoria  Station  and  Pimlico        -        412,500 


Wainfleet  and  Firsby 

WaUitigford  and  WatHngtim 

Wantage  and  Great  Western  Junc- 
tion. 

Watjbrd  and  Rickmansworth 

Watlington     and    Princes    Ris- 
borough. 

Watton  and  Swaffham 

Weedon  and  Daventry 

Wellington  and  Drayton 

Wellington  and  Severn  Junction    - 

Wenlock 

West  Bromwich  and  Walsall 

West  Cornwall        -         - 


West  London 

West  London  Extension 

West  Norfolk  Junction 
West  Somerset 
West  Somerset  Mineral 
West  Sussex  Junction 
Weymouth  and  Portland 


Whitby,    Redcar,    and   Middles- 
borough  Union. 

Whitehayen,  Cleator,  and  Egre- 
mont 


Whitland  and  Taff  Vale 
Wilts  and  Gloucestershire 


18,000 


137,500 


78,000 


550,000 


&  1 
120,000  1 
60,000*1 


18,310 


54,882 


225,000 


No  information. 
Worked  by  the  Great  Western, 
No  information. 

Worked  by  the  London  and  North-western. 
No  information. 

No  information. 
No  information. 
Worked  by  the  Great  Western, 
Leased  to  the  Great  Western, 
Leased  to  tlie  Great  Western. 
100,000  33,300  I      133,300 


406,900  I      165,000         571,900 

1 

210,000     65,000  1   275,000 

555,000  I   185,000  |   740,000 

I         I 

Worked  by  the  Great  Eastern, 
Leased  to  the  Bristol  and  Exeter, 


346,900  2i 


116,000 


532,500 


76,000 


30,000 


Applied  to  abandon 


75,000 

250,000 
288,000 


25,000 

88,300 
95,600 


No  information. 


248,000 


81,000 


105,000 

100,000 

833,300 
388,600 

324,000 


42,500 


75,000 


240,000 


18,766 


Guaranteed. 


4i. 


10 


Guaran- 
teed Rate 
of  Divi- 
dend. 


Rate 
ofDivi-        Plre- 


dend 
paid. 


ferenttaL 


130,000 


39,000 


47,200 


32,500 


43,009 
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HeoeiTed. 


fca«ntial 

R«te  of 

Dividend. 


Bate  of 

Dividend 

paid. 


Total 
Stock  and 

Share 

Capital 

received. 


Coital  nused  by  Loans  and  Debenture  Stoek. 


Loans. 


^ 

. 

J 

1 

Debenture 

A 

•s 

Stock. 

^ 

■S 

s 

1 

& 

Total 
raised  by 

Loans 

and  by 
Debenture 

Stock. 


Subscrip- 
tions 
toother 
Companies. 


JlBMiiltffB, 


4J 


180,000 


27,390 
16,220 
16,390 


18,310 


54,882 


355,000 


8,480 
9,520 


385,900 


163,200 


532,500 


165,000 


'4 


5 


75,000 


75,000 


283,009 


18,766 


14,800 
^,110 
28,600 


16,100 


18,400 


850 
52,420 
42,330 


132,322 


60,000 


240,000* 


18,000 


132,322 


18,310 


72,882 


487,322 


4* 
4} 

5 


5,400 


6,600 


165,000 


76,510 


21,500 


25,000 


95,600 


550,900 


163,200 


60^,010 


96,500 


lOO/KM) 


878,609 


18,766 


aeioi* 


^Subscribed  by  the  Manchester, 
Sheffield,  and  Lincolnshire  and 
South  Yorkshire  Railway  Com- 
panies, -who  have  also  each 
advanced  25,000^  in  addition, 
and  which  is  not  included  in 
the  240,000^: 


This  railway  is  leased  to  the 
Llanelly  andLondon  and  North- 
western Bailway  Companies. 

Rented  by  the  London,  Brighton, 
and  South  Coast,  London, 
Chatham,  and  Dover,  and  Great 
Western  Bailway  Companies. 


This  Bailway  is  leased  to  the 
Great  Western,  Bristol  and 
Exeter,  and  South  Devon  Rail- 
way Companies. 

The  line  is  leased  to  the  London 
and  North-western  and  Great 
Western  Companies. 

The  Hne  is  used  by  the  Great 
Western,  London  and  Nordi- 
westem,  London  and  Sonth- 
westem,'and  London,  Brighton, 
and  South  Coast  Companies. 


Leased  to  the  Great  Western 
andLondon  and  South-west- 
em  Bailway  Companies. 
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Niiai  or  OMiPAinr. 


Antfioriied  Oapiiidk 


BjrShanB. 


By 


Total. 


Stock  and  Share  OBptal 


Ordinarj. 


Average 

Bate 
percent 

of 
Diyidend. 


Ghiamiteed. 


€hianui- 

teed  Bate 

ofDiTi- 

dend« 


Bate 

ofDiyi* 

dend 

paid. 


Pie. 

lerentiaL 


initahire 

WtiM^  .  - 

WiveiAoe  tmd  Bnghtimgiea 
Wolyeriian^ton  and  Walsall 
Worcester,  Bromyaidy  and  Leo- 


Woroeiter,    Dean    Fdrett,    and 

^oSoomontii* 

Wradiam  and  Ifinera       *        • 

Wiczham,  Mold,  and  C<mnali*8 
Qnay. 

BacUey  - 

WyeVaDey  - 


Total  Eitolahd  amdI 
Waum       -  -J 


£  £ 

No  infoimation. 


Workedhythe  Great  Weitem. 
Workedby  the  Oreat  EatUm. 


195,000 
SOO,OOD 

IMfiQO 


64,900 
66,500 

50,000 


No  Accounts. 


937,000 


90,000 


288,800 


80,000 


No  infoimation. 


870,880,715 


188,783,679 


859,900 
866,500 

800,000 


1,815,800 


180,000 


116,905 
— 108,875 

87,567 


868,588 
88,578 


504,558,894 


190,^88^50 


18,181,450 


IBfiOO 
90,000 


106,847,892 
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Bco6iv6cL 


Pre- 
ftfcotial 

tste  Off 
Dirideod 


Bate  of 
iDifideiid 


TolBl 

Stock  and 

.Share 

Gajntal 

reoeiTed. 


116^5 
108^75 

37^7 


837,583 
58,578 


817,S1S,59S  B8,800,707 


Capital  raiaed  bj  Loane  and  Debenture  Stock. 


dS,100 


116,550 
20,000 


A 


Debentose 
Stock. 


18,696 


30,759,559 


A 

o 


Total 


by 


and  l^ 

I>d>entiire 

Slock. 


88,100 


135,246 
^000 


IP 


SnbaenjH 

ti<»i8 

toother 

Omnpamea. 


RwfiWfu. 


149,005 
108,275 

87,567 


472,829 
78,572 


118,560,266  130,772,858  12,823,116 


F$ 
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BAHilTAYS :— RETTJBN  OF  THE  ATJTH0EI8BD  SHAKE  AND  LOAN  CAPITAL,  AND  OP 


SCOTLAND. 


Return  of  the  authorised  Shabe  and  Loan  Capital  of  each  Railway  Compant,  and  of  the  Sum 


"Same  of  Company. 


Authorised  Capital. 


By  Shares. 


By  Loans. 


Total. 


Stock  and  Share  Gk^ 


Ordinary. 


ATerage 

Rate 
percent 

of 
DiTidend. 


Guaranteed. 


Guaran- 
teed Bate 
of  Divi- 
dend. 


Rate 
of  Divi- 
dend 
paid. 


Pre- 

fereatiaL  1 


Aboifne  and  Braemar 

Afyth       - 

Arbroath  and  Forfar 

Ayr  and  Mayhole  Junction 

Berwickshire 

Btane  VaUey 

Brozbnm 

Bushy 

Caithness     -        - 

Caledonian 


£        I         £        I         £  £ 

Worked  by  the  Great  North  of  Scotland, 

Leased  to  the  Caledonian. 

Leased  to  the  Caledonian, 

Worked  by  the  Gkuyow  and  South-westem, 

Worked  by  the  North  British. 

Worked  by  the  North  British. 


8,000  2,600 

Worked  by  the  Caledonian. 


10,600 


Alyth       -        -        - 
Arbroath  and  Forfar    - 
Busby       -        -        - 


Glasgow,  Barrhead,  and  Neil- 
ston  Direct 

Glasgow,  Gamkirk,  and  Coat- 
bridge. 

Greenock  and  Wemyss  Bay  - 


Lesmahagow 
Montrose  and  Bervie 
Por^>atrick 


Callander  and  Oban 


No  information. 

17,965,515 

5,970,988 

33,000 

11,000 

250,000 

16,666 

105,000 

85,000 

275,000 

— 

156,355 

— 

150,000 

50,000 

105,700 

— 

70,000 

28,000 

652,000 

184,000 

600,000 

200,000 

23,986,503 


44,000 
266,666 
140,000 

275,000 
156,855 
200,000 

105,700 

93,000 

736,000 


4,734,434 
Caledonian 

830,000 
Aberdeen. 

600,000 
Scottish 
Midland. 

200,000 
Dundee  and 
Arbroath. 
1,112,122 
Scottish 
CentraL 

28,723 


184,350 


800,000 


4,544  — 


42,750  — 

150,000 
125,000 

156,355 
90,310 

60,000 
45,700 

70,000 
435,265 


194,652  — 


£ 

H 

4 
a  Us.  lOd. 

10/.  2*.  9d. 

156,355 
240,000 
1,141.333 
60,000 
595,547 
600,000 
125,000 
799,412 

8 

3 

6 

5 

4i 

3| 

3 

7 

u 

— 

— 

6 

40,000 

5 

— 

— 

— 

it 

8 

— 

— 

6 
5 

— 

— 

H 

— 

— 

— 

— 

— 

8 

6 
5 
4i 


150,000 

865,516 

1,430,600 

2,487,759 

159,369 

456,000 

136,826 

52,838 


2,950 


43,600 


30,000 
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SCOTLAND. 


received  in  respect  of  their  ORDiNABr  Capital,  on  Slst  December  1869. 


BeeeiTed. 


Pre- 

ferenlial 

Bate  of 

Drridend. 


Bate  of 

Dividend 

paid. 


Total 
Stock  and 

Share 
Capital 
received. 


Capital  raised  by  Loans  and  Debenture  Stock. 


Loans- 


7 

7 

6 

6 

5 

5 

H 

^\ 

H 

4 

4 

4 

H 

H 

8 

3 

4i 


4,544 


16,438,111 


31,679 

224,350 

86,350 

275,000 
156,855 
120,310 

105,700 

70,000 

435,265 


194,652 


500 

497,169 

45,053 

4,346,608 

58,539 

6,701 


2,200 
8,800 

5,100 


14,750 
2,300 
2,950 


8,606 

200 

25,586 


8,000 
11,500 

49,790 

3,340 

82,061 

11,000 

5,400 

1,600 


Debenture 
Stock. 


jj 


5 

4i 


41 


5 
4i 


3 
5 

2} 


5 

Bank 

deposit 

rates. 


£ 


543,461 


•a 


I 


Total 
raised  by 

Loans 

and  by 
Debenture 

Stock. 


5,498,031 


r^    CO 

ill 


Subscrip- 
tions 
to  other 
Companies. 


Bbhabks. 


4,544 


21,931,142 


11,000 

5,100 

20,000 


34,392 

19,500 
108,191 


42,673 
229,450 
106,350 

275,000 
156,355 
154,702 

105,700 

89,500 

538,456 


194,652 


P  3 


353,387 


This  is  for  the  year  ending  31  st 
January  1870. 


This  is  for  the  year  ending  7th 
March  1870. 

This  is  for  the  year  ending  3l6t 
January  1870. 


This  is  for  the  year  ending  31st 
January  1870. 


This  IS  for  the  year  ending  81st 
January  1870. 

This  is  for  the  year  ending  31st 
January  1870. 

This  is  for  the  year  ending  3l8t 
January  1870. 


This  is  for  the  year  ending  Slst 
January  1870. 


Digitized  by 


Google 


42 


BAILWAYS  : — BBTTJBN  OF  THE  ATTTHOBISBD  SHAEB  AND  LOAN  OAPITAX,  AND  OF 


-• 


Authorised  Capital 

Stock  and  Share  Cipital 

Namb  of  CoicPAirT. 

By  Shares. 

By  Loans. 

Total 

Ordinaiy. 

ATerage 

Bate 
per  06nt»  • ' 

of 
Dividend. 

Guaranteed. 

Guaran- 
teed Bate 
ofDivi- 
dend. 

Bate 

ofDivi- 

doid 

paid. 

1 

Pre-     ^ 
foentiaL 

CarlUU  and  SiOoih  Bay       - 

£                 £                 £ 

Leaded  to  the  North  British. 
1 

£ 

£ 

£ 

1 

Citj  of  Glasgow  Union     - 

1,110,000 

870,000 

1,480,000 

600,000 

— 

— 

— 

— 

%mil 

Dtende           -             •             -I 

Leased  to  the  Great  North  of  Scotia 

nd. 

1 

Dewm  Valley 

Workedhythe  North  BritiMh. 

1 
1 

Dingwall  and  ^ye 

400,000 

188,800 

588,800 

112,995 

— 

— 

— 

— 

1 

Dundee  and  Newtyle 

140,000 

— 

140,000 

82,990 

— 

— 

— 

— 

1 

Leased  to  the  North  British. 

1 
1 

Esk  VaUey 

Leased  to  the  North  British. 

1 
1 

Findham            ... 

Worked  by  the  Highiand, 

1 
1 

Forth  and  Qyde  Junction 

192,000 

64,000 

256,000 

106,373 

— 

— 

— 

— 

58,78S 

4,520 

16,480 

Girran  and  Portpatnek  Junction 

250,000 

88,800 

388,800 

—    • 

— 

— 

-- 

— 

Gkugow  and  MUngavie  Junction  - 

Worked  by 

the  North  I 

ritish. 

Glasgow  and  Bouth-weatern 

6,015,100 

1,708,400 

7,7ia,500 

599,950 
8,181,740 

H 

156,250 
668,110 

5 

5 

5 

568,548 

286,000 

25/)00 
71,8W* 

"Ayr  and  Maybole  Junc- 
tion. 

34,500 

10,500 

45,000 

34,500 

H 

— 

— 

— 

— 

l|t|1 

.iCJmamock  and  lYoon  - 

95,000 

— 

95,000 

40,000 

H 

— 

— 

- 

OloMfow,  Barrhead^  and  NmkUm 
mrecU 

1 
Leased  to  the  Caledonian. 

1                   1 

Ghugow,    OamMrk^    and    CktaU 
bridge. 

Leasedtoi 

heCaiedonU 

tn. 

Great  North  of  Scotland     - 

2,554^443 

864,919 

8^19,362 

862,655 
106,416 

2J 

mfi9o 

248,484 

18,810 
482,050 
218,030 

r  Abqyne  and  Braemar  • 

66,000 

22,000 

SSfiOO 

88,250 

1 

— 

— 

— 

- 

1 

Deeside      - 
Deefide  Extension  - 

140,250 
80,000 

48|400 
26,600 

183,650 
106,600 

116,227 
79,644 

3* 

— 

— 

— 

28,825 

^Morayshire 

.    189,700 

46^8 

186,188 

57,887 

— 

— 

— 

— 

55,840 

Greenock  and  Ayrahire 

500,000 

166/M)0 

666,600 

850,000 

— 

— 

— 

64,578 

Ore 

eno 

c*  and  Wemyu  Bay 

Worked  bi 

ftheCaiedm 

luni. 

; 
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BeoeiTed. 


Pre- 

lerential 

Bale  of 

DiTidoid. 


Bate  of 

Dividend 

paid. 


Total 

Stock  and^ 

Share 

Oapttal 

reedred. 


Caintal  raised  by 


and  Debenture  Stock. 


Debentnre 
Stock. 


Total 
raised  by 

Xioans 

and  by 
Debenture 

Stock. 


•a  'S'"S"2 


Sabscrip' 

tions 

toother 

Companies. 


810^13 


107,780 

4,800 

22,700 


5 

HiiijOBnsi. 

4 


5 
5 
4* 


112,995 
82,990 


186,155 


5 

5* 

4 
4 


5,502,462 


84,500 


40,000 


46,164 

15,536 

2,800 


120,788 

8,600 

1,854,779 

21,000 

67,200 


7,000 

8,100 

400 


l/.ll«.OdL 
5 

U8«.0dL 


2,217,585t 


88,250 
140,052 

79,644 
118,227 

414/»78 


2,500 
102,117 

38,147 
320,891 

87,408 
309,596 


— «00 
21,700 

2e;155 
20,245 

1^,632 
4,668 

100 

—600 

5,780 

81,050 

600 

88,886 
82,118 


4 


Ji 


3 

4 

H 

5 


5 

4 

4 


5 
6 

H 
4* 


52,943 


11,915 


135,280 


64,000 


1,625,305 


10,500 


860,074 


22,000 
48,400 
24,800 
38,180 

115,949 


945,743 


112,995 
82,990 


250,155 


7,127,767 


45,000 


40,000 


8,077,609 


60,250 
188,452 
103,944 
151,857 

680,527 


F4 


803,500 


28,151 


15,000 


This  is  for  the  year  ending  8l8t 
January  1870. 


This  is  for  the  year  ending  dUt 
Attgust  1869L  . 


This  is  for  the  year  ending  8l8t 
Jannary  1870.. 


This  is  for  tibe  year  ending  3l8t 

Jannary  1870. 
*  Calls  in  adyanoe. 


This  is  for  the  year  ending  31st 
January  1870. 


This  is  for  the  year  ending  2nd 
Angost  1869. 


This  is  for  the  year  ending  8l8t 

January  1870. 
t  Of  this  amount,  47,061i:  4*. 

has  been  issued  in  security, 

and  held  for  Guarantors'  Ob- 

MgatioDs. 


This  lite  the  year  ending  31st 
January  1870. 

This  is  for  the  year  ending  3l8t 
August  1869. 

This  is  for  the  year  ending  81st 
August  1869. 

This  is  for  the  year  ending  80th 
September  1869* 


This  is  for  the  year  ettding'81st 
Januaiy  1870. 
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RAILWAYS  : — ^EETUEN  OP  THE  AUTHOBISEli  (JHABfe  AND  LOAN  CAPITAL^  AND  OP 


Namb  of  Compant. 


AotlKmsed  Capital. 


By  Shares. 


By  Loans. 


Total. 


Stock  and  Share  Gapifal 


Ordinary. 


ATerage 

Bate 
percent 

of 
Dividend. 


I        I 

I 

iGuaran-,    Rate 
Q^^^tefedfiate  rfDivi. 
^'"""'™*^  of  Dm-      dend       feientiiL 
dend.        paid. 


Pw- 


Highland 


FSndhom 

XSmarmoek  amd  T\mm 

LeA 

LeTen  and  East  of  Fife 


Mammm  amd  Benie 

Newport 
North  British 


iBerwi^thire 


:3 

n 


BSaae  Valley 


Caififile  aad  SDo&  Bay 


DeviaTalky 


£ 

2^79,000 


9,000 


£        !  £ 

700,880     2,979,880 


8,000 


12,000 


£        I 
1,034,035  I 


8,962 


Leasedtotke  Gitugow  and  Somtk-westem, 
Work&ibytke North  BHUmL 


130,000 


43,800 


173,500 


Letued  to  the  CaUdamiam. 

Worktd  b^  the  C€dedomaM. 

WcriM  b^  the  Gnat  North  of  SeoilamL 


37,000 
85,000 


A^fiOO 


17,008,085 


130,000 


15,300 
7,408,607 


61,300 
124,416,692 


43,300^ 


173,300 


75,000  25,000  100,000 

I                     I  I 

240,000  [  25,000  |  265/100 

100^000  i  25,063  |  125,063 

•  250,000  I  83,000  (  333,000 


I 


EdLTalky 


GlaiKW  a»d  IChigme  J« 


27,000 


9,000  36,000 


Lesfie 


30,000  lOgDOO 


47fiO0  14^500 


40,000 


€1,500 


2,758,932 

98,222 

1,327,266 


126,487 


32,990 
163,139 

39,748 
189,000 


22,796 


2f 


9 


14,727  — 


18,720 


—  55,000 

—  ,      391,591 

—  ,  1,388,848 


2,950 
450,000 


6 

H 
5 

4 


I 

6 

5 

H 

4 


£ 

895^ 
lOO^O 


44,130 


56S^9 
i      IMjPOO 

i2,50MM 
2,4M,57J 

1 

46^1 
691,581 , 

44,160.' 

«,»: 

47^ 

1»^, 


80,810 
75,000 

€0^ 


5        !       -       I     -  - 


f,liO 
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reraitud 

Bate  of 

DiTidend. 


Bate  of 

Diiidend 

paid. 


Total 

Stock  and 

:  Share 

Capital 

reoeiTed. 


Capital  raised  by  Loana  and  Debenture  Stock. 


Debentore 
Stock. 


a 


Total 
raited  by 
Loans 
and  by 
Debenture 
Stock. 


Ill 


SQ' 


a 


Subscrip- 
tions 
to  other 
Companies. 


Ill-I 


BUMARKS. 


6 

5 


5 
5 


6 

6 

jmnv 

*i 

4 

? 

6 
6 


4i 
5 

4 


5 

NiL 


6 
5 

4 

m. 

Nil. 
5 


£ 
2,117,540* 


8,96S 


116,180 


18,190,267 


126,487 


68,200 
288,189 

99,748 
189,000 

14,727 

18,720 

81,916 


2610U 


£ 

4,627 
504,801 

4,600 
185,971 


J, 750 


14,870 

9,000 

18,980 


4,000 
1,800 

1,400,368 
769,198 

1,688,554 
4,000 

1,045,687 


8,760 
11,400 

6,100 
11,800 


8,800 


7,800 
17,179 


81,800 
10,000 
22,650 

7,710 
1,290 


9,880 


13,300 
850 


.1 


n 


3 


41 
5 


4i 

5 


4i 

4 


150 
560 


45,000 
122,147 
589,758 
400,679 
611,077 

47,894 


4 
4i 


3* 

4 

4* 
5 

4 
5 


£ 
700,709 


£ 
2,818,249 


£ 
30,000 


1,750 


10,712 


37,800 


158,480 


6,624,612 


19,814,879 


489,054 


88,060 


159,547 


8,200 
24,979 


68,950 


9,000 


9,880 


18,650 


71,400 
268,118 

99,748 
252,950 

28,727 

28,550 

45,566 


This  is  for  the  year  ending  28th 

February  1870. 
^Including   524,000^  issued   in 
security. 


This  is  for  the  year  ending  8l8t 
August  1869. 


This  is  for  the  year  ending  81st 
January  1870. 


This  is  for  the  year  ending  81st 

January  1870. 
fBecdyed  in  adyance. 


This  is  for  the  year  ending  31st 
January  1870. 

(This  sum  has  been  reduced  hy 
240iL,  being  20  years'  purchase 
of  a  ground  annual  of  12t  a 
year  granted  by  the  Company, 
and  which  fidls  to  be  deducted 
from  the  Loan  Capital  accord- 
ing to  23  &  24  Vict  c  106. 
s.  5. 

This  is  for  the  year  ending  81st 
January  1870. 

This  is  for  the  year  ending  81st 
March  1870. 

This  is  for  the  year  ending  81st 
January  1870. 

This  is  for  the  year  ending  81st 
January  1870. 


This  is  for  the  year  ending  31st 
January  1870. 


This  is  for  the  year  ending  81st 
January  1870. 


This  is  for  the  year  ending  8l8t 
January  1870« 
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BAILWATS.: — fiBTUBN  OV  THE  AtTTSOKISBD  SHAKE  AKD  U»AM  CAFEEAJi,  AJO)  (NP 


AaHhotwed  Cti^itML 

Stock  and  Share  Capital 

Nams  cur  CoKPAirr. 

By  Shares. 

By  Loans. 

Total. 

Ordinary. 

ATerage 

Bate 
percent 

of 
Dividend. 

Gnaiantaed. 

Gnaran- 
teedBate 
of  Divi- 
dend. 

Bate 
of  Divi- 
dend 
paid. 

Ph>. 

KveotiaL 

North  Brithly— omfriivec/. 
Peebles 

£ 
97,000 

£ 
82,000 

£ 
129,000 

£ 
70,000 

6J 

£ 

_ 

— 

£ 
27,000 

Port  Carlisle  Dock  and  Bail- 
way. 

70,600 

73,537 

144,137 

70,600 

H 

— 

— 

— 

- 

St.  Andrews  • 

27,000 

7,000 

34,000 

21,000 

6 

— 

— 

— 

- 

P«s6&t 

LeoMcd  to  the  North  BriUsk, 

Port  CarlitU  Dock  and  RaUwajf  - 

Lea$edtothe  North  British, 

Port  Patrick 

SL  Andrews 

Worked  by 

the  North  British. 

Solwsy  Jnnetioa 

380,000 

126,600 

506,600 

224,760 

— 

— 

— 

— 

60^000 

Sutherland 

210,000 

70,000 

280,000 

90,665 

— 

— 

— 

— 

Total  Sootlamd    -    £ 

63,143,248  '  18,742,793 

71,886,041 

21,767,881 

— 

6,865,396 

— 

— 

16,055,795 
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Recdred. 

Capital  raised  by  Loans  and  Debenture  Stock. 

Total  Stock  and  Share 
Capital  received    and 
Capital  raised  by  Loans 
and  Debenture  Stock. 

Snbscrip. 

tions 

toother 

Companies. 

i 

Pre. 

feiential 

Bate  of 

Dividend. 

Rate  of 

Dividend 

paid. 

Total 
Stock  and 

Share 
Capital 
received. 

Loans. 

Deb«Drt|cre 

Stock. 

A 

1 

Total 
raised  by 

Loans 

luidby 

Debentoie 

Stock. 

1 

£ 

£ 

£ 

£ 

£ 

£ 

1         5 
1 

5 

97,000 

8,850 
28,150 

4 

— 

— 

32,000 

129,000 

— 

This  is  for  the  year  ending  31st 
January  1870. 

1 

— 

70,600 

— 

— 

73,537 

3 

73,537 

144,137 

— 

This  is  for  the  year  endmg  31st 
January  1870. 

\- 

21,000 

5,300 

4 

5,800 

26,300 

This  is  for  the  year  ending  31st 
January  1870. 

5 

— 

284,760 

400 

100,277 

14,220 

5 
6 

— 

— 

114,897 

399,657 

— 

— 

— 

90,665 

53,812 
6,100 

5 

— 

— 

69,912 

150,577 

— 

This  is  for  the  year  ending  31st 
August  1869. 

— 

— 

44,689,072 

18,994,167 

2,448,621 

— 

16,442,788 

61,181,860 

1,714,092 

G2 
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4i8  BAILWAYS : — ^ESTIJEN  OF  THE  ATJTHOEISSD  SHAJBE  AXTD  LOAN  CAPITAL,  AKD  OF 


IRELAND. 


Bbtubn  of  the  authorised  Shabb  and  Loak  Capital  of  each  Railway  Coxpakt,  and 


Name  of  Ck>]iPA]nr. 


Aathoris«d  CapitaL 


By  Shares. 


By  Loans. 


TotaL 


StodL  and  Shan  G^ 


Ordinaiy. 


ATerage 
Bate 

percent, 
of 

DiTidend. 


Guaranteed. 


Guaran- 
teed Rate 
of  Divi- 
dend. 


Bate 
of  Divi- 
'  dend 

paid. 


fte- 

Kfc&tnL  1 


Athenrj  and  Ennia  Junction 

Atkemry  (md  T\um 
Banbridge  Extension 

Bambridge  JuMdum 

Simbridgep  Luimm^  amd  Bewail  - 

BdHut  and  Ck>iint7  Down 


£ 
230,000 


£ 
76,600 


£ 
806,600 


£ 
95^0 


Lea$ed  to  the  Midkmd  Great  Wettem  oflrdamd. 


90,000 


80,000 


130,000 


51,114 


iMUed  to  the  DMm  and  Bdfiut  Jhmetkm, 
LeoMedtothe  Ukter. 


516,000 


Bdfltft  and  Northern  Ooimtiea 


111 


^"^ 


Oankkfergiia  and  I^me- 


Londooderry   and    Cole- 
raine. 


BdftatOential 

BeUksty  Helywood,  and  Baogor  • 
Bray  and  Enniakeny 
Carriei/ergmM  and  Lane     - 
CeainU  Irtkmd  Baiiwase  Com- 


910,000 


185,000 


825,775 


450,000 


800,000 


166,666 


828,883 


41,500 


262,763 


150,000 


169,000 


681,666 


1,238,888 


166,500 


588,588 


600,000 


469,000 
Powers  expired* 

WoHbdd  Uf  Ae  Biifitat  amd  Nortkem  Qmaike. 
See  JSOanqr  JimcfiaR  <bmI  Waierfiwd  ami  Cemtral  Inkmd. 


285,950 


557,827 


82,781 


822,385 


189,548 
68,772 
in 
adranoe. 

182,806 


GkoBid,  Lbmoie,  aad  Dngarfin 
CoriL  aad  Bandon 


dark  and  Khnale  Jnnetioii  * 
Oar*  amd  Kimeak  Jmmetiom 

Cork  amd  LmaickDirtel 


No 
838/)00 


88,000 


426/)00 


No  inftnnation. 

Worked  bjf  the  Cork  amd  Bamdom , 

I 

Worked  hjf  tke  Great  Somikerm  amd 

{  t 


175,241 


Weiierm  ofireiamd. 


£ 
86,590 


220,600 


160,000 
134,500 


79,220 


48/)00 
29,595 
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8T7HS  EECEIVBD  IN  BISFSCT  OF  OSDIKAEY  AKB  PSEPSKENTIAL  CAPITAL,  &C.,  1869.  49 


IRELAND. 


of  ibe  Sums  received  in  respect  of  their  Obdinart  Capital,  on  Slst  December  1869. 


Beochrcd. 


Pre- 
ferential 
Bite  of 
lend 


Bate  of 

Diyidend 

paid. 


Total 
Stock  and 

Share 

Capital 

reoeiyed. 


Capital  raised  by  Loans  and  Debenture  Stock. 


1 

1 

s 

Debenture 

s 

"^ 

Stock. 

'S 

& 

(3 

Total 
raised  by 

Loans 

and  by 
Debentore 

Stock. 


^33p 


165  3 


Sabscri^ 

tions 

to  other 

Companies. 


Bbmarks. 


5 

4i 


4 

H 


£ 
182,010 


51,114 


5 
4i 


467,600 


4 


4 


852,887 


82,731 


322,885 


208,815 


211,528 


252^834 


£ 
76,600 


9,000 

16,790 

685 

8,450 

128,799t 


22,622 

1,450 

179,908 

5,000 

56,575 

18,650 

5,825 

2,500 

30,185 

60,000 
95,768 
68,089 
33,175 

100,000 


38,000 


8,646 
6,782 
1,000 

46,500 
1,200 

11,575 


n 


4 
4: 


Jt 


5 

4 
8 

H 


6 
5 


285 


£ 
76,600 


158,724 


284,485 

38,510 
257,027 

100,000 

38,000 


75,703 


G8 


£ 
258,610* 


51,114 


626,824t 


25,704 


« Received  also  312/.  5s.  lOdl, 
Interest  on  Calls,  and  145/. 
Calls  paid  on  Forfeited 
Shares. 


The  affiurs  of  the  Company 
have  been  in  bankruptcy 
since  11th  April  1865. 


t  Also  reoeiyed  on  Forfeited 
Shares  22,260^  14<.  6</.,  and 
7,798/.  6«.  Sd.  for  Interest  oi 
(Ms  in  arrear,  &c. 

%  Treasury  Loan. 

This  is  for  the  year  ending  3lBt 
January  1870. 


1,136,812 

121,241 
679,412§ 

803,315 

249,528 


12,500 


328,587 


§Beoeiyed  also  on  Forfeited 
Shares  58,065^  19«.  Id,,  In- 
terest on  Calls  5,242/.  1 U.  3d. 
and  167/.  5s.  9d.  fbr  sundries. 


I  4  per  cent  declared,  fbr  which 
Defi^predWarrants  were  issued. 
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RAILWAYS : — BBTTJBN  OP  THE  XVTEJOBJSJSD  SHAKE  AKD  liOAN  CAPIXAIi,  AJSTD  67 


Naice  or  CoMPAirr. 


Aathorifled  Capital 


By  Shares. 


By  Loans. 


TotaL 


Cork  and  Macroom  Direct 


Cork,  Blaekrock,  and  Passage 


Downpatrick  and  Newry     - 

Dow^[MUiick»  Dnndnan,  and  New- 
castle. 

Dublin  and  Antrim  Junction 

Dublin  and  Bahin^ass  Junction  - 


Dublin  and  Bel&st  Junction 


Banbridge  Junction 


Dul4in  and  Drogheda 


DuMin  and  Kmggtoum 
Dublin  and  Meath 

Dublin  Metropolitan  Junction 
Bailways. 

Dublin,  Bathmines,  Bathgar, 
Boundtown,  BatbfJmdianiy  and 
Bathcoole. 

Dublin  Trunk  Connecting 

Dublin,  Wicklow,  and  Wexford  - 


Dublin  and  Kingstown 
Dundalk  and  Greenore 

EtmUkilkny  Bundoran,  <md  SUgo  - 

Fermoy  and  Lismore 

Fhm  VaO^         -  .  - 

Great  Northern  and  'Western  qf 
Ireland, 

Great  Southern  and  Western  of 
Ireland. 

Cork  and  Idmerick  Direct    - 


120,000 


133,000 


50,000 


48,380 


No  information. 

1 
60,000  {        30,000 


120,000 
180,000 

873,500 

60,000 
953,000 


40,000 
60,000 

891,150 

20,000 
817,888 


170,000 


176,830 


80,000 

160,000 
240,000 

1,164,650 

80,000 
1,870,888 


Leased  to  the  Dublin,  Wickhw,  and  Wexford, 


Stock  and  Share  Capital 


Ordinary. 


Average 

Bate 
percent. 

of 
Dividend. 


Guaranteed. 


75,806 


118,340 


32,760 

60,184 
4,841 


873,500 


22,128  I 


658,988  1         5 


841,000 


150,000 


Applied  to  abandon* 

I 

Applied  to  abandon. 


879,000 
1,445,000 

il50,000 


93,000 
480,983 

110,000 


491,000 


872,000 
1,985,938 

460,000 


Worked  by  the  Irieh  North-western, 

No  information. 

Worked  by  the  Irish  Norik-^oestem. 

Worked  by  the  Midtand  Great  Western  oflrdand. 


183,155 


86,194 
550,000 

850,000 


Guaran-     Bate 
teed  Bate  of  Divi- 


of  Divi- 
dend. 


dend 
paid. 


Pre- 
ferential.' 


H 


3J 


5,709,940 


100,000 


680,965 


88,000 


6,840,905 


188,000 


4,116,980 


71,875 


118,600 
94,886 


H 


4 


4* 

4 


6,500  I 


17,800 


43,175 


68,710  / 
182,850 


800,000 
541,955 


1,889,100 


11,850 
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Beoeired. 

Capital  raised  by  Loans  and  Debenture  Stock. 

Total  Stock  and  Share 
Capital  received  and 
Capital  raised  by  Loans 
and  Debenture  Stock. 

Snbscrip- 

tions 

toother 

CoD^onies. 

Pre- 

fereotial 

Bate  of 

DiTidend. 

Bate  of 

Dividend 

paid. 

Total 

Stock  and 

Share 

Capital 

received. 

Lotti. 

1 

Debentore 
StodL. 

1 

Total 
raised  by 

Loans 

and  by 
Debenture 

Stock. 

I 

5 

5 

1 

82,306 

2,500 
26,250 

5,150 
16,100 

£ 

— 

£ 
50,000 

£ 
132,806 

£ 

V 

118,340 

831 

1,200 

38,500 

1,400 

200 

4 

42,131 

160,471* 

Thia  is  for  die  year  ending  dOth 
April  1870. 
^Received  also  814/.  Bonas   on 
Shares  re-issoed,  and  836/.  U. 
Forfeited  Shares. 

1- 

— 

82,760 

— 

— 

— 

— 

— 

32,760 

— 

This  is  for  the  year  ending  31st 
January  1870. 

i  - 

— 

60,134 

— 

— 

— 

— 

— 

60,134 

— 

4,841 

"" 

4^1 

" 

A  warrant  for  the  abandonment 
of  this  undertaking  was 
granted  by  the  Board  of  Trade 
on  the  5th  January  1870. 

873,500 

75,150 
37,350 
67,350 
33,800 

4 
5 

8,100 
32,180 

4 

4i 

248,930 

1,122,430 

41,526 

5 

5 

39,928 

5,000 
5,100 
7,250 

? 

— 

17,350 

57,278 

— 

5 

5 

902,923 

1,800 
106,320 
123,818 

8,540 
«4,000 

4 

4i 

4 

4} 

5 

45,222 

4 

289,700 

1,192,623 

19,822 

6 
5 

■ 

— 

318,115 

— 

— 

10M94 
23,012 

4 

124,506 

442,621 

86,194 

86,194 

6 
5 

6 
5 

1,291,955 

148,042 
50,485 
24,750 

228,293 

4 
5 

750 

44 

452,820 

1,744,275 

' 

— 

— 

350,000 

70,000 

4 

— 

— 

70,000 

420,000 

— 

This  is  fbr  the  year  ending  28th 
Fdiniary  1870. 

^__ 

• 

• 

No  meetingB  of  this  Company 
are  held  nor  aocoonta  pub- 
lished. 

4 

4 

5,446,080 

63,995 
17,010 
10,000 
133,419 
14,500 

4 
41 

383,105 

4 

572,029 

8^18,109 

4 
4 
4} 

5 

5 

83,225 

4,200 
21,600 

5 

7,200 

5 

33,000 

116,225 

— 

G  4 
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RAILWAYS :— EETTJBN  OP  THE  ATJTHOEISED  SHARE  AND  LOAN  CAPITAL,  AND  OP 


Name  of  Cokpant. 


Authorised  Capital. 


By  Shares. 


By  Loans. 


TotaL 


Stock  and  Share  Ci^Hal 


Ordhiary. 


Average 

lUte 
percent 

of 
Dividend. 


Guaranteed. 


6naran< 
teed  Rate 
of  Divi- 
dend. 


Bate 
of  Divi- 
dend 
paid. 


Irish  North-western 


Clones  and  Cavan  Ex- 
tension. 

I  rEnni8killen,Bundoran,and 
^        Sligo. 


^11 


Rnn  Valley 

Londonderry   and  Ennis- 
killen. 


KUkamy  Junction 

Letterkenny  -  -        - 

Limerick  and  CasUc'ConneU 

Limerick  and  Ennis 

Limerick  and  Foyna 

limerick  and  North  Kerry  Junc- 
tion. 

Lcndondeny  and  CoUraine 

Londonderry  and  EwmkUUn 

Londonderry  and  Loogh  Swilly   - 

Midland    Counties   and  Shannon 
Junction. 

Midland  Great  Western  of  Lfeland 


111 


'Athenry  and  Tuam 


Great     Northern     and 
.    Western  of  Ireland. 


Navan  and  Eingscourt 

Newry  and  Armagh 

Newry  and  Greenore 

Newry,  Warrenpoint,  and  Bostrevor 

Portadowny  Jhatgannon^  and  Omagh 
Junction^ 

Bathkeale  and  Newcastie  Junction 

Sligo  and  Ballaghaderreen  Junc- 
tion. 

Southern  ... 

Ulster  -  .         -       - 


-5 


Banbridge,  lisbum,  and  Bel- 
fast 


Portadown,  Dnn^annon,  and 
Omagh  Junction. 


£ 

880,000 

£ 
800,000 

£ 

1,130,000 

70,000 

— 

70,000 

450,000 

149,900 

599,900 

80,000 

20,000 

100,000 

455,000 

150,000 

605,000 

£ 
171,420 

27,887 

45,714 

48,650 
129,800 


Worked  by  the  Watetfird  and  Central  Ireland 


Worked  by  tke  WaUrfird  and  Limerick. 
Workedbythe  Waterford  and  Limerick, 
Worked  by  tke  WaUrfbrd  and  Limerick, 
No  inibrmation. 

I 

Worked  by  ike  B^aet  and  Northern  Counties. 
Leaaed  to  tke  Irisk  Nortk^weetem. 


105,000 
115,000 

2,750,000 


90,000 
524,000 


26,200 
88,800 

1,403,967 


30,000 
174,000 


No  information. 


408,120 


No  accounts. 


120,000 


78,000 


89,900 


Leased  to  tke  Ulster. 


181,200 
158,800 

4,153,967 


120,000 
698,000 

486,120 
159,900 


34,489 
61,410 

2,157,175 


61,818 
381,908} 

50,050 
99,925 


Worked  iy  tke  Water  ford  and  Limerick. 


50,000 

16,600 

66,600 

231,000 

77,000 

808,000 

1,200,000 

809,000 

1,509,000 

150,000 

49,000 

199,000 

470,775 

156,185 

626,960 

5,459 

86,458 
1,000,000 

78,785 
252,050 


1» 


84 


-§ 


£ 
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BeeeiTed. 

Capital  raised  by  Loans  and  Dd>entare  Stock. 

Total  Stock  and  Share 
Capital  received    and 
Capital  raised  by  Loans 
and  Debenture  Stock. 

Snbscnp- 

tkios 

toodier 

Companies. 

* 

Pre. 
feKDtial 
Bate  of 
Dividend. 

Bate  of 

DiTidend 

paid. 

Total 

Stock  and 

Share 

CiVital 

lecetyett. 

Loans. 

1 
1 

Debenture 
Stock. 

"S 

o 

s 

Total 
raised  by 

T/>aT<f 

and  by 
Ddientore 

Stock. 

BWffiTTB 

5 



£ 
641,694 

51,066 



£ 

238,017 

— 

£ 
289,083 

£ 

930,777 

£ 

4 

— 

65,532 

— 

— 

— 

— 

___ 

65,532 

— 

5 

— 

145,714 

85,000 

5 

— 

— 

85,000 

230,714 

— 

This  is  fbr  the  year  ending  3l8t 
March  1870. 

\ ' 

6 

55,140 

17,683 

H 

— 

— 

17,683 

72,823 

— 

5       ' 
5 
5 
5 

1 

5 
5 

NiL 

455,000 

10,000 
350 

21,000 
600 

15,700 

5 

2,100 
27,400 
72,229 

it 

149,379 

604,379* 

*  Beedved  also  68,684iL  fbr  Foiu 

feited  Shares,  5,843i:  2«.  Ad. 

Interest  on    Calla,  and  42/. 

7<.6d  Transfer  Fees, 
t  And  1^  per  cent  on  aoeoant 

of  arrears. 

'     _ 

meetings  of  ihe  Company  are 
held,  nor  accomlB  puMidied. 

— 

— 

34,489 
61,410 

19,600 
100 

5 
5 

— 

19,600 
100 

54,089 
61,510 

— 

This  is  for  tiie  year  ending  3l8t 
January  1870. 

5 

5 

2,457,175 

423,887 
5,620 

178,175 

190,080 
1,200 

210,796 

4 

^ 

4 
4} 

5 

77^16 
201,611 

4* 

1,289,185 

3,746,360 

a 

— 

— 

61,818 

30,000 

5 

— 

— 

30,000 

91,818 

— 

TUs  is  lor  the  year  eiidii«  25tii 
Maidi  1870. 

6 
5 

6 
5 

514,838 

104,199 
21,000 
12,000 

4 
5 
6 

137,199 

652/)37 

tExdnshre  of  5,6922.  Calls  in 

arrear. 
§3|  on  274,2502.  and  3^   on 

113,350/. 

5 

— 

154^7 

78,000 

5 

— 

— 

78,000 

232,987 

13,575 

6 

— 

119,925 

500 
38,500 

4 
5 

— 

— 

39,000 

158,925 

— 

— 

— 

5/159 

— 

— 

— 

— 

— 

5,459 

— 

— 

— 

86^8 

— 

— 

— 

— 

— 

86,458 

— 

4* 

H 

1,147,675 

130,242 

73,300 

2,000 

32,450 

4 

4:- 
4- 
4i- 

53,885 

4 

291,377 

1,439,052 

91,887 

4 
5 

— 

114,661 

500 
47,200 
,  1,800 

— 

— 

49,000 

163,661 

— 

5 

5 
4* 

364,125 

14,500 
15,091 
45,693 
1,746 
48,817 

8 

4 

3 

125,847 

489,9721 

IBeodved  also  2,8671  8c For- 
ftited  Shares. 

96101. 
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BAILWAYS  : — BETUEN  OP  THE  AUTHOEISED  8HAEE  AND  LOAN  CAPITAL,  AND  OP 


Antborifled  C^iitaL 

Stock  and  Sbare  Capital 

Naitr  of  CoHPAinr. 

By  Shares. 

By  Loans. 

TotaL 

Ordinary. 

Average 

Bate 
percent. 

of 
Dividend. 

Guaranteed. 

OiutfaB-  '   Bale 
teedBate  ofDM- 
ofDiri.       dend 
dend.        paid. 

Pre-      ' 
ferential.  , 

1 

Waterford  and  Central  Ireland     - 

£ 
450,000 

£ 
179,500 

£ 
629,500 

£ 
250,000 

— 

£ 

— 

— 

196,885  > 

Central  Ireland  Railways 

110,000 

36,600 

146,600 

— 

— 

— 

— 

«. 

Kilkenny  Junction      - 

214,000 

70,600 

284,600 

60,675 

— 

— 

— 

40^ 

Central  Ireland  Railways 

110,000 

36,600 

146,600 

— 

• 

— 

— 

— 

— 

Waterford  and  Limerick    - 

1,010,000 

344,700 

1,354,700 

501,500 

i 

859,700  ' 
91,200 

1 

1 

lamerick  and  CaBtleconnell 

25,000 

8,000 

33,000 

16,835 

_ 



... 

... 

1 
7,780 

Killaloe  Extension     - 

44,500 

14,833 

59,833 

36,878 

.-» 





_ 

^^ 

id  by  the  Waterfi 
Limerick. 

Limerick  and  Ennis 
Limerick  and  Foynes 

150,000 
175,000 

75,000 
43,800 

225,000 
218,300 

84,401 
97,038 





^ 



12,325 

28,487 

1 

Bathkeale   and  Newcastle 
Junction. 

No  informj 

ition. 

Waterford  and  Tramor«   - 

58,000 

19,350 

77,350 

48,000 

n 

— 

— 

— 

10,000 

Waterford  and  Wexford    - 

830,000 

110,000 

440,000 

— 

— 

— 

— 

— 

— 

Waterford,  New  Boas,  and  Wex- 
ford Juiction. 

330,000 

110,000 

440,000 

— 

— 

— 

— 

— 

West  Cork           -           .          - 

Noinfomu 

ition. 

Total  Ireland 

25,118,610 

7,714,606 

32,828,218 

14,787,002 

— 

206,825 

— 

— 

5,650,302 
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ReceiTcd. 

Capital  raised  by 

Loans  and  Debenture  Stock. 

Total  Stock  and  Share 
Capital    received    and 
Capital  raised  by  Loans 
and  Debenture  Stock. 

Subscrip- 
tions 
to  other 
Companies. 

Remabks. 

] 

Pre- 
ferential 
Rate  of 
Dividend 

Rate  of 

Dividend 

pud. 

Total 

Stock  and 

Share 

Capital 

received. 

Loans. 

1 

1 

Debenture 
Stock. 

1 

1 

Total 
raised  by 

Loans 

and  by 
Debenture 

Stock. 

1 

6 

2} 

446,885 

£ 
41,024 
23,211 
27,443 

5 
6 

61,484 

5 

153,162 

600,047 

£ 
8,750 

This   is    for  the  year 
25th  March  1870. 

ending 

1: 

— 

101,455 

6.5,958 

5 

— 

— 

65,958 

167,413 

This    is    for  the  year 
30th  April  1870. 

ending 

5 
4 

5 
4* 

952,400 

49,352 

500 

18,650 

53,013 

154,185 

30,100 

2,200 

3,000 

3J 

4 

500 

5,000 

10,000 

500 

4 
4* 

327,000 

1,279,400* 

51,812 

♦Received  also  23,799/. 
Forfeited  Shares. 

• 

ISs,  on 

5 

— 

24,615 

4,000 
1,500 

5 

6J 

— 

— 

5,500 

30,115 

— 

— 

— 

36,878 

12,333 

Si 

— 

— 

12,333 

49,211 

— 

5 

— 

96,726 

19,551 

8,100 

47,200 

3i 

5 

6 

— 

""■ 

74,851 

171,577t 

— 

fAnd  7,415/.  10*.  6d. 
feited  Shares. 

on  For- 

5J 

2 

125,525 

22,092 

600 

20,600 

3* 

5 

6 

43,292 

168,817 

2,500 

5 

5 

58,000 

500 

17,850 

1,000 

5 
4f 

— 

— 

19,350 

77,350 

— 

— 

— 

20,644,129 

4,934,524 

— 

1,296,390 

— 

6,230,914 

26,875,043 

268,076 

H  2 
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PART  II. 


TRAFFIC,    &c 


Return  showing  the  Traffic  in  Passengers  and  Goods  upon  the  Railways 
in  England  and  Wales,  Scotland,  and  Ireland,  during  the  Year  ended 
31  St  December  1869- 
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58     railways: — return  showing  the  traffic  in  passengers  and  goods  during  the  year  I869. 


ENGLAND  AND  WALES. 


EETUEN  showing  the  Traffic  in  Passengers  and  GrooDS  upon  the 


NAME  OF  COMPANY. 


1 


I 


PASSENGER   TRAFFIC. 


NxnOEB  OT  PA6SBV6EB8 

coiryxTED  (exchuiye  of  Seafion 
and  Periodical  Tickets). 


I 


It 
ll 


I 


li 

n 


GOODS 
TRAFFIC. 


I 


I 


NTTKBBROFlOLEg 
TRAVELLEDBT 
TRAINS.  1 


I 


Aberdare    ------- 

Jbingdou 

Anglesey  Central       -         -         -         - 
Ayleabnry  and  Buokini^iam     -      .         - 

Baia  amd  DoigeOf 

Berks  amd  ffanis  ExtgHfion         -  -  . 

Birikenhsad 

Btrmhtgham^  Wolwrhampton,  and  Stomr  VdOeg  - 
•Bishop's  Castle  .  .  .  . 

Biiikop'tWaWUm         .  .  .  . 

Blaekpool  and  Lytham  .... 
BlythandTyne  ..---- 
tBodmin  and  Wadebridge  .  .  -  . 
Boure(m'<m4he-W(Uer  -  -         -  . 

Breoon  and  Merthyr  Tsrdfll  Junction 
Bru^port  -  -  -  -  - 

Bristol  and  Exeter 

Bristol  and  Portishead  Pier  and  Railway 

Bristol  amdSotUhWatet  Union        .        .       .       . 

Bristol  Port  Railway  and  Pier  -  -         . 

Briion  Ferrjf  Floating  Bock 

BuekinghamMkire  ..... 

Bucklsg  -  -  -  -         -         - 

Cains  -         .  .         - 

Cambrian  - 

Omnodt  Mineral 

Carmarthen  and  Cardigan      .  .         -         - 

Camarronshire  *  ... 

Cheshire  Lines  Committee  ... 

CkeaisrandHohfkead  ... 

Oockermonth,  Keswick,  and  Penrith 
Ookitester,8UmrVaaei/»  Sudbury,  and  Haittead    - 
Ool^paTd,Momaumth,Usk»andBontifpool    - 
Colne  Valley  and  Halstead         .... 
ComwaU  -  -  -  -  - 

CorwenamdBaia 

Cowbridgs         • 

Cowes  and  Newport         .         -  -  - 

Cromford  and  Hif^  Beak  .  .  -  - 
Cmstai  Palace  and  South  London  JuneOon 

IktreVaUeg 

Dartmouth  and  Tor^  .         .         -         . 

Denbigfa,Rathin,andCorwQn  .         .         . 

J)eoon  and  Comwatt  .  .         .         . 

Bowlais 

JBeui  LincolnMre 

JBastSomersst 


Tbns, 


Leased  to  the  J^  Vale. 
Worked  bn  the  Great  Western. 

18    |.  -|- 

No  information. 
Workedbti  the  Great  Western. 
Worked  by  the  Great  Western, 
Vested  jointly  in  the  Great  Western  and  London  and  North-Westem, 
Loosed  to  the  London  and  North-Westem, 
SeeNote. 
Worked  by  &e  London  and Souih-Westem, 


Tons, 


68.2M 


8 

S8 

14 
Worked  by  the  Great  Western, 

ei    I      5,205        13,203      255,430 
Leased  to  the  Great  Western, 


188.428 
896,048 


155 


17MM 


1,064^790 


165,346 
992,724 


6 
806 


Numbers  not  given 


27S347 


1,682,564 


434 


WorkMibyt 
180    I    40,7 


Worked  by  the  Great  Western, 
(In  Chancery) .    **  No  Accounts. 
Workedbythe Great  Western, 
Leased  to  the  London  and  North-Westem, 
Worked  by  the  Wre^Aam,  Mold,  and  Oonmah*s 
the  Great  Western, 
40,715      110,810     880^68     1,081,408 
Leased  to  the  London  andNorth  Western, 

229,782 
1674M6 
1.007,765 
See  the  London  and  North-Westem, 

82    I  10,856    I     46,940  I     52,808       106,618 
Leased  to  the  Great  Bastem, 
Leased  to  the  Great  Western, 


19 

10,524 

2^707 

196,501 

20 

3,814 

23054 

141,478 

49 

50,424 

159,828 

789,018 

579386 


96,700 


19    I      4^438       11,465       88,609 

66    I     82,066      196,869     848,881 
Worked  by  the  Great  Western, 
Worked  by  the  2^  Vale. 

5    I    16,028       65397  I     15^80 
Leased  to  the  London  and  North-Westem, 
Worked  by  the  London,  Chatham,  and  Dover^ 
Workedbythe  Tc^Vdle, 
Leased  to  the  South  Devon, 

19   I      9344       19^778     180,677 
Worked  by  the  London  amd  South-western, 
No  information. 
See  the  Great  NorO^em, 
Worked  by  the  Great  Western, 


8 
128 


21 


111366 


14^622 


6O379 


20,488 


Not  classified 


86370 
164,466 


129376 

867380 
Mixed. 


4a;m 


40427 
SII3OO 

80396 


S28A14 


228,604 

896,661 
44356 


204^1 


em. 


86^0 


i36.esi 


2S340§ 
2613«« 

60.981 


Mixed. 


204^069 


28387 


Mixed. 


40311 
112.782 


79341 


711^ 

66^610 
65,667 

150,227 


40,511 
31»,801 


78,641 


•  The  Revenue  of  tiie  Com] 
Castle  Railway  Company  and 


in  the  hands  of  a  ReceiTer  aiqwinted  by  the  Court  of  Chancery  in  a  cause  Griffin'and  another  t.  tbeBi>bop> 
',  the  Aooounts  of  Traffic  caonot  be  given. 
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ENGLAND  AND  WALES, 


Kailways  in  England  and  Wales  daring  the  Year  ended  51st  December  1869. 


RECEIPTS  (GBOSS)  FBOH  PASSENGER  TRAFFIC. 


BacsiFn  vrox  PAssEvoaRS. 


as 


I 


ii 


o  d  u 


■3 


I 


^1 


RECEIPTS  (GBOSS) 
FROM  GOODS  TRAFFIC. 


I 


I 


I 


I 


NAME  OF  COMPANY. 


£ 


Notdaoifled 


815 
1,802 


8»911 


2,664 
22,333 


24 
751 


Notdassifled 


1.017 


SOp.4/1  109A96 


hOJM 


572 


4^6 


2,062 


SIS 
7|06B 


11,654 

778 
1.787 
6»687 


868 

19^484 


8,264 


54,510 


4^48 
5,821 
15,904 

2,951 


li413 
26454 


3,440 


8,603 
28,797 


9.970 

217,802 
6,067 


819 


86 


810 


Notdaarifled 


1.048 


8,870 


£ 


s,m 


65,488 

5,408 
8.106 
28,120 

9,668 


2,779 
58^416 


MM 


228 


119 
1,364 


25,064 
112 


5,795 


6,517 

528 

320 

3,600 

500 


280 
8»182 


906 


£ 


8,757 


1,561 


3,622 


80 


30,191 


10,486 


9,943 
50 


3,400 

188 
210 


862 


14 
5,580 


28^ 


10 


74^405 

6,209 
8,686 
81,638 

10,262 


8,082 
87428 


4|868 


6467 


10,8! 


12,205 


85480 
Mrehndie. 

•nd 
Minetmb. 
6,763 

1468 

63,669 


7,211 


3,017 
21,826 


2.460 


197 


179 


476 

5,615 
Mixed. 


7,391 


166 
9i782 


398 


81,666 
667 

33,080 

28,910 


26484 


5,866 


10.867 


374 


1,384 


3456 


92,174 
965 

46,761 

142,645 


68,705 

6^986 
7,199 
56^461 

18^486 


£ 

£ 

• 

5,913 

118 

3,736 

934 

128,299 

98 

1.122 

1,908 

68,105 

11.632 

406,486 

1,044 

7,929 

1 2,793 

146,903 

1,24/7 

14,442 

86 

15370 

1,855 

88.444 

666 

29364 

287 

7387 

1345 

98475 

55 

^418 

235 

1M19 

Jberdare. 

Jbinffdon, 

Anglesey  CentraL 

Aylesbmy  and  BncTring^am. 

Bala  and  Dotgellif, 

Berks  and  Hcmtt  ExUmion, 

Birkenhead. 

BimUngham,  Woloerhamptan,  and 

Staur  Vattev, 
Bishop's  Castle. 

Bishop's  WaUham. 

Blackpool  and  lytham. 

Blyth  and  Tjno, 

Bodmin  and  Wadebridge. 

Bonrton-on-ihe-WaUr, 

Brecon  and  Merthyr  Tydfil  Junc- 
tion. 
BridporL 


t  This  is  ftnr  the  half  year  ending  81st  December  only. 

§  Including 


108^220     5315       28,910     142.645       11.632       406.486    Bristol  and  fixeter. 

Bristol  and  Portishead  Pier  and 

Railway. 
Brietol  and  South  Wcdee  Union, 

Bristol  Port  Railway  and  Pier. 

BrUon  Ferry  Floating  Dock, 

BuckinghamaMre. 

Buokley, 

Oalne, 

Cambrian. 

Vannoek  Mineral. 

Carmarthen  and  Cardigan. 

Carnarvonshire. 

Cheshire  Lines  Committee. 

Chester  and  Holyhead. 

Cockermonth.       Keswick,      and 

Penrith. 
Colchester,  Stowr  Valley,  Sudburv, 

andHalstead. 
CoiUford,   Monmouth,    Usk,   and 

171  980        4418  287  7387    ColnTViSl^'and  Halstead. 

862        7314       20,702        1345         98475 1  ComwalL 

Corwen  and  Bala. 

Oofcbridge. 

Cowes  and  Newport 

Oromford  and  Eigh  PeaL 

Crmtai  Palace  and  South  London 

Junction. 
Dare  Valley, 

Bartnumth  and  Tarba/y, 

41317  235        1M19    Denbigh.  Ruthin,  and  Corwen. 

Beoon  and  CormoaU. 

Dowlais. 

Bast  Linoolnshire* 

Bast  Somerset. 

H^^'  ^  JLS^^  Includes 7«. General  Interest  Account, as  l^ Company's  Act,  1868. 
7390  Mixed  Goods  and  Passengers  Trains.  ^^ 
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NAME  OP  COMPANY. 


Stw,  BaddenKam,  and  SiOUm 
BttAtramdQndiiiom    - 


FanMBS 

Gsrito*  AttJ  £«mrpool 

BUmcmAeratndDeoMTartti 


PASSENGER  TRAFFIC. 


CdMTET^D  (exclusire  of  SeaBoa 
And  Periodic]^  Ticketii). 


5 


i 

s 

3 


P 
=  fi 
II 


5 

I 


"a -3 


ITorftAi  6y  a«  Omit  ir#te0ni. 
IToHM  6y  a«  IftdZoiMi. 

Woried  bp  ike  Great  WeeUm. 
14 


^StaSSS^  "Ooleh«rt«.  SIMT  Vallty.    ^ 

EMMra.**  **  9«llk<oa  WaMea,"  **  Tendfinic  HaadiM, 
^^ItedxW  Haadral  Exftettrioa/'  "Tyrttaabain  aad 
HaSSSSu- ^^Wert  NaSk>   -  Wiwahoe  aad 
BrightliBSwa.") 

QreiitKorilieni 
(ladadi^tbe 


US    I     59^088     111,274       €88,4M 
Inekided  i»  Ckeekire  Lmee  CommUtee. 
Leaeed  to  ike  Great  Wetter*. 
871  1,878^06  s,9eo^2»  7fim;m 


8^758 


;!s£S. 


Great  NorikqfJSmglaud^aarenee,  and  SarOepool 
Jmnetiom. 


^Bala  uiJ    Dolrellri 


**  Bttt*  «^  Bjmtt  tii«i*»M,       -  -   -      ^  ^  ^ 

tjMa,"  "  BfitBo  » wry  no«lii«  PoA."  "  C*l?^" 
^■C«ldbi^M«iaiwlli«  l?*k,  taA  pMiMal.^  -v  e«v. 

■■  F»rkt»£J<in,'  ^-Forwt  of  Dmh   C^otwJ,"  '^  t..ivat 
Western   Ulil   R«*ltfflTd+"  **  L«jTOift«t*T  «lfl    kir.j- 

^^^^^  *  V»k  of  LlMSDltea,"  -  Wfclftwf-rt 


7»ka88 


zjm^m 


4^378,915 


Leaeed  to  the  Kortk^JSaatem. 


USSfl 


Great  Weetem  and  Brenffittd 

HdmmeremiAamdCitwJnmetion 

Ma^UldaudSLMbane 

Her«ftvd.H^f,iiidBreooQ      - 

HomeaeOe 

Hoyteke         .         -         - 

Heiliam  and  AUeDdale 

BmUamdSeOg 

IdeoTWi^     - 

XeitfUegaudWoriaireaeg 

Kmdaiamd  Windermere 

XentOoaet 


tjmjm 


6^538,975 


14^541340 


v^mjM 


8,7SSJ84 


120 


4399 


8361 


GOODS 
TBAFFia 


1 


NUMBER  OF  MILBS 

T&A  YELLED  BY 

TBAIN8. 


Tene.       Tone, 


l,l29gBM  VffiJlO 


Leaeed  to  Oe  Great  Weetenu 
Veeted  mike  Great  Weetem  and  Metropolitam, 
Worked  bfOe  Great  Korikem. 
Ml-         •    -         -  Nvmben  no4  sfren 

Not 

Numbcn  no4  s 


LeaeedtoOeNoi 


1 

1 


Mixed 


4a063M 


S38MM 


7.7SS3» 


70328 
386^497 


S317.790 


4^971341 


ijHiewdiire  ud  Yorkdiire 
LaneawtiT  and  Oeriiele 
Latuteeelon  and  South  Demm 


U   I    583U  I  918^915 
Worked  bf  the  JOdtand. 
Leaeed  to  ^ke  London  and  Kortk-Wa 
Worked  bfOe  London,  CkaAmm,  and  Doner. 
Worked  bp  the  JGdiand. 

4S    |t»ia38S  1 4^094^88 
Leaeed  to  ^keLondem  and  Kori^Weeleru. 
Worked  bfOeaomADeeon. 


10»47«3a6 


i  Worked  6y  fl«  Great  Weetem, 


U^ewd  and  OHadoQ  ... 

(Indadiw  tte  LttkoB^  aad  I.0M  Uika  CtaaaL) 

LUteard  and  Looe  Union  Canal      .       -       • 

UandW  Raflvaj  ^  Dock         ... 

(ladadias  Mf  tkm  Vale  af  T)of«7.) 
XlM^oBni  and  Cbneoi  ... 

LUmirieeantandtkfgraieJuntiien      - 
Llywi  and  Oipnare        .... 
Loudon  and  BlaekwaU       .         .  .  - 

London  and  Greemcick     -        -        - 

*  Incladins  pavoelL 


"I- 


I  I 

j  Worked  bf  ike  Liekeard  and  CaradUm. 

I     n        IMSsI     S13«5t    M387 
'•  Workedhff  ike  Great  Wedem. 
\  Workodbg^teTegVeieJ. 

99    I         OM;       MSsj     1U744 

XgaiMrf  to  ike  aonfh  Bawttm. 


8^487 


1838S       17»774 


i31MB7  S.4I937* 


11M98 


16394 


1C394 


91377 


4^798399 


MhcBd 


73»3tl'u^«l^ 


7W» 
71MM 


7,lliS« 


H3M 


83n 


1B398 


tAfter 


Mixed 


I  ii  ftr  tte  year  ending  SUt  J 


I73SB 


181388 


974M 


j 
90^ 

iir^ 


%P^ 


174881 


9IM6* 


*U* 
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BECBIFTB  (GROSS)  PBOH  FAS8ENGBB  TBAPFIC. 


Rbgeitts  vsox  Vabsbsqxsb. 


IS 


E     S 


Eh 


I 

5c 


H  i 

O  « 


RBCEIFTS  (GROSS) 
FROM  GOODS  TRAFFIC. 


i 


I 

iS 
p. 


So 


Si 

ofOQ 

go 


gd 


gs 


NAME  OF  COMPANY. 


Nofedassified. 
7^f  fl^472     25,124      819 


'19Shfi04  876;S0B  396.121  41,785 


aOOaSQ  81^961 


MM  66  06^762 


25M25  27;S6» 


629,800  31,778 


6^86 
41,640 


90ti,S<5r> 


l^Qism 


166,265 


Not  classiflecL 


Not  classified. 


4,089 


218,288 


1,251 


45 


11,099 


476,147 


1,559 


121 


715 


62,949 


13,086 


2,588 


287 


4^155 


78,066 


94^648 


182,038 


8,004 


008 


15,903 


657 


913,644 


72371 


16,133 


2.699 


710 


933 


21,412 


10,093 


54,409 


5486 
46,728 


1,003,347 


907,520 


2,006^433 


*4^244 
34,682 


751,608 


t7253a4 


1,031,556 


1.706 


70,643 


47,591 


6^382 


24^772 
192,204 


169,069 


437,669 


1,013,260 


29,016 
t228,442 


991,220 


1,811,064 


2,109,198 


2,745 
12,402 


144,588 


45,321 


46,450 


36^947 
287,572 


2439,106 


9,163,926 


4^161,081 


m»,  Baddenham,  and  StOUm, 

ElyVdUey, 

Evesham  and  JBeddiieh. 

Sxeter  and  CredUon. 

Faringdon, 

Festiniog. 

Fumess. 

Oardon  and  lAoerpodl, 

OUmcester  and  Dean  Forest 

Great  Eastern. 


Great  Northern. 


Great  North  cf  Snaland,  Clarenee, 
.  and  Hartlepool  Junction, , 


Great  Western. 


47 


8,612 


983 


16^607 


9,915 

1,909 
1,771 


633 


53 


In  Mer< 
ohandise 


091 


1,105 


10,548 

2,653 
2,876 


229 


27 


530 


19,889 

8,613 
20,013 


6,521 


813 


17,156 


2,699 


1,043,368 


Mixed 


18,380 


8,319 


33,072 


14^218 


655 


408,566 


81,806 


29,240 


1,48^991 


14,213 


60,431 


87,660 


76,266 


2,896 


6,795 


3,747 


2,653,293 


16.608 


73,882 


Great  Western  and  Bren^fbrd, 

Siammeremdth  and  City  Junction. 

Ha^flOd  and  St,  Albans, 

Hereford,  Hay,  and  Brecon. 

Homcastte, 

Hoylake. 

Hexham  and  Allendale. 

Butt  and  ^dby. 

Isle  of  Wight 

Keiffhlegand  Worth  VaUey. 

Kenda  land  Windermere, 

Kent  Coast, 

Kettering t  Thrapstone,  and  Bunt' 

ingdon. 
Lancashire  and  Yorkshire. 

Lancaster  and  OarUsle. 

Launceston  and  South  Devon, 

Leominster  and  Kington. 

Liskeard  and  Caradon. 

Liskeard  andLooe  Union  Canal, 
Lhmelly  Railway  &  Book. 

Llangollen  and  Corwen, 

LUantrissant  and  Toff  Vale  Juno* 

tion, 
Llynvi  and  Ogmore. 

London  and  BlackwaU, 

London  and  Greenwich, 


r  These  flgnr^  are  ov^j  for  tl^ree  months,  tnm  Ist  October  to  81st  December:  the  milb 

Company's  acoQunts,  who  theq  work< 


lease  for  the  previous  nine  montl^s  is  induded  in  the  Mid-Wa^ 
kedfthisUi^e,  '  ^^ 
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NAXB  OF  OOMPANT. 


PASSXNOSB   TRAFFIC. 


oovTSTXD  (ezdufliTe  of  8cMon 
andPeriodioaTicketo). 


I 


I 


P4 
6 


I] 


iS^< 


'IC. 


KUXBBR  OF  lOLBS 

TR^YBLLSD  BY 

TRAINS. 


I 
I 
I 


(lA«lHLi:D]r  thi  "*  UtirfdnthMUL,  WDlTrrhun^n,  Mid 
Siiffttr  Vdiley,  "  *  BucUttE^flfnibin, "  *  C^miek 
Mtaienl*  ** Obwter  ud  Hetj^bpid  Mid  RmM  -•," 
**CRirrall»ri  tad.  livfe  Feair    "K^blA]  Aiai.  Wn  .itr- 

"  8hr<n^^    UnjoB,"  '*  Waifivd    ^-^  ■•- 

worn.*  lialf  of  tii«  "Blrk«iib«Ai  ■," 

"  Lodlo*  M>d  Owhill-'^Shreiwln -:  r»- 

frtri,"  •*T«nimjT,*'  "  VaJstrf  iWy"  hifn  i-im,  ^i  the 
''  W«^  Loudt^   And  "  Wwt  Laadan  Eiitauoo."  » 

London  and  Soath-Wertern       .         .        .        . 
(iMtadiiif  the  -  BUmp^  WehhuB."  «  Deron  and 

"Mid  HMt>,*"'Biiigirood/a»irtA«wh,madBoui5e 
mmAr*^6^UbuT  mad  Donei.-  •  SeliONBry  mad 
YeorU,**  "SelialMvy  Railwav  end  Mmrket  HeiMe," 
**8eataB  MHl  Bear-  "SteW  WoWB|hMn.  and 
Wokfauc.'*  *'  Stokee  Bay  Baflway  mad  Pier/  half 
the^erinoath  mad  Port]mad,''mad  part  of  the  "  Weat 
Loadoa  ExftcukMi.'') 

London.  Bri^toii,and  Booth  Oowl^     -_,',,    ; 
(ladodiac  part  of  the  **  Yietorim  Statkm  aad  PlaUao  " 
mad^^Wert  Loadoa  Ezteaakm.-) 
London.  CIttUiam,  and  Dover 
(laeladiBit  the  **  CrrMal  Pdi 
Jwetioa,"  **  Kent  boMt,"  **. 
St.  Ma^aCFaar),"  *  Servioal 
bridM^  **  SisSaRibenM  and 


jr. 

1.477 


B»7eMss  B/nijni 


SatloaandPliiiliea*) 

Londonderry  (ScriMMB  to  gnnderiM>d) 

( Private  Fiepeftj.) 
London,  TDbory,  and  Soattiend 


Lowmtqft      - 
Xiidlow  MMl  Om  JERB 
I^rwtiiyfaii 


MandMitor  and  IClflnd 


,  and  linoolnalikv  •      - 
I  Totkahire  aal  RiTer  Dn.'O 


6S7  VMkOW 


S5l 


e;«ift,si4 


1.7«^013 
1.M8.76S 


u4Be 


4JSMjm 


tfiKJsm  12.188^  ^ 
1.7M,9B7  .114H867 


No  infonnaftion.  { 

tf  I  -         -I  -         .  I  •  .    -      Nmnben 

LMrndtofkeOraatBrnUm, 
WcTl»dh$ik»LomdonondNoHk'WmUrnam 
Worked  bf  ike  Limdom  amd  ScmO^Wtdtm, 
WorhBdh9  Oa  Onat  BemUm, 


U.MMa 


lfi,06IM81 


Span 


%rt7 


^578 


U«,0SO         1193S5 


8.56B 


2Vmm. 


Pndodod^ 

in 

General 

Mel^ 

ebandiae. 


notfiwn 


Tons, 


nMlMiUJBSiM^fiJBm 


unsjm 


4jBfnjaM\jmm 


Sjn2.SS5 


tMMBl 


MmekttUr,  Bmxitm, MMoekAmiMidtamdtJfmdion^  Leased  to  ffkeL(md(m  and  Ntnik-Wettern  and MWamd,amd  worked  bg  ike 

\94&JBSl     8H551     53234m  ,    SJOl^H  |      1.814  |  -  -     -  -  |  V7S.1S4  HTUJIS 


9»Mt  ifliar 


SU»6tt  UB;i« 


^liSJ^ 


151.974 


151S7« 


iSHsr 


Joint  Propertwqfl^' London  and  Korih-Weeiern'' and*' Mmnckesler,S»^ffieU^andLuH}ct^^ 


MarypoitandOHlUe 

JMKtfliMiJIf* 

Xfltronolitan     •       •        -      • 

(SSSiBg  tiie  *«  XetrepoBiaB  and  81.  John's  Weed/' 
-Mol£b|iobtaBl>Mnet,"and  half  the  **HamiMr- 
arnlth  and  Otj  Jaaelian.-) 


MeiropoUiamamdSLJskm'e  Weed  - 

MeiropoiUemDkiriei 

UidBmUe 

MULKent  {Jfromliv  to  SL  Manfe  Crag) 


Midland  .  .  .  .  - 

[InehidlBf  Ihe  "  Et««Juuii  uwI  Kedditi^."  "  Kfifhley 
uhi  Worth  Yb11«j."  "  KffrurjTtK.  Tlimp*i*;(i»^  a  ad 
U«nliaiffd«^"  "  atuMibnUf ,  Ruj^^hv  MmUecl..  &Bd 
MWimfr  J  wlkM^"  '  JdMlu^  and  ihavth-Wwitm 


"  TfMHT^  and  1 

&Dd  **  Dtli7  ui  Ilkl|3r  ^  JoiM  4JWBL) 

JBdtandaiKiJutoni      - 

mdland  Ooanttes  and  Soofli  Walei 

Mid-Walei 

mMd  -  -  -         . 

Monmovthddre  Railway  and  Oual 

Jfiij  jjualaaqufnatf  wriif  ITiraf'  rnrrn 

Mowddwy 

Jfndk  ITwrfoek  anrf  8emi  n  JwmcHon 

Mmmiwkk  and  Methd  Jiftoi 

NealhandBraeon        .         .         • 

Nevpovt  PiipmD 


Workedbf^e  Great  Weetem. 

41  I    1S37S       68.70S 
Workedhw^Oreat 

Notcbonlled 


I 


IfiMM  I      MU» 


8fl;8e8»791 


IFori^  6y  Otf  JMr«fM>liton. 
Worked  h9  ike  MeiropoUtan. 
Worked  hff  ike  London  and  ScmO^Wettem. 
Leased  to  ike  London,  CkaOtam,  and  Dover. 
M7  |M»Ui9  SJS4B^648  .10.880^043    15,B67.dM 
I  I  I 


Worked  bg  ike  Great  KorAem  and  Midland, 


7 
46 


7A8S 


§11^067 


North.] 


qailifcl  the  *«QvMitN«Hh  af  Tnalari. 
aad  nwtlin  Ml."  a^  the  *  ttiB  andBrtly. 


80^M7 
Worked  bg  Gke  Great  Western. 
SI  I    17.4IS  I     »l,7»       897.3W 
itoikeSomtkDseon. 
Noinltarmatkm 
Werkedtfffke  Great  Western. 
'  I  Worked  Ay  Atf  (TrMf  Weetem. 
'  \       3S  I  -         -    •         -    Nmnbcrs  not  ghren 
•  I  No  inlbrmataon. 

i      173JM      9i8.MS       888JB85:    UtSjMD 
1.27S     7H9U  linf^SW     8.««un6  ;  11.944JS15 


u» 


8M01 


80   Lj88B^iO 


mfin 


104bSS3 


1.KMIS,  137^ 


803M 


CjB6i»4B^741.8& 


ywc 


u^re 


Mixed 


i7jn6 


180478    lliTM 


UUlol  ittJMA 


9Sjm^' 


108471     Sli^ 


17.41* 
74ft«8 


8!^ 


Ift3« 


5»«iUMjt4<M* 


l#«Ii«KWN 
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BEGEIFT8  (6BOS8)  9BOH  PA8SBNGE&  T&APFIO. 


liBCXIFTS  WOX  PaSSBNOBBS. 


s 


712^179 


89^,186  860,600 


mmwJ«» 


101,207 


2424IP7  M8,574  78,665 


916 


0,710 


2.107 


928 


1488 
186,589 


990,409 


66,465 


71,096 


80416  247,864 


Notolaaslfled 


80,874 


842 


68,941 


$424 


6,608 


166.974 


9,887 


Notdasdfled 


187,850838,293 


401,682 


KotdMsifled 


8,254 


Not 

2388 
295,060 


15390 


2349 

474354 


\t^ 


1,0663S7 


896360 
464360 


46304 


9^142 


26314 


887 


8361 
28i767 

17376 
867,663 


1,089091 


10,008 
20388 


8,797 


27,078  062381 


I  . 


i 


£ 
801389 


91,606 


51365 
21,487 


1396 


421 


46397 


U17 


84 


118345 


460 


U«l 


128,182 


£ 
148430 


£ 
2395349 


22355 


t479 
263 


1470,180 


961394 

486310 


47306 


M89 


801 


4M11 


490 


177 


41,757 


i 
^<5 


il 

Eh 


£ 
2357309 


882,788 

20394 
887,687 


1,197396 


780 
10358 

21,661 


4319 


1,147370 


EBCBIPT8  (GBOS8) 
BOM  QOCm  TBA.FP] 


FBOM 


IC. 


£ 
206355 


190380 
80,657 


•U,060: 


8470 


15,064 
1397 


1381,418 


7,171 
68,782 


2,666 

1,712 
1387349 


£ 
U47329 


£ 
3,709308 


IndudBdin 
Merchandise. 


7,145 
2312 


7,176 


864 

16327 

983 

79 


46389 


816 


198 

m 

68397 


76.137 
26,487 


4.607 
210387 

04361 
4310 


86O402 


7366 
72,696 


2382 


1302357 


I 
1 


il 


282312 
109366 


18386 


8,141 
726360 

70388 
6395 


2386304 


1350 
15,422 

126,781 


5,791 
7387 


u 


1! 


£ 
77,40 


117360 


82,754 
99454 


640 


184 
188,004 

1391 
61,944 


21351 


6322 
8381 


UO 

206 
100396 


£ 
6,682351 


1306,488 


696,420 


66,174 


17,007 
1342.687 

92318 
486,026 


8305,460 


2^180 
89497 

19WA 


10320 

13,789 
4,159328 


NAME  OF  OOMPANY. 


Londoo  aDd  North-WMtem. 


London  and  South-W^tem. 


London,  Brighton,  and  South  OmmI 
London,  Chatham,  and  Dover. 


Londondeny  (Seaham  to  Sonder- 

land). 
London,  Tilbury,  and  Sonthflnd. 

Ludlow  and  CleeHUL 

LymMtffUm, 

LtfnnandSumUmUm, 

Manchester  and  Milford. 

MaiKhs§ter,Buxton»  Mathek,  amd 

Midlands  JuneOon. 
Muiohester,  Sheffield,  and  Linodhi- 

shire. 
ManoketUr,  South  JuneHon,  amd 

AUrincham, 
Mariboromgh, 

MaiTport  and  OarUde. 

MeaitandJBye, 

Metrc^Utan. 


iMropolUait  and  St.  John'9  Wood, 

Metropolitan  DiaMd, 

Mtd-Hantt, 

Mid-Kent  (Bromley  to  SLMarfe 


Midland  and  Battem, 

MidkndOountiesand  South  Walea. 

Mid-Wales. 

Milord, 

Monmouthshire  Railway  andOanal. 

Moretonkampetead     and     South 

Devon, 
Mowddwy. 

Much  Wenlock  and  Severn  June* 

tion, 
NanUwioh  and  Market  Drayton, 

Neath  and  Brecon 

Newport  PagnelL 

North  and  Bouth^Wditeitl  ^tUMV 

tion. 
North-Baitom. 


*  Including  minerals. 
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NAXB  or  OOMPAKT. 


I 


PASSBNGBR  TBAFFia 


oomrnn>  (exchuiTe  of  SeMon 
indF^fffodfeia  Tickets). 


|| 

J 

1 

3 

ll 

3** 

1 

ll 


GOODS 
TBAFFia 


I 
§ 

111 

i    I    5 


^rUMBBBOFIOLBB 
TBAPra. 


2 ; 


c 

H 


c 

I 


s 


A'o. 


'  Lmmd  to  a*  Ormi  BBti^m, 


u  ksttsukMi,^ 


I  i38i;m    9IMS 


jc  io.9SM2i    iMiija* 


OMlHM^  AAlOMoMbrajMi,  aftd  G«M«  Bi«4c« 


LtntitmA^Mitnmi, 
inr^fd%9agGrmiXm 


•ftdXwAirytet 


rirVr* 


IS^rO-Wm 


HJB 


mm, 


UM        W 
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BECEIPTS  (GROSS)  FROM  PASSENGER  TRAFFIC. 


RBOBIFTS  VSOH  PASaSVGESS. 


i 


II 

Is 

ll 


Ofc 


h 


11 


I, 

it 


li 


RKCBIPT8  (GR08SJ 
FROM  GOODS  TRAFFIC. 


i2s 


fi 


NAME  OP  COMPANt* 


42,724 
14»116 


74^188 
81,907 


108,514 
56,880 


2,232 


225,427 
105,214 


376 
1,013 


4S6 


2,021 


7.081 
7,679 


114 


Not  dassifled. 


17« 


878 


409 


8,942 


6,027 


Not  clAssifled.' 


8488 
88,888 

800346 


10,484 
48,548 

88^868 


4,186 
60,112 

408,718 


160 
2,224 

79,018 


Not  classified. 


161 
1,007 


885 
2,780 


8,876 
25,208 


172 


8,007 
11,295 

1,967 
4687 


235 
801 


127 


2,808 


8,186 


17,958 


1,023,245, 


186 

1,616 
17.616 

68,622 


2,501 


814 


4,862 
80.670 


193 
1,765 


Not  dassifled.  812  92 

t  Iiwlndiwg  ExinreiseB  and  Bnllion, 


1,500 


20 
180 


90 
7,777 

}80,008 


1,000 


225,509 
114,907 


80,934 
115,277 


8.262 
12,276 

2,003 

4,714 
8,381 


1,956 
8340 

400 

18,516 
469 


8,377 

19.659 
171.614 

1,1£1,860 


3,082 

21,897 
50,845 

250,463 


2316 


2,182 


4355 

88,436 


7^22 
88,669 


£ 

6,860 
2,961 


e 

34,585 
128,140 


3 
114 


44 


7377 


1,621 


40,423 


1.258 


11,143 


20311 

10,668 
13.409 

60,038 


181 


227 


14307 
264,840 


£ 

122379 
.246368 


8,228 
128,148 


356306 
489.513 


2361 
10340 

2.065 

62,991 
469 


180 
226 


109 


1,272 


667 


11393 
28342 

4,179 

68,977 
9367 


17,970 


23362 

88,698 
65,512 

811344 


1,445 


190 

5.684 
2^18 

100342 


19,415 


26,919 

58,941 
289344 

1334.446 


2,648 


138 


5.601 


303,745 


73,207 


26,646 


410387 


yorthem  and  Pattern. 

North  London. 

North  Staffordshire. 

North  Union, 

North-Westem, 

Norwich  and  Spalding, 

Nottingham  and  Qrantham  BaiU 
woff  and  Canal. 

Oldham.  Ashton-under-Lyne.  and 
Guide  Bridge  Junction. 

Pembroke  and  Tenby. 

Penarth  Sarbour  Dock  and  Bait* 

way, 
Peterborought      Wisbeach,      and 

Sutton, 
Potteries.  Shrewsbury,  and  North 

Wales. 
Preaton  and  Wyre, 

Bamteif, 

ReddUeh. 

Rbjrmney. 

Bingwoodt   Ohristchureh,      and 

Bournemouth, 
Baytion  and  Siichin. 

Byde  Pier. 

Saffron  Walden, 

Salisbury  and  Dorset  Junction, 

Salisbury  and  Yeovil, 

Salisbury  Saihoay  and  Market 

Souse. 
Saundersfoot  Railway  and  Harbour. 

Seaton  and  Beer. 

Sevenoaks,  Matdstone,  and  Tun- 
bridge. 
Severn  and  Wye. 

Severn  Valley, 

Shrewsbury  and  ffer^ord, 

Shropshire  Union  Bailways  and 

Canal, 
Sirhowy. 

Sittingboume  and  Sheemess, 

Somerset  and  Dorset. 

South  Devon. 


South  Eastern. 

South  Wales  Mineral. 

South  Yorkshire  and  Biver  Dun. 

Spilsby  and  Finhy, 

Staflbrd  and  CFttozeter. 

Staines,  Wokingham,  and  Woking, 

Stamford  and  Essendine. 

Stokes  Bay  Baihoay  and  Pier, 

Stonehouse  and  NaUsworth, 

Stourbridge, 

Stm^ford^upon-Avon. 

Swansea  Yale. 

TaffVale. 


I  3 


1384         1,738    TalyUyn. 
§  This  is  for  the  year  ending  8l8t  March  1870, 
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66     RAILWAYS  : — ^RBTURN  SHOWING  THE  TRAPPIG  IN  PASSENGERS  AND  GOODS  DURING  THE  YEAR  1869. 


NAME  OP  OOMPANY. 


i 

s 
I 

I 

9i 


PAS8EN6EB  TKAFFIC. 


NUMBBB  or  PABSKSaXBS 

cojvuiKU  (exclusive  of  Season 
and  Periodical  Tickets). 


3 


11 

P 

P 


I 


6 

I 

li 

12 


GOODS 
TRAPPIC. 


a 

s 


s 

9 


NUMBER  OF  KILE8    i 
TEAVBLLED  BY 
TRAINS. 


I 

I 


a 
s 


i 


TtetVatteg         -  .         - 

Ttmbmnf  -  -  -  - 

TVudurr  Mul  Rmm0^  - 

J^ndrmg  ffmndred  SxtM$i4m 
Tgwtetbury  OHd  MiOoer* 
TotUnMamamdBampttead   - 
Trent,  Ancholnw,  and  Grimsl^ 


:} 


V<deqfLUmgdUe»       .... 

ValeqfTowg 

VietorkLauakmandPimUto  ' 

WdOinffflord  and  WaOinffton 

Watford  and  Bickmanstoorih 

WettingtonandDra^fUm 

WMiMffton  and  Severn  Junction     - 

West  CormwaU  Committee      •         •         . 

WeetLondon 

Wett  London  Bgtention        ... 

Wett  Noff oik  Junction 

Wett  Somereet  •  .         • 

Wert  Someraet  Mineral         ... 

Weifmouih  and  Portland 

Whitehaven,  Cleator,  and  Egremont 

Willoaghby  deEreeby's,  Lord  (Edenham  to  Little') 

Bytham) } 

(PriTata  Propertj.) 


Witneif  ...... 

Wioenkoe  ondBrighUingeea      .       .         .  . 

Wrexliam,  Mold,  and  Connah's  Quay  (including') 
the  Buckley)  ...  .         .J 


TOTAX  EVQULWD  AlfB  W1IS8 


I 


Tone, 


M.  1 

Worked  hw  the  North  Eaetem, 

Leased  to  the  Cheat  Western  and  London  and North-Westem, 

Workedbgthe  Great  Western, 

Worked  6y  Oe  Great  JBastem, 


Worked  bg&uMidlamd, 
Worked  bf  the  Great  Eastern, 
14   I      8,sei         4^81         75,521 


SMdS 


19 


Tons, 


mjm 


fflJKH 


90,872 


Worked  bg  the  Great  Western. 

Leased  to  the  Llanettv  and  London  and  North^Westem, 

Line  used  bf  the  London,  Brighton,  and  South  Coast,  London,  Chatham,  and  Doeer,  and  Great-WetUn. 

Workedbgthe  Great  Western. 
Worked  bp  the  London  and  North-Western. 
Worked  6y  the  Great  Western. 
Leased  to  the  Great  Western. 

Worked  bp  the  Great-Westem,  South  Devon,  dndBristol  and  Exeter  BaOwag  Companies, 
Leased  to  the  Great  Western  and  London  and  North-Westem. 
Line  used  bg  the  London  and  North-western,  Great  Western,  London  and  South-Wsstern,  and  London, 
Worked  bp  the  Great  Eastern. 
Leased  to  the  Bristol  and  Exeter. 
12   I        Sis]      7,768 1        6,892 


1$3«8 


Worked  bg  the  London  and  South-Western  and  Great  Western. 


21 


No  information. 


126,982 


Worked  bg  the  Great  Western. 

Worked  bg  the  Great  Eastern, 
16  2,674         8,52s         88,157 


10,7781  22^376,27859,407,216150,219,242232,001,736 
■^  ^  •86^893,791 


135,068 


99,254 


268395,527 


175,669 


63,879  8.767,165 


21,808 


8,010^810 


44.989 


60,232 


125418 


23.920 


miw 


741:2, 


67,228^162,966,001'180,195^ 


*  Numbers  not  daasifled. 
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RAILWAYS  : — RETURN  SHOWING  THE  TRAFFIC  IN  PASSENGBBS  AND  GOODS  DURING  THE  YEAR  1869-       6? 


SBGEITTB  (6B088)  FROM  PASSENGER  TRAFFIC. 


RVCBIPTS  VBOX  PABBEK0BB8. 


I 


I 

3 


II 


s** 


2^1 
I 


I 


5^ 


ii 


RECEIPTS  (GROSS) 
FROM  GOODS  TRAFFIC. 


a 
S 


i 


a 


go 

i 


I'- 

go 

Si 

I" 


NAME  OF  COMPANY. 


ao 


IfilS 


SriffMon,  and  South  Coast. 


250 


104 


167 


282 


I 


79 


2,2«7 


i;S20 


119 


551^6 


2,072 


242 


2,616 


1,866 


t4«l,797 


I418«)74 


19 


198 


i;»3,3G7 


412,126 


261 


2,814 


1,961 


16,934,647 


3,944 


169 


704 


2,893 


15,933,867  10,966,782  624,324 

t780 


24 


13,737 


4,776 


48,495 


17,860 


5,480 


49,377 


8,668 


7,168,254 


11,44»8 


18,764,838 


131 


2,022 


261 


18,744,860 1,40<S,137 
tl9,978 


Tees  VdUey. 

TetUmrp. 

Tenbury  and  BewdUy. 

{Tendring  Bundred. 
Tendring  Hundred  Extension. 
TetPkeAury  and  3£alf)em, 
I  Tottenham  and  ffatnpstead. 
20,136     Trent,  Ancholme,  and  Grimsby. 

I  Vote  qf  LlangoUen. 
I  ValecfTotcy. 
Victoria  Station  and  JPimlico, 

WdUingford  and  Watlington. 

Wa^ord  and  Bickmansworlh, 

Wellington  and  Dra/yton. 

Wellington  and  Severn  J^tnction, 

West  Cornwall  Committee 

West  London, 

West  London  Extension. 

West  Norfolk  Junction, 

West  Somerset. 

5,872    West  Somerset  MincraL 

Weymouth  and  Portland. 

54,218    Whitehaven,  Cleator,  ft  Egremont. 

fWilloughljy  de  Bre8by*8,  Lord 
I    (Edenham  to  Littlb  Bythftm). 

Wiiney. 

Wivenhoe  and  BrigJUUngsea, 

C  Wrexham,  Mold,  and  Connah's 
(.    Quay  (including  he  Buckley). 


18,710 


36,105,122    Total  EicaLAim  Aim  Waxes. 


tl  Receipts  not  classified. 


I  4 
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68     railways: — ^return  showing  the  traffic  in  passengers  and  goods  during  the  year  18G9. 


SCOTLAND. 


RETURN  showing  the  Traffic  in  Passengers  and  Goods  upon  the 


NAME  OF  company. 


I 


Abo^M  and  Braemar 

Ahth 

Arbroath  and  Forfar      • 

Jyr  and  Ma^bole  Juneiion 

Berwiekskire 
Blane  VaUep 
muXm 


PASSENGER  TRAFFIC. 


NUMBBB  OV  PlBSEirOBBB 

COHYETED  (excluidve  of  Seaeon 
and  Periodical  Tickets). 


% 


l-i 


ii 


I 


s 


I 


I 


GOODS 
TRAFFIC. 


NUMBER  OF  MILBS 

TRAVELLED  BY 

TRAINS. 


EX 


1 

a 


••  Biuby,'*^^  GrMDoek  and  Wemyu  Bay,**  "MootroM 
and  BflTTie,"  and  '•  PortpaUrtok.") 

CktrUskandSittothBaif         .         .         -         - 


Doeoide 

J)6e8id»  Sxten9%o% 

Devon  VaUeif      - 


Worksd  fty  the  Great  North  qf  Scotland, 

Leased  to  the  Caledonian. 

Leased  to  the  OaledoiUan, 

Worked  5y  the  Glasgow  and  South- Western. 

Worked  bgths  North  British. 
Worked  bg  the  North  British. 
Worked  5y  the  Caledonian. 


788  [l«060,0(a    «ei;M6 


r 


7,616,266 


9,296.684 


JBdinlmrgh  and  Bathgate 
BskVaOeif 


Findhom 

•Forth  and  Clyde  Junction        -        -        -         • 

Glasgow  and  MUngavie  Jnnetion 

•GlaaKow  and  South-Westeni  .  ,-  ^-  „„'      • 
(ffilndlng  the  "  Ayr  and  Maybole  Jnnotkm,"  "  KUniar- 
Doek  and  Troon,"  and  one  half  of  the  Glasgow  and  Paisley 
Joint  Una.) 

•Great  North  of  Scotland       •_      •     ^  ».V     «," 
(Inelndinc  the  **AboTne  and  Braemar,"  **Deeside 
and  Deeslde  Extension/*  and  **  Morayshire.**) 

Greenock  and  WemgssBaig      - 

tHishland  -  -  •  -  -         - 

(InoIndinR  the  "  Findhom  **  to  the  80th  January  188» 

ud  **  Buthefland  "  for  the  year  ending  81st  Augnst  1868.) 

KHmaimock  and  Troon  -  .  •         - 


6,671 


Tons.       Tons. 


Leased  tothe  North  British. 

Leased  to  the  Great  North  of  Scotland. 
Worked  bg  the  North  British. 

Leased  to  the  North  Britiah. 
Leased  to  the  North  British. 

The  Line  was  worked  bg  the  EiglilandtiU9MhJanm<srgl9«!i,  when  in  consequence  qf  thereof 


%4»7jm  4,898.602 


Bm::^ 


81 


10498 


60,178 


24^15  I        84^591 


Woricedbg  the  North  British. 


880 


890 


801388 


808,156 


606366  2A96318 


8,108301 


13i8361  I    1346316 


Worked  bg  the  Caledonian. 


Leslie 

•Leven  a&d  East  of  Fife 

Montrose  tMd  Bervie    - 
Morogshire 


•North  British    - 
Mnolodinf  the 


C*  Inolndinf  the  "  Berwickshire,"  "  Biaiie  Valley," 
•  CarlUle  and  SUloth  Bur."  **  D«von  Valley,**  ''Edinbnrgh 
and  Bathaate,**  *Kak  VaUey,**  **  oWow  mad  Mllnga^ 
Jonetkn.**  ••Leslie.**  -  Peebtos,"  "  Port  Carlisle  Dock  and 


Jonetkn.**  ••Leslie.**  ••  _ 

Kailway?'  and  •*  St.  Andrewi.'O 


Peebles  .... 
PoH  Carlisle  Bock  and  SaOwag 
PoHPatriek 


868 


127348 


69.187 


686,120 


871360 


Leased  to  the  Glasgow  and  South-Western. 


Worked  bg  the  North  British. 

9.686  I     13,209  I  101,099 


Worked  bg  tJte  Caledonian. 

Workedbg  the  Great  North  qf  Scotland. 


I486 


4382 


1,148 


8,787384 


128,964 


776     1,170.488 


1.018,9 


6382,764 


St.Andretos 
Sutherland 


Leased  to  ^ie  North  Briti^ 
Leased  to  the  North  BriOih. 
Worked  bg  the  Caledonian. 
WoHtedbg  the  North  British. 
Worked  bg  the  Highland. 


Total  Scotlakd 


"t 


-     2397  12,872,705  2,403.764 


8307471 


18,18739S  23,463,867 


78 


6318 


4,8.30,241   1366376 


29327 


44^398 


44.627 


88,748 


976379  1386487 


494386 


581395 


48368 


8306388  8.787430 


66,764 


891310 


871,747 


17.0{ 


20328 


7307452  2.041300  8,186.652 
I  I 


9631; 


a;oo6,8es 


886,15* 


D083^ 


60.S91 


11,097387 19,2H5» 


t  This  ia  for  the  y^v  ending  3lst  Janm^ry  IS^O, 
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RAILWATS: — ^RETURN  SHOWING  THE  TRAPFIC  IN  PAfiSBNGERS  AND  GOODS  DURING  THE  YEAR  1869.        69 


SCOTLAND. 


Hailwats  in  Scotland  during  the  Year  ended  the  31st  December  1869. 


BECBIPTS  (GROSS)  FROM  PASSENGER  TRAFFIC. 


Rbcxipts  mox  Pabsskgebs. 


SB 
w5i 


11 

1.3 


i 
I 
h 


I 


RECEIPTS  (GBOSS) 
FROM  GOODS  TRAFFIC. 


;3 


14 

Eg 

oo'OQ 


NAME  OF  COMPANY. 


£    I     £ 


142,796 


96^908 


814,958 


18,010 


671,621 


50,892 


677,252 


617W 


46,874 


inaufficient  to  meet  the  annual  expenditure  the  ioorking  was  discontinued. 


1,235 


1^699 


291,960 


955 


134^588 


868,092 


2,883 


52,188 


18,208 


978 


101,159 


266,304 


1,188 


89,259 


68,312 


62378 


8,924 


885,678 


810,426 


5,251 


7,964  184,805 


86^10 


2,296 


107 


21,844 


54^020 


97,782 


5,059 


542,664 


651 


16,614 


5,210 


5,902 


206,059 


4,919     4189    95,418     63,246 


4^70 


168,784 


7,978 


1,195 


188,179 


11,016 


158 


8,562 


116,721 


7,812 


602,884 


79,627,1,711,548  1,877,218 


64^584 


5,784 


463,021 


149 


9,788 


5,572 


14,906 


542,725 


82,475 


108,587 


7,126 


229,787 


29,512 


20,260 


866,075 


1,206,878 


11,845 


806,854 


91,880 


99,750 


861,571 


1,191,0092,676309  176,587 


128,097  2,005,722 


81 


10,947 


4^475 


8,896 


83,214 


17,828 


615,860 


191,223 


220,369 


16,723 


1,497,669 


4,564394 


Jboyne  and  Braemar, 

Arbroath  and  Ftnfar, 
Ayr  and  Maybole  Junction, 

Benoickthire,  \ 

BlaneVaOey, 

Busbp, 

Caledonian. 

OarliOe  and  SiOoth  Bof. 

{Deeeide, 
IDeeside  Bxteneion, 

Devon  VaUey, 

Edinburgh  and  Bathgate. 
JeskVaUey. 

Findhom, 

Forth  and  Clyde  Junotioin. 

Glasgow  and  MH/nganie  Junction, 
Glaqgow  and  South-Westem. 

Great  North  of  Scotland. 

Greenock  and  Wemyss  Bag. 
Highland. 

Kilmarnock  and  Troon. 

LesUe. 

Leven  and  East  of  Fife. 

Montrose  and  Bervie. 
Morayshire, 
North  British. 


Port  Carlisle  Dock  and  BaHwag, 
Port  Patrick. 

St.  Andrews.  4 
Sutherland. 

Total  Scotlakd. 


26101. 


t  This  is  for  the  year  ending  28th  February  1870. 
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70      RAILWAYS : — RETURN  SHOWING  THE  TRAFFIC  IN  PASSENGERS  AND  GOODS  DURING  THE  YEAR  I869. 


IRELAND 


RETURN  showing  the  Traffic  in  Passengers  and  Goods  upon  the 


NAME  OP  COMPANY. 


Affkenrp  and  Bmnis  Junction 
Atkenr^  and  Tnam 


Banbridge  Junction       .       .  •  - 

Banbridffe^  Litbum,  and  Belfiut 

*BelAMt  and  County  Down 

(Ineloding  the  "  DowniMUrkk.  Dundrum,  and  New 


BdftMt  and  Northern  Counties 

(IndwUng    the    **  Carriekferga*    and    Lame,"    and 
"  LoiMlonderry  and  Colcraioe.") 

BeUkst,  Holywood,  and  Bangor 


OauTid^erffu^  and  Lame 


Cork  and  Bandon        .... 
(Inclodinc  the  *'  Cork  and  Rinaale  Janction.**) 

Cork  and  Kin9aU  Junction       ... 

Cork  and  lAtmerick  Dtred        •       - 

Cork  and  Macroom  Direct 

tOork,  Blaokrock,  and  Passat 

Do^onpairidc^  Dmrniru m.and  Newcasth 

Dublin  and  B^fkrt  Junction 

(lA«hkdtBff  Um  **  Baiibrid««  Janetioa.*) 


Dublin  and  Drogheda       .... 

Dmbiin  and  Kinffttovn  .  .  - 

Dublin  and  Meath  (fbr  5  months  ending  Slst  Maj. 
the  remaining  7  months  being  included  in  the 
Midland  Great  ^etft^m  of  Ireland,  vho  now 
work  the  line). 

Dnbliu,  Wicklow,  and  Wexjbrd 

(lMteAii«*tb«^  DaMia  and  Kjn«rtD«a.n 


BmmUifhnt  Bundoran.  and  S3i^ 


Talicv 


Ormt  XorHmm  and  Wettrm  i^flreiand 

Owat  Southern  and  Western  of  Ireland 
(iMlvlias tte -Cork aad  Lmxnck  DirNt.*^ 


Dish  KortlKwestem 

ki:>a,  Bvwloraa,  1 
**  I<aaiiMfeAecx7  aad 

Jmmct».-n 


e 
I 


PASSENGER    TRAFFIC. 


NncBBB  OF  Passeitobbs 

conrrsTED  (exclusiye  of  Season 

and  Periodical  Tickets). 


» 

^ 

1 

1 

B 

0 

3 

•«» 

^ 

a 

II 

2c 


3 


6 


« 


Included  in  ths  Midland  Great  Western  qf  Ireland, 
Leased  to  the  MidJand  Great  Western  qflreiaHd. 

Leased  to  the  Dublin  and  Belfast  Junction. 
Leased  to  the  Ulster.        !  I 


I 


151 


13 


59,416      140,379 


347.902       547,697 


128,110  I    214,685  ■   995,409     1,333,204 


167.703  ,   390,524  1,46*       559,711 


1,596 


1,630 


8,685 


Worketi  by  the  Cork  and  Bamion.  \ 
Worked  6y  the  Great  Southern  and  Western  of  Ireland. 
11.054        15,094      122,405        146,521 

57,419        S7,551      204,149        34e,U9 
I 
Worked  by  the  Belfast  and  County  BoK^n. 


Worked  by  the  Belfast  and  Sorthem  Counties. 
81    I     11.097        45,431  ■    13S,W6  '     19>5,514 


67.075 


74,886 


164^604       896,574 


129,361      200478      558,208        887,947 

I 


S«l 


'  Flaa  Valky,-  aad 


Lkmsrrtk  and  Cktc^\^»ei: 

limttrick  and  JSnnis 

Limtriek  mmd  J^net 

fomd  Ckiermme 
^  ms^  Mnmkskt&m 
r  and  LoQgh  Swill; 


4,0^ 


Leased  to  the  Dublin^  Wicklotc,  and  Wejford. 
.       -         8.357  S473       42,«i5         5S.N5 

I 
107        3iW.S55    1.7«4»91S   1,965,165  .  4.ii9k933 

I  1 

:  '  r 

Worketi  by  the  Irish  North-  Western 

Worked  by  the  Irish  Xorth-  Western. 

Worked  by  the  Midland  (htat  Western  qf  Ireland, 

437       §lil4?«5«  I   ISOAK?  I   5S5^M1        857 J36 

I  < 


195 


.V.S54        79,701  -   436,517        WteOS 


Work^  by  the  Waterford  and  Central  Ireland. 

Worked  by  thd  W^erford  and  L*mer%ci. 
Wcrk*>i  by  the  Waterfcrd  and  Liourtch, 
JTi'-irti  tyt^  Water^vrd  and  lAmerurk, 
*  Work<d  by  ihe  Bei^ast  and  yortAem  Cjnntte*. 
LMStd  to  the  Iruh  y\^fth-Weste-^. 


19 


SiSTS 


GOODS 
TRAFFIC. 


1 


Tons. 


Tons. 


I 
87,746   43,402 


104;»9  I  190,59$ 


I 
73,276  I  C7,l«5 


NUMBER  OF  MTLK 
TRAVELLED  BI 
TRAINS.  I 


I 


I 


177,234       44,083 


445,191  !   182,475 


85,616 


30448 


74417 


65,794  ;       1,084 
61,247  i       1,807 


2n.067 
^361,460 


83,821 
56,009 


22U17 


887.665 


S5^6 


1(M5 


6S^ 


I  I 

44396  7,000         51,» 


S9Wl\  120^ 


796^ 


I 
l.SStt,8B8     81M68,2^,ft6; 


SSS.9Q     Mixed. 


83MSI; 


)Mi5-  Mind.'     mjm 


>TkaiHtir(teyew 


Si* 


13:^ 


r  IbB  is  <\3rttejt«r  coded  M(iiApnlI;?rrw 


}Il;isi 
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IRELAND. 


Railways  in  Ireland  during  the  Year  ended  31st  December  1869. 


RECEIPTS  (GROSS)  PROM  PASSENGER  TRAFFIC. 


RlCEIFTB  FBOM  PASSBNGEBS. 


3 

5 


I? 


1 

2^2 


O  Ofc 

n 


h 


5.011 

15,054 

4,637 

1,589 

1.111 
2,4in 

18,661 
17,828 

1.276 
22A82 


82,466 


8,4fl0 


6,895 

15.922 

6,684 

4,514 

914 

2,878 

14,700 
16,669 

849 
52,761 


12,760 
87,280 


1,418 1  26,074 
2,386'  70,642 


10    8,706 ;  15,187 


8,009 

5,430 
4,070 

14^041 
28,462 

2,024 
43,600 


18,881 


76,636  107,079 


11,892 


29,280 


Not  classified 


14,112 


34*      7,1 
1,041    10,460 

-     -  I  47,292 

I 
1,195;  69,154 

15'    4,164 


132,814 


540 


266,171 


49,641 


a 


1^ 


1,267  228       27,669 


4.472    I     4,260 


726 


988         1,860 


287 
496 


3,314 

4,447 

496 
6323 


30 
24 

8,588 
6,190 

11 
6.125 


26,793       31,462 

I 

3,558         6,000 


3.555 


214 


79,364 
15,958 

16,460 

7,866 
10,970 

69,189 
69,791 

4,671 
145,262 


S,416 


58,194 


3,769 


RECEIPTS  (GROSS) 
PROM  GOODS  TRAFFIC. 


n 


£ 


7,569  I      804 


48,150 


2.702 


12,978  I  1,628 


4^418        998 


21,605 
27.016 

1,146 
21,608 


1,748 
4^784 

1,431 
3,941 


189.730 


57,846 


1,213 


47,556 


6,357 


102 


I 
4,698  '     13,066 

9,846  ;     60,198 

I 

18396 

6,416 

28,853 
31,760 

200         2,777 
10,466       36,005 


6.410 


242,696 


64,203 


1,315 


09  «2 

Si 

P 
11 


5327 


1307 


168 


2,789 


168 


8,060 


148 


1,781 


2,037 


1,698 


h 


NAME  OF  COMPANY. 


61 


45,962 


140,869 


Jth&mTf  and  .Bnms  JuneUon, 
Mhenry  and  Tuam. 

Banbridffe  Junction, 
Banbridffe,  Lirimm,  and  Beifast, 
Belfast  and  County  Down. 

Belilut  and  Northern  Counties. 


16,116    BelftMt,  Holywood.  and  Bangor. 


88,186 

18321 
11,188 

88369 
104,601 

7396 
188,048 


668,148 


128,990 


Qtrriekferffus  and  Larne. 
Cork  and  Bandon. 

Cfork  and  Kinsals  JnncHon, 
Cork  and  Limerick  Direet, 
Cork  and  Maoroom  Direct. 
Cork,  Blaokrock,  and  Passage. 


Dounvpatrick,      Dundrum,      and 

Netocastle. 
Dublin  and  Belfiut  Junction. 


Dublin  and  Drogheda. 
Dublin  and  Kingwtown, 
Dublin  and  Meath. 

Dublin.  Wfcklow,  and  Wexford. 
JBnnUkiUen,  Bundoran,  and  SUgo, 

Great  Northern  and  Weetem  qf 

Ireland, 
Great  Southern  and  Western  of 

Ireland. 

Irish  North-western. 


KUkemm  JuncHon, 

Limerick  and  CaeHeoonnell, 
Limerick  cmd  Bnnie, 
Limerick  and  Foynee. 
Londonderry  and  Coleraine, 
Londonderry  and  Bnniskillen, 
5,146  '  Londonderry  and  Lough  Swilly. 


)  The  numbers  of  the  different  classes  of  passengers  were  not  given  in  the  half-year's  accounts  ending  30th  June  1869. 
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NAM!  OF  COMPANY. 


PASSENGER   TRAFFIC. 


NUXBEB  OT  VABSSS&EBB 

ooirvBTED  (exclusive  of  SeMon 
and  Periodical  Tickets). 


li 
P 


6 
1 

Pi 

n 


GOODS 
TRAPPIC. 


I 


•a 


I 
I 


NTTMBER  OF  MILES 

TRAVELLED  BY 

TRAINS, 


1 

O 


Midland  Great  Wettern  of  Ireland 

(Tnolndinir  the  "  Athenry  and  Ennis  Junction  "  IVom 

lit  October  1M9,  ••  Atbennr  and  Tnam,"  *"  Atblone 

.    to  OalwaT."  **DabIin  and  Meath"  from  let  Jane 

1809,  and  **  Great  Northern  and  Western  of  Ireland.") 


Newiy  and  Armagh      .... 
Newiy,  Warrenpoint,  and  Rottreror 

Fantmstoton  and  Portttmna  Bridge 
Pttrtadown,  ZHmffcmnont  and  Omagh  Junction 

MaiXhdaU  and  NewcoiUe  Junction 


Ulatcr         .         -  %       - 

(Inehidinji  the  **Banbridm,  Lbhom.  and  Belflut," 
and  "Portadown,  Dnngannon,  and  Omagh  Jone- 
tion.O 


^Watorfbrd  and  Centnl  Ireland 
(Inelndfaif  the  **  Kilkenny  Jnnetton.") 

Waterford  and  Limerick      •         .         . 

(Inehidinc  the  **  Limerick  and  CaitleeoimeU,''  **  Lime- 
riek  and  Eonis,"  ^  Limerick  and  Foynae,**  ud  *  Rath- 
keale  and  Newcastle  Junction.") 

Watolbrd  and  Tramore         -         .         .  . 

WestCork 


426 


22 

7 


111.6M 


16351 
17.815 


170,238 


82,746 
16.680 


691,133 


118^1 
86,M8 


078,015 


168,407 
121^448 


Worked  by  the  Great  Southern  and  Western. 
Leased  to  the  Ulster. 

Worked  by  the  WatevfOrd  and  Limerick. 


122 


151 


8 
18 


Total  Ibilasd 


140,122 

13,996 
67,964 

57.075 
2,309 


1,975    1,570,384 


247.188 

41.650 
116,362 

9,707 


3344^688 


909,999 

46,751 
861342 

69,158 
48327 


1307354 

102396 
624388 

126383 
60343 


467 
174 


7,898,606  18308377 


12,007 


Tons, 


4^021 

12384 
29.042 


856318 


Tons. 


286393 

58,4i2 
199380 

2384 


776,040 

445.477 

89,012 

„           , 

84,040 

2376 

483.466 

18531B 

120,240 

47380 

266,636 

160.964 

59,715 

. 

9m 

9JM 


619,784 


16^70 


87,692  I  Mi 


Mixed. 


SBffiS 
S73n 


796,964 


6367378  2327,406    73S4i0M 


«  This  is  for  the  year  ended  26th  March  1870. 
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EECBIPTS  (GROSS)  FEOM  PASSBKGEB  TRAFFIC 


RSCBIFIS  TBOX  FAASE^a^ttS. 


I 

o 


If 


1^ 


l| 
II 


32^0 


86S 
886 


82»S4a 


1,163 
6S7 


17.629 

3;S80 
10,168 

2,094 
262 


248,779 


21.146 

6,400 
14,669 

698 


70,61 


3,101 
2,224 


40,107 

4,353 
18,599 

2,192 
2,108 


*2 


ga 


•     '  135,902 


111 


5,119 
3,867 


288,578  430,404 


317 


400 
42 


26,744 


78,881 

14,540 
44,006 

5,286 
3,105 


993,506 
13,565 


997,060 


£ 
12,822 


271 
91 


4.890 

916 
4,802 

114 
168 


£ 
17,389 


6,984 

5i2 
3,062 


76,900       91,349 


k 

g 


11 


£ 
166,113 


5,390 
3,968 


90,765 

15.998 
61,869 


6,464 
3,303 


EECErPTS  (GROSS) 
FROM  GOODS  TRAFFIC. 


i 

I 


£  £ 

113.030    51.048 


5,946 
1,280 


63,958 

13,734 
42,013 

243 
2.279 


1,166.309      626,007   153,506 


6,156 

6.947 
17,190 


£ 
2.666 


237 


4,881 

2,224 
4,045 


44.168 


B 

o 


^i 

H 


£ 
166,744 


6,375 
1,578 


64,994 

21,905 
63,248 

243 
2,909 


822,670 


.H 

09  SQ 

II 


£ 
11,4S8 


204 


897 

1,366 
4^255 

61 


87.982 


Sa 


©a 


£ 
344,346 


11,969 
6,596 


156,616 

39.269 
119,372 

6,758 
6,618 


2,026,911 


NAME  OF  COMPANY. 


Midland  Great  Western  of  Ireland. 


Newiy  and  Armagh. 

Newry,  Warrenpouit,  and   Boh 
trevor. 

Parsonstown      and      Portumna 

Bridge. 
Portadoton,      Dungannont      and 

Omagh  Junction, 

Ratkkeale  and  Newcastle  Junction, 
Ulster. 


Waterford  and  Central  Ireland. 
Waterford  and  Limerick. 

Waterford  and  Tramore. 
West  Cork. 

Total  Ibblaitd. 


t  Eeoeiptfl  not  dassifled. 


E  3 


Digitized  by 


Google 


Digitized  by 


Google 


/o 


PART  III. 


WORKING  EXPENDITURE,   ROLLING  STOCK,  &c. 


Return  of  the  Working  Expenditure,  Rolung  Stock,  &c.  of  the  several  Railway 
Companies,  in  England  and  Wales,  Scotland,  and  Ireland,  during  the  Year 
ended  31st  December  1869- 
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RAILWAYS  : — RETURN   OP  WORKING  EXPENDITURE,   &C.  DURING  THE  YEAR    1869. 


ENGLAND    AND    WALES.    - 


RETURN  of  the  Working  Exprnditurb,  Rolling  Stock,  &c^of  the 


NAME  OP  company. 


Jberdare       -      - 
Mingdon       -        .        . 
Anglesey  Centnl 
Aylesbuiy  and  Buckingham 


Bala  cMd  DolgtHHy         .... 
BerluandHanUBxUntion    . 

BiThenhead 

Birminoham,  Wbherhampttm,  tmd  SUmr  VaUey 

Bishop'n  Castle 

BUhop^s  WaUham      .... 
Blackpool  and  lytham 

BlythandTyne 

*Bodmin  and  Wadebridge 
B(mrionr<m4he'Water         -         - 
Jireoon and Merthyr TydfilJonctlon    - 
BridpoH       -  -  .  -  • 

Bristol  and  Exeter       ... 
Bristol  and  Portishead  Pier  and  Railway 
BrisM  and  South  Wale$  Union      .      - 
Bristol  Port  Railway  and  Pier     ... 
BrUon  Ferry  Flooding  Dock      ... 
BnokinghamifUre      ..... 
BuekUii       -  ... 


(kUne      .  .  .  -  - 

Cambrian      -  .  .  -        - 

Cfannock  Mintral      -  -         .         - 

Carmarthen  and  Cardigan 

Camarronshire       .... 

Cheshire  Lines  Committee 

Chegter  and  Hdhfliead  ... 

Cockermouth,  Keswick,  and  Penrith 

Cotehester,  SUmr  Vailey,  Sudbury,  and  StOstead 

CoUfi>rdy  Monmouth,  Usk,  and  Pontypool      - 

Colne  Valley  and  Halstead 

Cornwall         -  -         •  '  -         • 

Conoen  and  Bala         .         -         •         - 

Cowbridge    .         -         - 

Oowes  and  Newport 

Crontford  and  High  Feak        •    - 

Cryttdl  Palace  and  South  London  JuncHon 


2 

3 

s 


WORKING  EXPENDITURE. 


I 


h 


is 


§1 


§ 

» 


I 

1 


S 


M.      \        £       \        £ 
Leased  to  the  Ti^f  Vale. 


Worked  by  the  Great  Western, 


18  1.778 

No  information. 


1,59S 


1A62 


1,028 


129 


91 


BareVdOey 

BartmouthandTorbay 

*  This  is  for  the  half  year  ending  8l8t  December  1869,  only. 


Worked  by  the  Great  Western, 

Worked  by  the  Great  Western. 

Vested  jointly  in  the  Great  Western  and  London  and  North-Westem. 

Leased  to  the  London  and  North-Western. 

In  Chancery. 

Worked  by  the  London  and  South-Western. 


I 


u 


8 

402 

623 

88 

12,593 

28,091 

14 

644 

222 

19 
6,662 
182 
Worked  by  the  Great  Western. 

61         10,000       12,266         8,762 
Leased  to  the  Great  Western, 


165 
9 


48,825  ;     15,459 


'I 
2,061  I 


53.358 
2,036 


12,411 
8i5 


40,858 

1,218         2,061  I         724 
Worked  by  the  Great  Western. 
InChanceiy  (no  Accounts). 
Worked  by  the  Great  Western. 
Leased  to  the  London  and  North-Western, 
Worked  by  the  Wrexham,  Mold,  and  Connah's  Quay.', 


875 

11,269 

226 

7,762 


183 

1,926 

114 

8,170 


Worked  by  the  Great  Western. 
180         36,304       18,499         8,118 


18,451 


Leased  to  the  London  and  North-Western. 

2,017 

2,414 

28,008 


19 

1,621 

2,591 

1,299 

20 

2,068 

1,906 

844 

49 

7,620 

28,847 

1,316 

See  the  London  and  North-Westem, 

I 


82  2,337  i       9,416  I  - 

Leased  to  the  Great  Eastern. 
Leased  to  the  Great  Western. 


19 


1,193 
11,489 


165 
2,453 


2,097 
10,942 


2,281 
16,756 
Worked  by  the  Great  Westism, 
Worked  by  the  Taff  Vale. 

6  487  I  - 

Leased  to  the  London  and  North-Western, 
Worked  by  the  London,  Chatham,  tmd  Bover. 


8,188 


tl,688 


Worked  by  the  TaffVols. 
Leased  to  the  SouthBevon. 


7,002 

495 
1,616 
4380 


818 
8,545 


284 


107 

3,664 

19 

1,726 

10,651 
152 


48 

414 

8 


8,115 
190 


415 
2,766 


644 


145 

709 


70 


1,680 


182 


467 


1,087 

256 
807 
619 


61 
1,414 


150 


690 


146 


218 


452 


269 


I 

g 

I 
I 

1 


18 


2,758 


914        2,414 


18 
1,766 

27 


281 


1,419 
50 
678 


76 


t  Paid  to  Contractor  for  working  line. 
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// 


ENGLAND    AND    WALES. 


soTeral  Railway  Companies 

during  the  Tear  ended  31st  December  1869. 

1 

s 

I 

s 

1 

1^ 

i 

1 
1 

S 
1 

1 

^! 

c  8 

ROLLING  STOCK. 

i 

!  1 

as 

h 
ll 

iii 

1 

M 

H 

1 

1 

Coaching. 

Waggons  of  all  kinds  used  for  the 
Conveyanci)  of  Live  Stock,  Mine- 
rals, or  Gonoral  Merchandise. 

Any  other  Carriages  or  Waggons 
used  on   the  Uiailway  not  in- 
cluded in  the  preceding  Columns. 

Total    of    the     Five    preceding 
Columns. 

! 

Carriages  used  for  the  Con- 
only. 

S 

i 
1^ 

i 

NAME  OF  COMPANY. 

i 
1 

1  ' 

£ 

£ 

e 

£ 

No, 

No, 

No, 

No,     [      No, 

No. 

Aberdare. 

• 

3S8 

vw 

6,913 

DeAdaoey, 
249 

104 

i 
-      Hired. 

J               1 

1               [ 

1               ' 
t               1 

Abingdon, 
Anglesey  Central. 
Aylesbuiy  and  Buckingham. 

Bala  and  JkHgetty, 

Berks  and  Hants  Bxtsnslon. 

Birkenhead, 

Birminoham,    Wolverhanpion,    and 

Stour  VaUep. 
Bishop's  Castle. 

Bithop*s  WaWkam, 

- 

1360 

3,785 

1,875 

50 

2 

18 

- 

4 

- 

24 

Blackpool  and  Lytham. 

- 

23 

63,624 
1,333 

123,299 
1.122 

69375 
Defleiener, 
211 

52 
118 

35 

1 

58 

4 

- 

3,010 
88 

10 

1 

3^13 
94 

BlythandTyne. 
Bodmin  and  Wadebridgo. 
Bourton-on^he-  Water. 

• 

"            - 

39,577 

58,105 

18328 

68 

25 

40 

2  .         442 

1 

86 

595 

Brecon  and  Merthjrr  Tydfll  Junction. 
BridpoH, 

1.714 

1>,122 

197.082 

406.486 

209,454 

48 

84 

176 

85  I      1,602  j           35 

1,982 

Bristol  and  Exeter. 

I-      - 

- 

7J26 

7,929 

708 

91 

-      SuppUedbyt 

he  Bristol  and  Exeter  Comp 

1              1 

any. 

Bristol  and  Portishead  Pier  and  RaU- 

way. 
Bristol  and  South  Wales  Union. 

Bristol  Port  RaUway  and  Pier. 

Briton  Ferry  Floating  Bock, 

BncHnghamshire. 

Buckley. 

Calne. 

- 

539 

t96,247 

145,903 

49,056 

66 

40 

92 

15 

1329 

6 

1382 

Cambrian. 
CanwH^  Mineral, 

. 

QM 

10^40 

14,442 

4366 

72 

-     ^    -     Hired. 

1 

Carmarthen  and  Cardipin. 

• 

. 

9.623 

15370 

6347 

20 

2 

10 

2 

66 

- 

80 

Carnarvonshire. 

. 

7,670 

84,614 

89.444 

4330 

90 

- 

39 

11 

14 

- 

64 

Cheshire  Lines  Committoo. 

■           • 

100 

17,737 

29364 

11,627 

60 

/^TheEo 
\    1«  pr 

UingStoc 
ovided  b 
>any,  one 
ton  and] 

kforthoJ 
V  the  Loi 
I  for  the 
Darlingto 

assongcr 

idon  and 

Mineral 

a  Compar 

ftnd  Goods 
North  V 
Traffic 

iTrafflc^ 
ITeatem  ( 
by  theC 

Chester  and  Holyhead. 

Cockermouth,  Keswick,  and  Penrith. 

Colchester,  StourValley,  Sudbury,  and 
Halstead. 

761 

7,581 

7387 

Deflclracy, 
194 

103 

3 

13    - 

28 

1 

45 

CoUford,  J/onmoftth,  Uak,  and  Poniy- 

pool. 
Colne  Valley  and  Halstead. 

■ 

•            • 

4flfi21i 

98,175 

50352 

48 

1 

2Z 

155 

12 

234 

Cornwall. 
Corwen  and  Bala. 
Cowbridge, 

•           • 

638 

3,330 

4,418 

1,088 

75 

-        Nil. 

Cowes  and  Newport 

Cromford  and  High  Peak, 

Crystal  Palace  and  South  London 
Junction. 

Bare  Valley, 

Bartmouth  and  Torbay, 

t  hem  £90,  general  interest  acoooiit  prescribed  by  the  Company's  Act»  1868. 


S6101. 
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NAME  OP  COMPANY. 


WORKING  EXPENDITURE. 


Denbigh,  Ruthin,  and  Corwen       .  -  -      - 

Devon  and  ComuxUl 

Dovlais  •  •  "  -  .  - 

Sast  Lincolnshire  -  -  -  -  - 

JBcut  Somerset 

My,  Maddenham,  and  Sutton       .  -         -  - 

JEly  Valley  -  •  -  -  - 

EvesKamandBedditeh 

Bxetrn'ondCrediton         .  -  -  -  - 

Faringdon        -  -  .  -  -  - 

FcBtiniog  -  -  -  -  - 

Fnmess.        -  •  •  -         .         - 

Qarston  and  Lvoerpool  -  •  -         - 

CfUmoetier  and  Dean  Forest         .         -         -        - 

Groat  Eastern  -  *         *  '  * 

(Indadinff  the  /*  Colehester,  StonrVaUaT,  SadbniTtUui 
Halstead,**  **  Ely  Haddeohwn  and  datton,*  *'  I^ndon  aod 
BlaekwaU,"  "Loweetoft,-  "Lynn  and  Hiuutanton,** 
•*  Melli*  and  Eye,"  •*  Northern  and  Eastern,"  **  Saffiron 
Walden."  *Ttondrlng  Hondnd,"  "  Tendrin«Ilundred  Ex- 
teniion/'  **  Tottenham  and  Uampttead,**  "West  Norfolk," 
and  *'  wlTenhoe  and  BrightUngsea.**) 

Great  Northern  -.---- 
(Inelndins  the  **  East  Linoolnshire."  '*  Hatfield  and  St 
AlhanL'*  ••laomeastle,'*  "NotUngham  and  Grantham,^ 
**  Bamsey.**  *•  Eeyston  and  Hitehin,"  **  Spilsby  and  Firsby," 
and  half  the  "  Jdidlaod  and  Eastern,"  and  **  Norwich  and 
Spalding." 

Qr€^at  NoHh  qf  BitSF^mK  darence,  and  Bartl^pool 
Jnncticnt. 

Gi^Lt  Western*  ,  _  -  -  - 

{including  the  "  AWnBilon,"  ^Unla  iLui  Dnlffplb/"*Bflrka 
rtad  Hjintti  KiianiJonr  ■*  BourUioHJn-tlip- Water,**  "  liriJ- 
port,"  "lifitto!  Kci'l  *>iirb  WdlM  Unimt"  *' lira  ton  t^rry 
F]oiiiJ.iie  lioek."  "  CJrtlnc,""Ccilerprd^  Monmouth.  U*fc,  wd 
Pnttty&f*^.''  "  Uorwen  and  Hivliv."  "KilfI  ftoineri«t»"  "  Kly 
Yfttlej,"  "FnrirtjKJon,"  "  Vnra^lot  Dmii  Cpntr*!,"  "  tireat 
WMtem  '  a-DiJ  fireirtiqpJ,"  *  LroiuJnitBf  ami  Kiiit'ton," 
*^  Llllti*i>llen  flJiJ  Ovrwc'iif"  "  MitrUwrfptigl],"  *'  Itijfordt" 
"Much  \Vdfl)(H;|i  *QLi  Setern  JuButlcni/  "  Kintwicli  Mtd 
MuTket  l>mylflB"  "  ssevef n  Vallaj."'  **  SbanfEiiiilrtf.'* 
"  Strimnfil-cn-Afouj"'  **  I'f-nUMTj  flmt  rtchdJey,  "  \alH 
&f  Uanffci^lflai"  "  Wpllinticird  "aiil  WmtlLni;U>n'  '*  Wel- 
lington and  UrArlfm,"  *'■  Wrlllnijton  nud  i^eTem  JcmrtkHfit' 
•*  WonloQfct,*"  and  tba  **  Wimey^'  and  bjilt  sif  the.  "  llirkflij- 
k«ul,"  "  IjAniniDnTDiili  antl  Cit^  Juniainfl,"  ''"  Luthnw  aqq 
Cleflhill,'*  *'8hrawsliiirT  ftn.JltiiiTerdrd,'*  "  S'lrcwthary  anil 
WelfttjMifil:!,"  *'  'j'cnliurj,"  "  Wewt  iMnAo-a"  *'  WQ^mQUtb 
KuA  l^oriJaniJ,"  oaA  imn  r-f  the  *'  Vietjr'iJi  StutioD  luni  I'lm- 
Uksjt"  fictd  "  u'liHt  Lo.iid.iin  3Cit*ii*iciti.*') 

Cfreat  Western  and  Bren^ord      -  -          -       - 
Hamnursmith  and  City  Junction 

Hatfield  and  St,  Albans           -  -           -          - 

Hereford,  Hay,  and  Brecon         -  -          -       - 

Eomcastlo         •  ...  .         - 

Hoylake  •  .  .  -  -  - 

Hexham  and  Allendale  .  .  .         . 

HuUandSelby 

Isle  of  Wight 

Keighley  and  Worth  Valley        -  .  .         - 

Kendal  and  Windermere        -  -  -  - 

Kent  Coast  -  -  .  -  - 

Kettering,  Thrapstone,  and  Huntingdon 

Lancashire  and  Yorkshire  .  .  .         . 

Lcmeast^  and  Carlisle 

Launceston  and  South  Devon 

Leominster  omd  Kington  .  -  .  . 

Uskeard  and  Oaradon      -      ,-„.'«     ,"  .^ 
(Inoludlng  the  **  Liskeard  and  Looe  Union  Canal.") 

Li^ceard  and  Looe  Union  Canal       .... 
•  This  is  for  the  year  ending  Slst  January 


I 

c 

5 


u. 

19 


'S 


I 


r 

•? 


1.437 


2,2S0 


110 


2,651 


Worked  by  the  London  and  South'Westem, 

No  information. 

See  the  Great  Northern. 

Worked  by  the  Great  Western, 

Worked  by  the  Great  Uastem. 

Worked  by  the  Great  Western, 

Worked  by  the  Midland. 

Leased  to  the  London  and  South-Westem. 

Worked  by  the  Great  Western, 

14    I       1,692         1,792         2,006         8,206 
113         89/(62       28,121       18,286       24,468 

Included  in  Cheshire  Lines  Committee. 

Leased  to  the  Great  Western. 

871        181,634     269,690       87,058     311,076 


609 


199,831 


297,428 


96,255 


Leased  to  the  North' Eastern, 
1,387       367,965     607,562     188  807 


311,610 


576,345 


£ 
763 


1750 


46,793 


54.724 


92,492 


Leased  to  tJie  Great  Western, 

Vested  in  the  Great  Western  and  Metropolitan, 

Worked  by  iJte  Great  Northern, 


26 


1,428 


Worked  by  the  Great  Northern. 


No  information. 


I 


648t 


513 


1,884 


12    I         506 
Leased  to  the  North-Eastern, 

12    I       2,742  I       3,621 
Worked  by  the  Midland. 
Lsased  to  the  London  and  North^Westem, 
Worked  by  the  London,  Chatham,  and  Dover, 
Worked  by  the  Midland. 

423       198,165      261,335 
Leased  to  the  London  and  North-  Western, 
Worked  by  the  South  Devon. 
Worked  by  the  Great  Western, 

17  1,108         8.021  I         686         2,957 


76,082 


460,501 


856 


2,177 


27,808 


174 


Worked  by  the  Idskeard  and  Caradon, 
^  <*7o,  t  This  amount  is  for  the  half  year  ending  31st  December  only, 


216 


775 
8.847 


46,228 


42,792 


76,890 


116 


178 
912 


30,852 


27,424 


68,838 


419 


600 


45.867 


179 


146 


88 


764 


24^461 


148 


11,006 


28.078 


20.000 


a  . 


g 

I 


1- 

i 


! 


19.880 


5,849 


10.936 


15,986 


4^7 


2ol 


16.3SS  , 


9,864 


26,^07 


609 ; 


4f*8  ' 


7.292 
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ROLLING  STOCK. 


Coaching. 


II 


h 


ill 


yi 


pi 

ic 

1 

^ti 

a 

III 

ffi 

C  9  ® 

2 

r-^SS 

s 

feg-H 

^a  1 

P  1 

ill 

NAME  OF  COMPANY. 


417 


^jm 


Tfjm 


7.005 


8,982 


4,400 


52.888 


10|$1» 


3»107 


No. 


No. 


No, 


No. 


n 


No. 


No. 
11 


I.QS4933 


1,000.607 


1,991.887 


387^73 


;£,18&,105 


2,108.925 


\10l,O61 


675 


83.180 


6.302 


4A«5 

2.358 
18.007 


1,168.208 


14v019 


19,889 

8,018 
20.018 


iexi73 


l,il&M72 


1,078,828 


2,100,194 


418  I       1,099 


29 


40 
2,707 


480         8,946 


50 


48 


2,558,298 


10,006 


1^404 


1,255 


0.910 


1,400,026 


1,989 


20 


06 


403 


908 


897 


1.681 


290 


841 


10,217 


17,898 


862  I 
24  ! 


178 


908 


509 


951 
2,958 


11,005 


12.811 


21,627 


Denbigh,  Ruthin,  and  Corwen. 

I>evon  and  ComwaU. 

Dowlais. 

JBtut  Linooln^ire. 

East  8omer»&t. 

Elu,  Haddmham,  and  SutUm. 

BI9  VaiUp. 

Bffeaham  and  JMdiieh. 

Exeter  and  CfredUtm. 

Fdringdon. 

Festiniog. 

Furneas. 

Qartton  and  Liverpool. 

Gloucester  and  Dean  Forest. 

Groat  Baatern. 


Great  Northern. 


Great  North  qf  England^  Clarence, 

and  Hartlepool  Junction. 
Great  Weatem.* 


The  Line  waa  worked  from  the  let  Jan.  to  the  80th  Sept. 
by  the  *  Mid-Widea  Company  "  and  fttmi  the  Ist  Oct. 
to  8l8t  Dec.  by  the  *'  Midland  Com] " 


46 


opany." 


Hired  from  the  North  Bastem  Railway  Company. 


477 


1,480 


90 


18,881  ; 


48     . 


10,094 


52 


Great  Western  and  Bren^ord. 
Hammersmith  and  City  Junction. 
Hatfield  and  St.  Albans. 
Hereford,  Hay,  and  Biocou. 

Homeastle. 

Hoylake. 

Hexham  and  Allendale. 

HuttandScIby. 

Isle  of  Wight. 

Keighlev  and  Worth  Valley. 

Kendal  and  Windermere. 

Kent  Coast. 

Kettering,    Thrapstotte,    and   Hunt- 

inffdon. 
Lancashire  and  Yorkshire. 

Lancaster  and  Carlisle. 

Launceston  and  South  Devon. 

Leominster  and  Kington. 

Liskeard  and  Caradon. 

Liskeard  and  Looe  Union  Canal. 


L  2 
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WORKING  EXPENDITURE. 


NAME  OP  COMPANY. 


I 

2 

5 

8 

I 


» 

£ 


% 

si 


1 


I 


1 


1^ 


s 


1- 


Llaiielly  Railway  and  Dock 

(Induding  half  the  '*  Vale  of  Towy.'') 


LUngoUen  and  Corteen   - 
lAantriaaant  and  TaffVaie  Jundvm 
Llynvi  and  Ogmoro 
London  and  BlackwaU 
London  and  Oreenwieh     - 


London  and  North-Weiitcm 

(Ineluding  the  *'  Binninghatn,  Wolrerhampton  and  Stour 
Van«^"  **BuckInghautthire^**CannodtMinerBl"  •*Che«ter 
Mid  HoIyh«dand  Bnuiohei^  -  CJromford  and  High  l»ei^  •' 
••  Kendal  and  Windermere,"  "  Lanotfter  and  CarlWe," 
"  North  Union/'  *  Shropshire  Union,** "  Watlord  and  Rick- 
mansworth.**  half  of  the  ''Birkenhead  and  Branches,** 
•»Lndlow  and  aeehill,"  "Shrewihory  and  Herefonl," 
••  T^nburj,**  *  Vale  of  Towr,"  and  part  of  the  "  Weet  i-oo- 
don  '<  and  **  West  Loodon  Eztenaion.") 

London  and  Sooth-Weateni 

(Inehidina  the  "  Bi«hope  Waltham,**  **  Deron  and  Corn- 
wall," ••  Exeter  and  Crediton,".*  Lymington,** '*  Mid  HanU." 
•*  Ringwood.  Christehnrch,  and  Bonmemouth,**  •*  8aU»bnry 
and  Dorwt,^*  "Salisbury  and  Yeoril,"  •*  SaUsbury  Kail- 
way  and  Market  House,*  "Seaton  and  Beer.**  "  Staines, 
Wokingham,  and  Woking,**  **  Stokes  Bay  Railway  und 
Pier,**  half  the  **  Weymouth  and  Portland,**  and  part  of  the 
**  West  London  Extension.") 

London,  Brighton,  and  South  Coast 

(Tndndlng  part  of  the  **  Victoria  Station  and  Pimlieo," 
and  **  West  London  Extension.") 

London,  Chatham,  and  Dover 

(Inol'idins  the  *'  Crystal  Palace  and  South  London  Junc- 
tion,** '*  Kent  Coant,"  **  aild  Kent  (Bromley  to  St.  Mary's 
Cray),**  *'  SoTenonke,  Maldstone.snd  Tunbrldge,*'  *'  Sittlns- 
houme  and  Sheerness,"  and  part  of  the  '♦  Victoria  Sution 
and  Pimlieo.") 

Londonderry  (Reaham  to  Sunderkuid) 
(Prirate  property.) 

London,  Tilbury,  and  Southend 

Lowestqfl       -       -  -  .  -  -  , 

Ludlow  attd  Clee  HUl 

Ljffttinffton       -        -       - 

Lynn  and  Sunttanion      -  -  -  -        - 

Manchester  and  Milford  .  -  ,  . 

Manchester,  Buxton,  Mattock,  and  Midlands  Junction 

Mancheator,  Sheffield,  and  Lincolnsblro 

(Including  the  "  South  Yorkshire  and  Kirer  Dun.") 

MancJicsten  South  Junction,  and  Altrincham 

Marlborough         ,---.- 

Maryport  and  Carlisle         -        -  -  .       - 

MeaisandEye        -       -  .  .  .  . 

Metropolitan        -  -  -  -  -  - 

(Including  the  **  Metropolitan  and  St.  John's  Wood,**  *'^Ie- 
tropolltan  District,"  and  half  the  *'  Uammersmith  and  City 
Junction.**) 

MetropolitanandSt.John*sWood 

Metropolitan  District  .  -  -  - 

Mid-Hants - 

Mid-Kent  {Bromley  to  St,  Mary's  Cray) 

Midland 

(Including  the  "  Eyesbam  and  Bedditoh,'*  **  Keighley  anti 
Worth  Valley,*'  **  Kettering,  Thrapstone,  and  Huntingdon," 
"  Manchester,  Buxton,  Matlock,  and  Midlands  Junction," 
"Midland  and  South-Westem  JuneUon,"  **North -Western," 


No, 
71 


£     I         £ 
11307  I     14vl71 


4,3e2 


Worked  by  the  Great  Western, 
Worked  by  the  Taff  Yale. 

30  3,(»8  '       4,885         1,188 

Leased  to  the  Great  Eastern, 
Leased  to  the  South  Eastern. 


**PeterborouKh,Wbbearh.  and  Sutton,"  ''Bedditoh,**  **Stone- 
hottse  and  Nailsworth,"  **  Tewkesburyand  Malyem,"  half 
the  **  FurnesB  and  Midland,"  "  Great  Western  "  fVqm  3Ial- 


yem  Wells  Jnnotion  to  lialyem  Link  SUtion.  **  Midland 
nnd  Eastern."  **  Norwich  and  Spalding,"  and  "  Otley  and 
Bkley"  Joint  Lines.) 


Midland  and  Eastern 

Midland  Counties  and  ik)utli  Walc8 

Mid- Wales  •  -  ■» 


1,477 

637,510 

8084>16 

657 

186.727 

2034^ 

351 

107,100 

166,550 

139 

63,111 

86,451 

Noinfoi 

mation. 

45 

12,800 

11,466 

0,628 


4,583 


052,009 


60,487 


276.536 


45,500     181,041 


24,600  !   102,071 


4.080 


0.014 


ill2 


1,966 


12^302 


38,261 


24,619 


24,542 


8,727 


1,040 


1,682 


115,815 


40,061 


60,705 


20343 


1372 


Leased  to  the  Great  Eastern, 

Worked  by  the  London  and  North-Westem  and  Great  Western, 

Worked  by  the  London  and  South-Westem. 

Worked  by  the  Great  Eastern. 

45    '       1,901  I       3380  '         816         2,732  |         050  241 


£ 

£ 

186 

476 

186 

- 

84354 

78304 

38.750 

8356 

80,627 

417.457 

13,254 

4318 

1,131 

148 

218 

230 


132 


S6302 


£ 
178 


64,129 


4vl08 


2321 


1306 


6^ 


lUU 


U»0 


41 


2,732  050 

Leased  to  iJie  London  and  North-Westem  and  Midland,  and  worked  by  the  Midland* 

333    I     8-(,921  I  100,442  {     39370  I  143.393  {     25364  I     17,770  I       7,500  .       6,804  I       4^048 

I  I  I  I  i  I  I  I  I 

Joint  property  qfthe  London  and  North-Westem  and  Mancltester,  Sheffield,  and  Lincolnshire, 

Worked  by  the  Great  Western, 


41  8304       11,101         5,266  \ 

Worked  by  the  Great  Eastern, 


7,700 


15 


15,723 


53367 


8395  ,     21.180 


Worked  by  the  Metropolitan,  : 

Worked  by  the  Metropolitan,  \ 

Worked  by  the  London  and  South-Westem, 
Leased  to  the  London,  Chatham,  and  Dover, 
947    I  291,266  !  406,077  I   118358     536.692 


Worked  by  the  Great  Northem  and  Midland, 


260 


1.055 
7,:i36 


1,185 


530 

5,198  , 


2,203 

1372 

632 

40 

• 

18348 

17,606 

12376 

12398 

206 

65303 

65,960 

81,067 

24388 

16317 

i      m 

29 

> 

3,740 

.« 

12o 

268 

- 

9^000 


123 


2.148 


14852 


25 
OS 
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BOLLING  STOCK. 


Ooaobing. 


f|-^ 


O 


HI 
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1^ 
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KAMB  OP  COMPANY. 


£ 


vn 


87,467 


52,414 


fiO^ 


92 


10,220 


107,626 


2,186 


24^000 


2,213 


6,066 


12,806 


£ 
63,226 


20,617 


8,180,622 


£ 
78,382 


44,006 


6,682,261 


£ 
20,166 


8,501,728 


928,466 

668,593 
417,786 


1,808,488 

1,266,660 
696,420 


879,982 

598,067 
277,684 


44,678 


66,174 


21,406 


12,604 
678,788 

39,466 
167,796 


17,007 
1,2*2.687 

02,213 
486,026 


4,603 
663340 

52.747 
268,281 


1,666,063 


8,606,460 


1.840,867 


2.067 
23,870 


2,180 
88,197 


63 
9,827 


72 


47 


47 


51 


60 


yo. 

No. 

20 

20 

10 

18 

1,649 

2.367 

280 

1,266 

266 

i;m6 

112 

570 

No, 


No. 


779 


1,417 


466 


881 


118 


4.719 


8,760 


946 


No. 


2,589 


No, 
916 


809 


38,861 


Lbmelly  Bailwag^  and  Book. 

JAangoUen  and  Corwen. 
Lkmtri$9amt  and  TaffVale  JuneHon. 
Llynvi  and  Ogmore. 
London  and  BlackwaU. 
London  and  Oroenwieh. 
London  and  Noiih-Westem. 


168 


276 


6,889 


6,028 


1,788 


67 


Supplied  by  tho  Great  Eaatem  BaUway  Company,  who 
work  the  Lino  under  a  contract. 


78 


47 


48 


270 


19 


47 


736 


97 

72 


6 

76 

1 

429 

104 

7,481 

- 

29 

14 

1,103 

29 

146 

• 

2 

11 

1.609 

848 

17,060 

- 

85 


8,284 


1494 


19,747 


London  and  South-Western. 

London,  Brighton,  and  South  Coast. 
London,  Chatliam,  and  IXnrer. 

Londonderry  (Seaham  to  Sunderland). 

London,  Ttlhuiy,  and  Southend* 

LotoeatqfL 

LudiowandCUeHiU. 

Liftninffton. 

Lynn  and  Hunaianiou, 

Manchester  and  Ifillbrd. 

Manchetier,   BuxUm,  Matlock,  and 

Midland*  Junction. 
Manchester,  Sheffield,  and  Linodn- 

shire. 

Manehe^Ur,    South   Junction,    and 

JUrincham. 
Marlborough. 

Maryport  and  Cariiale. 

MOUaemdllye. 

Metropolitan. 

Metropolitan  and  St,  John* 9  Wood. 

Metropolitan  Dietriet, 

Mid-Hant*. 

Mtd-Kent   {Bromlep  to   St,  Mar9*9 

Craif). 
Midland. 


Hired 


874 


40 


466 


Midland  and  EaHem. 

Midland  Counties  and  South  Wales, 

Mid-Wales, 


Ji3 
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RAILWAYS  :— EETURN   OF  WORKING   EXPENDITURE,   &C.   DURING  THE   YEAR    1369« 


NAHB  OF  GOUPANY. 


WORKING  JSXFBNDITURB. 


I 
I 


h 


IWbrd -         - 

Monmouthshire  Railway  and  Canal 

Moretonhampttead  and  South  Devon 

Howddwy         -  .  -  -  • 

Much  Wenioek  and  Severn  Junction 

NoHiuieh  and  Market  Dravton 

Neath  and  Brecon         -  •  .  .        - 

Newport  Pagnell 

North  and  South-Westem  Junction 

North-Eastem      .  -  -  -  - 

andadinff  tha  *  Great  North  of  England,  Clarenee, 
and  Hartlepod,"  and  the  '*  HoU  and  Selby.** 

Mrthem  and  JBaefmji;         -  v           "         ' 

North  London      .           -  -             -             - 

North  Stalfordshire       -         -  -         .        - 

North  Union         .           -  -             -            - 

North-Western            -             -  .         -       - 

Norwieh  and  Spalding         -  -           .           - 

Nottingham  and  Grantham  BaOwaif  and  Canal 

Oldham,    Aahton-under-Lyne,   and  Guide   Bridge 
Junction. 

FemhrokeandTenl^        -  -  •  - 

JPenarthJa[arbour,J)oek»andBailwa» 

Peterborough.  Wiebeach,  and  Sutton 

Fotteries,  Shrewibuiy,  and  North  Wales 

Preston  and  Wyre 

JBamseif       .-.--- 

Jledditeh 

Bhymney 

Bingwood,  Christehurcht  and  Bournemouth     • 

Soifston  and  Mtchin        .  .  .  - 

By de  Pier      -  -  -  .         .        - 

SajfronWdlden     -  .  -  -  - 

SaUabury  and  Bormt  Junction 

Salisburif  and  Yeovil       -  .  -  - 

Salisbwy  BaOwaif  Ofid  Market  Souse 

Sanndersfoot  Railway  and  Harhour 

Seaton  and  Beer  - .        - 

Sevenoaks,  Maidstone,  and  Tunbridge 

SeremandWyet  .  -         -         •         - 

Severn  VaUeif  -  -  -         • 

Shrewsbury  and  Her^ord  -  -         -         . 

Shropshire  Union  Baikoavs  and  Canal 

Sbhowy         -  .         -  -  - 

SittingboumeandSheemess 

Somerset  and  Dorset        '         '        m         ' 

South  Devon 


No.     \       £      \       £      \        £ 
Worked  by  the  Great  Western, 

61         16,896       18,4£8         3,928 
Leased  to  the  South  Devon, 
No  information. 
W&rked  bg  the  Great  Western, 
Worked  bg  the  Great  Western, 

87 


88 

2.480 

8,614 

To  information. 

6 

8,686 

- 

1,275 

868,067 

674.664 

281,018 


Leased  to  the  Great  Bastem, 


12 
182 


17308 
41,660 


62,780 
48,807 


16,165 
20,851 


17,486 


2.797 

1366 
407,141 


50J79 
52371 


1 


4^679 


1.442 


UOl 


57.778 


7,060 
10,660 


6,601 


156 


845 


86319 


11384 
4,004 


264 


468 


803S1 


5310 
2367 


I 

I 
I 


810 


Leased  to  the  LancasMre  and  TorksMre  and  London  and  North-Weetem, 

Leased  to  the  Midland, 

Worked  by  the  Great  Northern  and  Midland, 

Leased  to  the  Great  Northern. 

91 

166 


6          2381 

6,217 

- 

41           1,556 

2.777 

480 

Leased  to  the  Taff  Vale, 

Worked  by  the  Midland, 

18          1,108 

1.064 

880 

Hand, 
3374 

612 

61 

%179 

761 

244 

1,127 

999 

111 

81 


10 


80312 


2,184 


84 


4364 


62 


74 


28 

Leased  to  the  London  and  North-  Westei*n  and  Lancashire  and  Yorkshire. 
Worked  by  the  Gre<U  Northern, 
Worked  by  the  Midland, 

25  7,006       19320        1,408         4399         2306        1366 

Worked  by  the  London  and  South-Westem, 
Leased  to  the  Great  Northern, 

k         1,062    -  •  I  •  •         2346  246  640 

Worked  by  the  Great  Eaetem. 
Worked  by  the  London  and  Souffi-Westem, 
Leased  to  the  London  and  South-Western, 
Worked  by  the  London  and  South-Westem, 
No  information. 

Worked  by  the  London  and  South-Westem, 
Worked  by  the  London,  Chatham,  and  Dover. 

2fl  4JMir        1,276     -  -  I  12        1306  804 

Leased  to  the  Great  Westem, 

Leased  to  the  Great  Westem  and  London  and  Nprth-Westem, 
Leased  to  the  London  and  North-Westem. 


16 


2,482        8,688 


2,466 


Leased  to  the  London,  Chatham,  and  Dover. 


Clndttdinff  the  **  Dartmouth  and  T< 
and  .South    Deron,"   and   »M< 


**Laimeast«n 


South  Daron.**) 
South-Bastemt  .  •  - 

(Indndhig  the  **  London  and  Greenwioh.") 


South  Wales  Mineral 

South  Yorkshire  and  Biner  Dun 

*  Inoludinff  18390^*  received  for  working  other  Ones, 


66 
112 

327 


6386 

28337 

126.912 


8,481 
26365 

154361 


1376 
6,721 

45.210 


18,064 
81386 

200,006 


802 

8,906 
7386 

46,058 


Leased  to  the  GVyncomog  Coal  Company. 

Leased  to  the  Manchester,  Sheffield,  and  Lincolnshire. 

t  This  is  for  the  year  ending  Slst  March  1870. 


1,028 

698 
8318 

61,682 


24 

671 
il87 

86349 


52 


9,806 


2^138 


S81 


188 


2300 


4,4Sn 


996 


147 


206 
466 

2,786 


189 


76 


348 


9.540 
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83 


I 

•a 

I 


I 


I 

S 

f 

a 


|5 


4 
t 


BOLLmO  STOCK. 


Coachiiig. 


5 

•s 

h 

il 

O 


P 


NAMB  OP  COMPAKX. 


tm 


VSll 


I 

78^1  I     15S,848 


i      IfMSiS 


4570 
a»^74 


tt/01 


8,008 
l.«0 


412 


107 


18,00B 


88S 


83,846 


son 


71 

6,841 
891 

8.881 


79,048 


10,280  SOS 

defldencj 


T.476  [      1S.780 
1^,881    4169.888 


*  188318 
286,548 


18,286 


8368 


4308 


44A68 


4709 


10,484 


noso 

40398 
107406 

71M81 


858308 
4S9318 


11398 


2S348 


4179 


88377 


9387 


19|416 


28319 


68341 


8,804 
2388397 


189394 
868387 


942 
ddfioiencgr 

14374 


defleien<^ 


24309 


4868 


8381 


15J8S 

18,048 
182349 


lOS 


54 


46 


48 


106 


86 


115 


84 


1384446       818,986 


47 


2fo, 


No, 


No. 


No. 


879 


No. 


No. 


498 


Hired. 


Simplied  by  the  London  and  North>We8leni,  North 
London,  and  London  and  South- Western  Bailwi^ 
Companiea. 

88390 


1318 

643 

80379 

651 

889 

■    • 

489 

.     . 

198 

77 

8,974 

924 


Supplied  by  the  Hmnchester,  Sheffield,  and  Lincoln* 
and  London  and  North-Westera   Bailway 
Oomp"~'" 


218 


248 


28 

. 

187 

1 

18 

8 

192 

1 

88 

6 

90 

10 

8 

'  7 

17 

• 

•    • 

247 

• 

10 

• 

18 

2 

66 

88 

476 

100 

110 

88 

408 

78 

1346 

418 

8340 

801 

166 


268 


878 
888 

6,847 


Milord. 

Monmoathshire  Baflway  and  CaniL 

Mor^tonhampHMut  and  South  Dewm. 

Mowddwy. 

Mueh  WenJock  and  Severn  Junction. 

Nantwiek  and  Market  Drayton. 

Neath  and  Brecon. ' 

Newport  P^pidL 

North  and  South-Western  Junction. 

N(Hrth-Baatem. 

Northern  and  Sastem, 
NorU^  London, 
North  StaiTordBhire. 
North  Unifin. 
North-Weetem. 
Normkh  and  Spaiding, 

Nottingham  and  Orantham  JUuhoap 

and  Canal. 
Oldham,    Aahton-under-Lyne^     Mid 

Guide  Bridge  Junction. 

Pembroke  and  Tenby. 

Penarih  ffariour,  DoA»  and  Baihoaif, 

Peterborough,  Wiebeath,  and  Sutton. 

Peateries,   Shiewsbuxy,    and  North 

Priaton  and  Wfre. 

Mameeif. 

Medditdi. 

Bhymney. 

i^ngwoodt  Christehurch,  and  Bourne* 

.    mcmth. 

Boiftton  and  Hitehin. 

Byde  Pier. 

Si^jfiron  Wdlden. 

SaUeburif  and  Doreet  Junction. 

SaUehurif  and  TeoviL 

SaUeburjf  Baihoap  and  Market  Hotae, 

Banndersfoot  Bailway  and  Harbour. 

Seaton  and  Beer. 

Sevenoaks,  Maidetone,  and  Tunbridge, 

Severn  and  Wye. 

SevH^  VaUen. 

Shrtwebury  and  Ber^fbrd. 

Shropshire    Union    BaikoajfS   and 

Canal. 
Sirhowy. 

Sittingbourtte  a$td  Skeerunt. 

Somerset  and  Dorset. 

South  Devon. 

South-Bastem. 

South  Wales  Minerai, 

South  Tork^re  and  JBttw*  Dm, 


t  This  is  for  the  year  ending  81st  January  1870. 
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railways: — RETURN   OF   WORKING   EXPENDITURE,    &C.   DURING  THE   YEAR    1869. 


NAME  OF  COMPANY. 


SpUsbif  and  Fir  thy 
Stafford  and  Uttoxeter 
Stainet,  WiMmgham,  and  Woking 
Stamford  and  Eaiendine 
SUiket  Baifi  Raikoan  and  Pier 
Stonekouu  and  NdOnporth 
atourbridge 
Stra^fbrd^npon-Awm 
Swansea  Yala 


TaffYale 

(iBoladlng  the  **  Aberdare, 


toff"    **  LtontriMant    and    Tsff    Yale    Jonotion,' 
**  Penarth  Harbour,  Doek,  and  Railway.") 


•^.Cowbrldge"  "Dare  Val 
Jonotion,"    and 


Talyllyn*  -         • 

Teea  Valleg 

Tmbunf         -  .  - 

Ttnimrif  and  B&wdleif 
Tmdring  Hundred 
Tntdring  Snndred  SxtenHon 
T9wk$»tmry  and  Malvem 
Tottenham  and  Hampstead 
Trent,  Ancholme,  and  Grimaby 


Vale  qf  UangoUen      .  .  • 

ValeqfTowif  ... 

Victoria  StaHcn  and  Pimlieo 

WaUinafordandWaaingUm 

Watford  and  Bickmaneworth 

Wellington  and  Draff  ton 

WeUington  and  Severn  Junction 

Weet  Cornwall  Committee 

Weet  London         -  ,  . 

West  London  JBxteneion 

Weet  Norfolk  Junction 

WeetSomereet 

Wost  Somerset  Mineral 

Wejfmouth  and  Portland 

Whitehaven,  Cleator,  and  Egremont 

Willoughl^  de  Eresby's,  Lord— (Edenham  to  Little 
Bytham). 

(RriTate  Property.) 


:} 


WUnep  •  ... 

Wieenhoe  and  BrighiUngeea 

Wrexham,  Mold,  and  Connah's  Quay 
(Ineloding  the  *  Bnckley.") 

Total  Ekolavd  akd  Walks 


WOEKIXG  EXPENDITURE. 


yo,        £         £         £         e 

Worked  by  the  Great  Northern, 

No  information. 

Leaeed  to  the  London  and  South'WeJstem. 

12  440         1,617  6         2,14« 

Worked  by  the  London  and  South-  Weetem. 
Leaeed  to  the  Midland,  ! 

Worked  by  the  Great  Western, 
Worked  by  the  Great  Western, 

20  4.149         8,809  680 


75 


80,012 


88,967 


2,560 


82,088 


171 


1,125 


10.068 


I 


108 


1,162 


15.814 


7  889  887  188  687  205  168 

Worked  by  the  North-Eastern, 
Leased  to  the  Great  Western  and  London  and  North-Westem, 
Worked  by  the  Great  Western, 

Worked  by  the  Great  Eastern, 

Worked  by  the  Midland. 
Worked  by  the  Great  Eastern, 

14  2,905         4,861     -  •         1,188  960  162 


85 


1,468 


41 


9 
I 


1^ 


£ 


18 


*7 


27 


21 


Worked  by  the  Great^Westem, 

Leased  to  the  HaneBy  and  London  and  North-Westem. 

Line  used  by  the  London,  Brighton,  and  South  Coast,  London,  Chatham,  and  Dover,  and  Gid^ 
Western, 

Worked  by  the  Great  Western, 

Worked  by  the  London  and  North-Westem. 

Worked  by  the  Great  Western, 

Leased  to  the  Great  Western, 

Worked  by  the  Great  Western,  South  Devon,  and  Bristol  and  Exeter  Baihoay  Companies, 

Leased  to  the  Great  Western  and  London  and  North-Western,  I 

Line  used:,  by  the  London  and  North-Westem,  Great  Western,  London  and  South-Westem,  end 

London,  Brighton^nd  South  Coast. 
Worked  by  the  Great  Eastern. 

Leased  to  the  Bristol  and  Exeter. 

12  1,820     -  -     -  -     -  -  877  224 

Worked  by  the  London  and  South-Westem  and  Great  Western. 


21  4,169 

No  information. 


6,941 


2,904 


Worked  by  the  Great  Western, 
Worked  by  the  Great  Eastern, 
16  859         1,762  I         201 


10,773i 


3,128,283 


4,409,658  |l,409.887  4^934058     767,617 


5,116 


2,888 


1,502 


904 


90 


782,468 


118 


28 


468.986 


SO 


800^476 


410 


63 


116,802 


428' 


19S' 


«».W7i 


*  ThU  iB  for  the  Year  ending  81  St  March  1870. 
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— RKTUUN  OF 

WORKING 

EXPENDITURE,   &C 

.  DURING  THE  YEAR    1869-                    85 

1 

8 

1 

i 
1 

5 

M 

1 

1^ 

BOLLINO  STOCK. 

1 

h 

If 

fa. 

1 

1 

Cosciiing. 

III 
111 

©So 

III 

pi 
III 

III 

< 

1 
1 

i 

1. 
1 

F 

3  ^  o 

S 

Is 

Il 
il 

o 

NAME  OF  COMPANY. 

£ 

£ 

£ 

£ 

£ 

No. 

A-d. 

No, 

No. 

A'o. 

No. 

1 

SteffoiduidUUoxeter. 

' 

Staines,  Wokingham,  amd  Wokfrng. 

1 

4^ 

6.601 

960 

83 

3 

8 

. 

11 

Stamford  and  Essendine. 
Stoket  Saw  BaUwag  and  Pier. 

- 

Stra^foTd-npon-Avon. 

•          • 

1,148 

14.685 

26.M6 

11361 

65 

11 

14 

1 

164 

■                  ■ 

190 

Swansea  Yale. 

11.5M 

8W8 

20M32 

410387 

206356 

49 

81 

76 

10 

2.690 

- 

2367 

TaffVale. 

•          • 

1320 

1,738 

deficiency 

105 

2 

4 

1 

109 

116 

Talyllyn. 

TenVdOe^. 

T^nbnr^^ 

Tenbury  and  Bewdieg. 

T^ndring  Hundred, 

Tewkeelmrg  and  Mdhem. 

•           • 

•           • 

10.U7 

20436 

IMW 

60 

ProrkL 

Bd  by  the  Mincherter.  Sheffield,  aod  L 
shire  Railwiy  Company. 

inooln- 

ValeofTiwg. 

!       1 

Victoria  Station  and  PimUoo. 

1 

WaUmaford  and  Wattington. 

WeUington  and  Dragton. 

. 

1 

West  CermoaU  Committee. 

West  London. 

• 

West  Norfolk  Junction. 

•          • 

• 

2,881 

6372 

3,041 

48 

4 

3 

- 

66 

8 

t« 

WeitBomenet  Mineral. 
WegmonthandPorOand. 

•          • 

20,726 

64313 

83,487 

38 

10 

12 

8 

783 

9 

767 

WhitehaTen,  aeator,  and  Bpnemont 

Wnioughby  de  Brosby's.  Lord— (Eden- 
ham  to  Ottle  Bytliam). 

WUneg. 

758 

2.000 

9,287 

13.710 

4,478 

61 

6 

8 

2 

112 

• 

127 

Wr«xham  M<dd  and  Connah's  Quay. 

46M<1 

860.206 

17,804308 

36405,122 

18.600314 

48 

7^1 

17448 

^038 

197,205 

6302 

234,724 

Total  Enolahd  akd  Walbs. 

t  This  Rolling  Stock  belongs  to  the  Bbbw  Tale  Steel,  Iron,  and  Coal  Company,  Limited,  who  work  the  Line. 


26101. 


M 
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RAILWAYS: — RETURN   OF   WORKING   EXPENDITURE,    &C.    DURING  THE   YEAR    1869. 


SCOTLAND. 


Retubn  of  the  WoRKixa  Expendituee,  Rolling  Stock,  &c.  of  the  several 


NAME  OP  COMPANY. 


a 


WORKING  EXPENDITUEE. 


I 
I 


d 


I 


si 


H 


I 

§ 


^ 

5 

1 

g 

^ 

b 

£ 

fi 

§ 

1 

i 

h 

o 

at 

ll 


Aboyne  and  Braemar      ..... 

.lly^ 

ArbroeUh  and  Forfar       -  -  -  .  . 

.^lirr  <mm2  ifoyftoltf  Junction  ..... 
BvrtoicibAtrtf        ...... 

JBIoiMFatttfy 

Busbv 

*Cmledonian  -         -  -  -         -         -       . 

OnolndiDff  the  '^Aljth"  *' Arbroath  and  Forfkr," 
"  Biuby,"  ^*  Greenock  and  Wemyw  Bay,"  *  Montrose 
and  Benria,"  and  *'  Port  Patrick.") 

CarUtle  and  8iUoth  Bag  .... 

Ihetide ^ 

J>ee9ide  Bximi9um ) 

DwonVaUey 

Sdinlmrgh  and  Bathffoie 

SskVdtlifu 

Findhom       .--.-.. 

'Forth  and  Clyde  Junction        .  .  .  . 

GkuffOio  and  MUngetfHe  JnncHon    ... 

*Gla4Kov  and  Soutii-Western      -         .         •  , 

(Ineloding  the  **  Ayr  and  Maybole  Jnnetion,"  **  Kilmar- 
nock and  Troooi**  and  one  half  of  tfie  **  Glasgow  and  Paialey 
Joint  Line. 

*Great  North  Of  Scotland 

(Inohidlng  the  **  Aboyne  and  Braemar/*  *  Deeaide  "  and 
•«  bcedde  ]&ten8ion,"  and  *'  Morayshire.^ 

Qreenook  and  Wemy$a  Bay  .... 

tHi^iland 

(Ineludinc  the  "  Findhom  "  and  **  Satherland,"  both  Ibr 
the  year  ending  81st  Aogost  1869.) 

Kiknafmocik  and  Troon  .... 

LsiUs 

'Leren  and  East  of  Fife 

Moniro96  and  Bervie 

Morayifrire 

•NorthBritish 

(Indndlng  theOBenriekahire."  •  Blane  YaUey ,"  **  Carlisle 
and  smothBasr,"  **  Deron  YaUey,"  "  Edlnbnrgh  and  Bath* 
gate,"  "  £sk.YaIley,"  '*  Glasgow  and  Milngatto  Jonetion," 
^  LeaUe/*  *'  Peebles,**  **  Port  Carlisle  i3ociLand  BaUway," 
and  "St.  Andrew?*!) 

PeebUi 

Port  CarHsle  Ihck  and  Sathoay     •      -  •      - 

Pore  Patrick 

St,AndrmM 

Su(htrland       ....... 

Total  Scotlahb 


No,     \       B      \      £  £  £ 

Worked  by  the  Great  North  qf  Scotland, 
Leased  to  the  Caledonian, 
Leased  to  the  Caledonian. 
Worked  by  the  Olasgow  and  South-lFestem, 

Worked  by  the  North  British, 
Worked  by  the  North  British, 
Worked  by  the  Caledonian. 

782       200,858      268,036       74,285     228,118 

Leased  to  the  North  British, 

Leased  to  the  Great  North  qf  Scotland, 

Worked  by  the  North  British, 

Leased  to  the  North  British. 

Leased  to  the  North  British, 

The  Une  was  worked  by  the  Highland  till  SOth  January  1800,  wheUy  in  consequence  of  the 
being  insufficient  to  meet  the  annucU  expenditure^  the  working  was  discontinued. 


43,702 


40,804 


18,721 


12,024 


3,423 


m 


81 

3^70 

1,000 

2,422  i 

Worked 

by  the  North  British, 

280 

76,664 

61,807 

24^613 

200 
Worked 

10,004 
bytheCa 

23,600 
ledonian. 

8,700 

268 

13,326 

24,130 

6,680 

~~ 

58,480 


27,830 


28,676 


Leased  to  the  Glasgow  and  South-Weriem. 
Worked  by  the  North  British, 

20  1,013         1,213 

Worked  by  the  Caledoman. 
Worked  by  the  Great  North  of  Scotland, 
776       104,616     178,788       87,126     215,002 


$,476 


Leased  to  the  North  Briti^, 
Leased  to  the  North  British, 
Worked  by  the  Caledonian, 
Worked  by  the  North  BrUiA. 
Worked  by  the  Highland. 


2,307        510,340     660,360     204,662 


1,080 


13,606 


6,683 


6,774 


664 


40,077 


287 


14^453 


0,232 


6,148 


806 


18,000 


662,5:^  j   lll,oCu  1     06,220 


221 


4,705 


2,007 


8,262 


216 


16,661 


80,872 


combined 


2,777 


86 


118 


35 


717 


303 


8,188 


29,004 


5,580 


m\ 


355 


12^ 


10,200 


28,«12 


*  Thia  is  for  the  year  ending  Slat  Janoaiy  1870. 


t  This  is  for  the  year  ending  28th  February  1870. 
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SCOTLAND, 


Kah^wat  Coxpakies 

in  SoOTLAKD  during 

the  Year  ended  Slat  December  1869. 

1 

2 

BOTJ-TNG  STOCK 

1 

Stoiun  Boat.  Canal,  and  lUrbour 

MisocUanooui  Working  Expendi- 
ture not  included  in  the  fore- 
going. 

£ 

s 

M 

M 

1 

1 

a 

i 

a 

1 

1 

•3 

s 

H 

I 
If 

1 

Carriages  used  for  the  Con-  ' 
veyance     of     Passengers      ^ 
only>                                        1 

Other  Vehicles  attached  to     | 
Passenger  Trains. 

Waggons  of  all  kinds  used  for  the 
Conveyance  of  Live  Htock,  Mine- 
rals, or  Qoneral  MercliaitdiHC. 

Any  other  Carriages  or  Waggons 
used    on  the  Railway,  not    in- 
cluded in  the  preceding  Columns. 

Total   of    the    Five   preceding 
Columns. 

NAME  OP  OOMPAirr. 

£ 

£ 

£ 

£ 

£ 

£ 

No, 

No, 

No. 

No. 

No. 

No, 

Aboffn^  emd  Braemar. 
J^andMawMeJtmeiiom. 

1 

Bb  i^  I  tf  Ami  iu. 

, 

i 

BlaneVaUsg' 

1 

Aisfty. 

»m 

21,020 

940,926 

24)05,722 

1,066.796 

47 

614 

875 

290 

14JW6 

128 

16308 

CaledoDian. 
\Doe9idsBrien$km, 

Demon  VaUeg. 

BdinlmrgkamdBaS^gate, 

BAVdUeg, 

limdkom. 

- 

588 

U,755 

17328 

6,078 

66 

4 

10 

4 

289 

»          • 

807 

Fortii  and  Oljde  JniuAion. 

• 

2,986 

266,044 

616,860 

861,716 

48 

184 

864 

180 

7.681 

86 

8,446 

Glaagow  and  South-Westem. 

411 

13H 

100,079 

191,228 

90M4 

68 

64 

171 

27 

1,400 

•          - 

1,7U 

Grent  North  of  SootiandL 

6444 

98W 

820,860 

126,682 

48 

66 

186 

60 

l.»4 

19 

1.466 

Hi^iland. 

KUmamoek  andTyoon, 
Le$Ue. 

S81 

7,967 

16,728 

8,766 

48 

8 

6 

3 

172 

184 

Leren  and  Bast  of  Fife. 

»^0 

USM 

818,844 

1^,6W 

679,886 

64 

806 

881 

289 

16,064 

170 

16,740 

N<NFili  BHUflh* 

PmNm. 

PoHCarUdeDocktmdMMlwm^, 

PoHPatridt. 

St,JMdrew$. 

66,600 

46,867  j  2,246,152 

4,664^894 

2318.748 

40 

1,211 

2»43S 

763 

40336 

408 

46,646 

Total  ScoTLAiTD. 
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IRELAND. 


Return  of  Working  Expenditure,  Rolling  Stock,  &c.  of  the  several 


NAME  op  company. 


-6 

I 

8 


» 


WORKING  BXPENDITUM. 


4 


I 


I 


1 


t 

p 

I 


•5" 


a. 

1^ 


6 


Athenry  and  Ennis  Junction    • 
Alhenrtf  and  Tuam 


Banbridge  Junction 

Banbridge,  jAsbum^  and  Belfast 

*Belfturt  and  County  Down 

Relfaat  and  Northern  Counties 
Inclndlnir  the  "  Orriekrer 
■ondonderry  «nd  Coleraino.") 

Belllut,  Holywood,  and  Bangor 


(Inclndlnir    the    "Carriekrergui    and    Lame,** 


and 


Carrichfergus  and  Lame      .  .  - 

Cork  and  Bandon       ... 

(Indnding  the  **Cork  and  Kinaale  Jtmetion.**) 

Cork  and  Kinaaie  Junction 

Cork  a/nd  Limerick  Direct       .  .         . 

Cork  and  Macroom  Direct      .      .      • 

tOork,  Blackrock,  and  Passage 

Dublin  and  Belfast  Junction 

(indnding  the  '*  Banbridge  Junction.") 

Dublin  and  Drogheda    -       .       .       - 

Dublin  and  Kingstown       •       .        . 


Dublin  and  Meath     .... 

Dublin*  Wicklow,  and  Wexford 

(Including  the  *'I>uhlin  and  Kingi town.")  . 


SnniskiUent  Bundoran,  and  SUgo 


Finn  VdUey 


Great  Northern  and  Western  qf  Ireland 

Great  Southern  and  Western  of  Ireland 
(Indnding  the  **€ork  and  Limerick  Direct.*0 


Irish  North- Western 


(Indnding  the  ** Clones  and  Caran  Branch,**  **Enni«- 
Bundoran.  and  BUkih*  "l^lnn  YaUey,*'  and  **LQn- 

\A  RnnUkillan  "^ 


kiUen,  Bn 


donderry  and  Enniskillen.") 


KiiketMV  Junction 


LimeriekandOastleoouneU 
Limerick  and  Ennis 
Limerick  and  Foynes 
Londonderry  and  Coleraine 
Londonderry  and  EnnisktUen 
*Londonderry  and  Lough  Bwilly 


M.     \       £       \       £      \       £      I       £       \       £ 
Included  in  the  Midland  Great  Western  qflrdand. 

Leased  to  the  Midland  Great  Western  qf  Ireland. 


2,009 
6,6S0 


Leased  to  the  DubUn  and  Belfast  Junction. 

Leased  to  the  Ulster. 

4A 

5;i74 

8^)09 

2,104 

C857 

161 

20,002 

23,818 

5,447 

17A46 

13 

2.809 

2,972 

624 

2,279 

Worked  by  the  Belfast  and  Northern  Counties. 
81  8,788         3,820         1,299         4,017 


1,429 


757 


Worked  by  the  Cork  and  Bandon. 

Worked  by  the  Great  Southern  and  Western  qf  Ireland, 


(» 


1,822 

1,868 

808 

1,762 

862 

1,793 

1,608 

239 

1,290 

676 

7,641 

10,814 

2.886 

7,098 

8,413 

10,818 

13,098 

3,608 

10,130 

3,038 

75 


Leased  to  the  Dublin,  Wicklow,  and  Wexford. 


107 


t62S 
19,101 


1 2,148 
19.067 


$126 
5,948 


1.890 
19,417 


Worked  by  the  Irish  North-Western. 


Worked  by  the  Irish  North-Western. 


Worked  by  the  Midland  Great  Western  qf  Ireland. 
437         74v068       88,346       17,265       61,286         9,050 


766 
6,081 


196 


19,956 


20,398 


6.847 


16,936 


4,234 


Worked  by  the  Waterford  and  Central  Ireland. 


Worked  by  the  Watetford  and  Limerick. 
Worked  by  the  Waterford  and  Limerick. 
Worked  by  the  Waterford  and  Limeriek, 
Worked  by  the  Belfast  and  Northern  Counties. 
Leased  to  the  Irish  North-Western. 

16    I         791         1.042  63  804 


114 


633 
3.500 

264 
1.184 


141 
648 

8.158 
3,077 

J  74 
5.967 


17,463 


8,001 


70 


£ 

£ 

1 

88 

484 

1.099 

380 

4ffi 

2 

m 

- 

30 

U 

, 

71 

i 

195 

364 

11 

367 

. 

tn 

1.129 

201 

1.755 

2.041 

2^084 

•         . 

14 

607 
1,745 


687 
654 


•  This  i9  for  the  year  ending  8l8t  ^anuwy  1870. 


t  This  is  for  the  year  ending  80th  April  1870. 
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IRELAND. 


Batlwat  Companies  during  the  Tear  ended  3l8t  December  1869. 


I 


it 
II 

I! 
II* 

II  a 


H 

I 
3 


i 

•a 
a 

I 
3| 


i 

a, 


BOLLING  STOCK. 


Coaching. 


SI 


O 


ii. 
III 

«  ©  SJ 

11'- 


'SI 


til 


1 


i 

p 


KAMB  OF  COMPANY. 


74 
1.109 

15S 

708 


27 
191 

198 
868 

504 
1.888 


6.0S9 


707 


£ 


26,422 
78.602 

10.592 
15.118 


5^904 
6^155 

96^160 
46.248 

6.745 
79.484 


464K» 
140.869 

16.116 
88.135 


18.821 
11.188 

83.869 
104.601 

7;S96 
188.048 


277.979 
78.663 


668.148 


123.990 


8.617 


5446 


19.540 
62.207 

5.524 
18,017 


7.417 
4b98S 

47.209 
69.858 

851 
108.564 


290.169 


60.427 


1.628 


JVb. 


67 
56 


66 


46 


44 
56 


44 
48 


No, 


No. 


50 


14 


12 


A'o. 

No, 

269 

723 

27 

13 

- 

69 

- 

68 

•    • 

- 

2 

288 

16 

241 

83 

No, 


349 
913 


66 


102 


830 


The  line  is  now  worked  by  the  Midland  Great  Western 
Company. 
48  128  39  478  19  702 


69 


121 


84 


70 


128 

39 

478 

19 

228 

182 

1.886 

128 

47 

33 

526 

4 

1 

20 

2,446 
640 


Athenry  and  JSH1U9  Junction, 
Athenry  and  Tuam. 

Banbridge  Junction, 
Banbridgc,  Litbum,  and  Bc{faH, 
Bdfiist  and  County  Down. 
Belfiist  and  Northern  Conntiea. 

Bel&st.  Holywood.  and  Bangor. 

Carricl^erffu^  and  Lame, 
Cork  and  Bandon. 

Cork  and  Kintale  Junction, 
Cork  and  LimcriOi  Direct, 
Coik  and  Maoroom  Direct. 
Cork,  Blaokrock.  and  FMsage, 

Dublin  and  Belfltft  Junction. 

Dublin  and  Drogheda. 
DmbUn  and  Kinffstoion, 
Dublin  and  Meath. 
Dublin,  Vicklow,  and  Wezfbrd. 

Sm&i^eiUcn,  Bundoram,and3ligo, 
FinnVaUeg. 


Great    NorOicm    and    WeHcm   qf 

Treiand, 
Great    Southern    and    Weitem    (^ 

Ireland. 


Irish  North-Westem. 


Kilkcnnf  Junction, 

Limerick  and  Cattleconnell. 
Limeridt  and  Bnnis, 
Limerick  and  FofpkCi, 
Londonderry  and  Coteraine, 
Londonderry  and  AmiMUen, 
Londonderry  and  Lough  Bwilly, 


t  These  amounts  are  for  the  half-year  ending  80th  June ;  the  Midland  Great  Western  of  Ireland  Company  haTe  w^ 
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NAHB  OF  GOMPANT. 


I 

I 


VrOREINQ  EXFENDITUK8. 


I 


I 


SCidluid  Great  Western  of  Ireland 

(Ineludiag  the  "Athenry  and  Ennis  Jnnction 


(from 


Irt  October  1869),  **  Atbenry  and  Tuam,"  "  Athlone  to 
Oalwaj,'*  **  Dublk  and  Meath  "  (from  lit  Jane  1869),  and 
'  <3reat  Northern  and  Western  of  Ireland."^ 


Newry  and  Armagh         .         -         -  - 

NewTy>  Warrenpoint,  and  Rostrevor    - 

Fartonstaw*  cmd  Portmmna  Bridge   • 
Fortadow»t  J>tMgaiiMon,  and  Omagh  Junction 

Jtatkkeale  and  Nmoeastle  Junction 


1^ 

1 

No. 

£ 

426 

51,278 

22 

1,641 

7 

613 

a 

o 


1' 


§ 

F4 


1 
I 


£ 

35,933 


•2,964 
1,141 


476 
505 


34,914 


2,613 
1,024 


TJlitcr 

(Tndndfag  the  *'  Banbridge.  Lbbnm,  and  Belfait,"  and 
**  Portadown,  Dungannoo,  and  Omagh  Jonetion.'') 

fWaterford  and  OentnJ  Ireland  .         .         . 

(Indnding  the  **  Kilkenny  Junetion.") 

Waterford  and  Limerick         .         .  .  . 

(laefaiding  tfa«  **  Limariek  and  CtmOB  CkmneH,"  **  Lim- 
eriek and Ennis,"** Limeriek and FoToes," and  the  **  Rath- 
keale  and  Neweastle  Jonetion.'*) 

Waterford  and  Tramore         .  -  .  . 

West  Cork         .         .         -         - 


Total  Ibblaitd 


Worked  by  the  Oreat  Southern  and  Western. 
Leaded  to  the  Ulster, 

Worked  by  the  Waietford  and  Limerick. 


122 


59 
151 


1,975 


14023 

8,186 
14,105 

782 
1,269 


259,873 


19,897 

6,167 
18,728 

1,010 
2,465 


279,092 


4,683 

1,806 
5,465 

187 
68 


68,401 


23,241 

5,601 
13,697 

466 

908 


283369 


9,427 


406 
243 


6,024 

1,816 
8,788 

400 
858 


58,829 


£ 

6,274 


107 
93 


m 

1386 

95 
81 


63387 


i 

•H 


a. 

1^ 


II 


h 


I 


£ 

217 


304 


4,633 


9.245 


£ 

1386 


2,666 


661| 


1,292 

256 
316 


V»\ 


15 

I 
«8, 


8,938  I    V^ 


*  This  includes  801.  hire  of  Boiling  Stock. 
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•a 
9 

I 

If 


(Si 
l| 


I 


s 

I 


p 


I 


I, 
p 


BOLLING  STOCK. 


1 


Coaching. 


iH 


ill 

lis 


^ 


^11 


|12 


s 


NAME  OF  COMPANY. 


£ 
4,208 


4»203 


481 
4 


459 

876 
1,181 


£ 

188,782 


9,848 
3,564 


75,845 

24,810 
69,266 

2,890 
5,074 


43,299     1,029,618 


£ 
34U46 


11,969 
5,596 


156,646 

80,269 
119,872 

6,768 
6,518 


2,026,911 


£ 

160,618 


No, 


2,621 

2^032 ; 


68 


74 


No, 
140 


12 


No, 


92 


No, 
1,249 


176 
70 


80,801 

14959 
60,106 

2,868 
1.444 


48 


36 


70 


14 


10 
492 


782 


188 


1 
Hired 


No, 
84 


No. 
1,689 


206 
84 


22 


184 
578 


27 


01 


1.072 


971 


6,885 


841 


Midland  Great  Western  of  Ireland. 


Newry  and  Armagh. 

Newry,  Warrenpoint.  and  Bostrevor. 

Partongtown  and  Portumna  Bridge. 

(  PortcuUnon,  Dungctnnon,  and  Omagh 
\    Junction, 

EathkecUa  and  NeweatOe  JnncHon, 
Ulster. 


Waterford  and  Central  Ireland. 
Waterford  and  Limerick. 

Waterford  and  Tramore. 
West  Cork. 

Total  Trblaitd, 


t  This  is  for  the  yew  ending  25th  March  1870. 


4^ 

•^1 
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BAILWATS: — GENEBAL  STTHMABY. 


GENEBAL  STIMMAET. 


CAPITAL. 


AUTHORISED  CAPITAL. 


By  Shares. 


ENGLAND  ASD  WALES 
SCOTLAND  -  -  - 
IKBLAND  .       .       .      . 


£ 
37033I.7U 

25.US^0 


TOTAL  UNITED  KINGDOM  -       4i0,O87,57S 


Bj 


TOXAL. 


£ 
13S,72M79 

1S.742,7W 

7J14,fi08 


£ 
SS^SSySlS 


16M8MM 


eoo,2e7,c» 


STOCK  AND  SHAIIE 


Ordinary. 


£ 

19Q,2SS.260 

21,767,881 
14037.008 


2a6.788aS 


GnanitteedL 


184SMB0 

638MK 

M3B 


TRAFFIC. 


el 


PASSENGER  TRAFFIC. 


Number  of  Fassenfcn  cooTeyed  (excltuire 
of  Seasoo  and  Pienodical  Tickets). 


IstChfli. 


Srd  Class 
•    (includ- 
indClass.,       iiur 

Pariia-    ' 
ImenUry). 


Total 


o  • 


GOODS  TRAFFIC. 


Minenlft. 


G^nienl 

Merw 
chandise. 


NITMBBR  OF  MUBS 
TRAVELLED  BY  TBADB. 


I    Goods 
PMOpngcr       and 
Trains.      Mineral 
Tnins. 


TOIAL 


ENGLAND  AID  WALES  • 
800TLAND  .... 
IRELAND     .... 


TOTAL  UNITED  KINGDOM 


10J784 
2,397 
1,973 


22.575,278 
237tJ05 


ifiOiH 


g^iffl^M? 


50,407,216  ,  150  *19^42  2S2.r<»!.:S6 
.  •36,S83.7»1 

2.403,7e4     18,187,5?S     23,463,867 


63.870 

20,323 


3344,688       7,««,6»5     13,308,677. 


65.655^088 


17$iS00;^  2^774450 
•36,898.791 

1305,668.071 


if 


Tons. 
8,767465 

7,507052 

355,SI3 


16J2(US5 


T(m». 
8J10310 

2;0<1,300 

79S.9M 


67,220,301 
8,186.^2 
5,657,2^ 


10,851,074 


Sl«073,231 


621066,001 
11,007,887 
2,227,408 


76;20U96 


130J96JN! 
•l«7;ffl 

19^28^9 

I 

7,884,«1 


157.364^ 
•1«7,7« 


*  Number  not  classified. 


WOBKING    EXPENDITUBE   AND    BOLLING    STOCK. 


WORKING  EXPENDITURE. 


of  Way, 
Worka»Ac 


8 


Repairs 
and 

Locomotive      »««wab 
of 
^^'f^^-     \    GarnafEca 

I        and 
I    Wagpona. 


ENGLAND  aid  WALES  > 
SCOTLAND  .... 
IRELAND     .... 


TOTAL  UNITED  KINGDOM  • 


10,7734 
2,397 
1,97» 


£ 
3a28;f33 

510,310 

259,873 


15^451         3,808,416 


£ 
4,480,658 

560.360 

273,092 


£ 

1.499,S87 

204,562 
68,491 


Traffic 
Expenses. 


Genenl 
Cfaazses. 


Rates  and 
Taxes. 


0,339019 


1J72,»40 


£ 

44)^058 

5ei5a2 
±»,369 


5.729,970 


£ 
767317 

1U,5«5 


05«2» 


58,820    j        53A37 


»S,011    I       961,034 


Govon- 
Doty. 


Coa- 


lAJary.** 


£ 
468,985 

30,873 


2S^ 
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GENERAL  SUMMARY. 


CAPITAL. 


CAPITAL  KECBIYED. 

CAPITAL  RAISED  BY  LOANS  AND 
DEBENTURE  STOCK. 

Total 

Stock  and 

Share  Capital 

received  and 

Capital  raised 

by  Loans 

and  Debenture 

Stock. 

Subscriptions 

to  other 

Companies. 

Pnferential. 

Total 

Stock  and 

Share  Ci^ital 

reoeiTed. 

Debenture 
Stock. 

Total 

raised  by 

Loans  and  by 

Debenture 

Stock. 

£ 

18,060,790 
S,6S0,S0S 

317,212,002 
41,689,072 
20,6H129 

£ 

82,800,707 

13,99M67 
4,934,624 

£ 
30.759,55« 

2,448,621 

1,290,390 

£ 
113,560,26« 

16,442,788 

6,280,914 

£ 
480,772,858 

61,181,860 

26376.048 

£ 
12,828^16 

1.714,092 

268,076 

laojss&jm 

382,646,793 

101,729,898 

34,504,570 

136,233,968 

518,779,761 

1^306,284 

TRAFFIC. 


RECEIPTS  (GROSS)  PROM  PASSENGER  TRAFFIC. 

RECEIPTS  (GROSS)  PROM  GOODS 
TRAFFIC. 

Mifloel- 
laneous. 
Rents, 
Tolls. 
Naviga- 
tion. 
Steam- 
boats. 
Ac. 

Total 

Receipts 

from 

Rbcbipts  vbom  Passbitgebs. 

Excess 
Lugga«e, 
Parcels, 
Carriages, 
Horses, 
Dogs.  Ac 

Mails. 

Total 
Receipts 

from 
Passenger 

Traffic 

Mer- 
chandise. 

Livestock. 

Minerals. 

Total 

Receipts 

from 

Goods 

Traffic. 

1st  Class. 

2nd  Class. 

3rd  Class 
(includ- 

mentary). 

Holders 
of  Season 

Periodical 
Tickets. 

Total 
fh>m  Pas- 
sengers. 

aU  sources 

of 

Traffic 

3,286,106 
868,002 

248,779 

£ 
4,322,888 

266,304 

288,578 

£ 
6,696,873 

810,426 

430.404 

£ 

651316 

6^020 
26,744 

13,726.677 
t461.797 

1,495,842 

993,605 
3,556 

£ 

1.833,367 

188,179 

«4 

£ 
412.126 

79,527 

1,711,648 
1,166,809 

£ 
10,966,782 

1,877,213 

625,007 

£ 
62^824 

108.587 

155.605 

£ 
7468,264 

1^91,009 

44,158 

£ 

18,744^860 
tl9,978 

2.676,809 
822,670 

£ 
1,406087 

176^687 

87,982 

£ 
86a05Aa 

4664^ 

2,026,911 

8,867^6 

4^877,766 

6,837,208 

630,980 

16,218,924 
t466,362 

1,648,446 

688.002 

18,810,724 
t780 

12.969.002 

886.416 

8,888,421 

22,248,839 
tl9,W8 

1,620,606 

42,696,927 

16,679,276 

18311*504 

22,268,817 

t  Receipts  not  classified. 


WORKING    EXPENDITURE    AND    ROLLING    STOCK. 


WORKING  EXPENDITURE. 


Corn- 

Misoei- 

Legal  and 

Steamboat, 

laneous 

tor 

Parlia- 

Canal, 

"Working 
Expen- 

Damage 

and 

diture 

and 

mentary 

Harbour 

not 
included 

liOSSOf 

Expenses. 

Expenses. 

in  the 

Goods. 

foregoing. 

Total 
Working 
Expen- 
diture. 


Total 
Receipts, 
as  given 
in  the 
Traffic 
Return. 


Net 
Receipts. 


«l 


l| 


ROLLING  STOCK. 


Loco- 
motiyes. 


Coaching. 


Carriages 

used 

for  the 

Con- 

veyance 

ofPas- 

senffers 

only. 


Other 
Vehicles 
attached 
toPaa- 
sencer 
Trains. 


Waggons 

aU  kinds 
used 
for  the 
Convey- 
ance of 
Live 
StodL 
Minerals, 
or,  General 

Mer- 
chandise. 


Any  other 
Carriages 

or 
Waggons 
used  on 

the 
Railway, 

not 
included 

in  the 
preceding 
Columns. 


Total 
of 

the  Five 
preceding 
Columns. 


£ 
116,802 

10,200 


£ 
209,977 

26,612 

10,942 


£ 
466,4a 

66,600 


45,867 
43,299 


£ 
17,604^808 

2,246,162 

1,029,618 


£ 
86,106,122 

4,664,894 

2,025,911 


£ 

18,600,814 

2,818,74a 
996,293 


48 


51 


No. 

No, 

7,481 

17,148 

1,211 

2,483 

466 

1,072 

9A98 

20,668 

No. 
6,088 

768 

971 


No. 
197,206 

40,886 


No. 
6,902 

403 

341 


No. 
284^724 

46,046 

9,685 


18M40 


246,681 


517,144 


20,780,078 


42,696,927 


21,915349 


49 


7,772 


244^6 


7,646 


290,066 


26101. 
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RAILWAYS. 


SESSION    187  0. 


REPORT  by  the  Board  of  Tradb  on  the  Applications  made  during  the  Year 
1869,  under  the  *' Railway  Companies'  Powers  Act,  1864,"  and  of  the 
Proceedings  of  the  Board  of  Trade  with  respect  thereto.— (Presented 
pursuant  to  Act  of  Parliament.) 


Appucations  for  certificates  under  the  ^^  Railway  Companies'  Powers  Act, 
1864/'  were  made  during  the  year  1869,  by  the  following  Railway  Companies, 
viz. : — 

I. — The  Burrjf  Port  and  Gwendreath  Valley  Railway  Company, 

Who  applied  for  authority  to  cancel  their  existing  powers  of  raising  22,000  /. 
by  the  issue  of  ordinary  shares  or  bond,  and  to  raise  in  lieu  thereof  50,000  /.  by 
new  ordinary  or  new  preference  shares  or  stock. 

II. — The  Great  Southern  and  Western  Railway  Company, 

Who  applied  under  the  above  Act,  as  extended  by  the  38th  section  of  the 
"  Regulation  of  Railways  Act,  1868,"  for  authority  to  reduce  the  number  of 
their  directors  from  16  to  12. 

III.— 7%c  Tees  Valley  Railway  Company^ 

Who  applied  for  authority  to  raise  12,000  L  by  new  ordinary  or  new  prefer- 
ence shares  or  stock,  and  4,000 1,  by  borrowing  on  mortgage  or  by  debenture 
stock. 

IV. — The  Vale  of  Llangollen  Railway  Company^ 

Who  applied  for  authority  to  raise  5,000  /.  by  new  preference  shares. 

V. — The  Bristol  Part  Railway  and  Pier  Company , 

Who  applied  for  authority  to  raise  for  the  purposes  of  the  Railways  and  Works 
authorised  by  the  ^^  Bristol  Port  Railway  and  Pier  (Clifton  Extension)  Act, 
1867,"  45,000/.  by  new  ordinary  or  new  preference  shares  or  stock,  and  15,000/. 
by  borrowing  on  mortgage  or  by  debenture  stock. 

VI. — The  Dartmouth  and  Torhay  Railway  Company, 

Who  applied  for  authority  to  rabe  39,863  /.  by  new  ordinary  or  new  pre- 
ference shares  or  stock,  and  13,287  /•  by  borrowing,  on  mortgage  or  by  debenture 
stock. 

VII. — The  Dublin,  Wichlow,  and  Wexford  Railway  Company, 

Who  applied  under  the  above  Act,  as  extended  by  the  38tJi  section  of  the 
"  Regulation  of  Railways  Act,  1868,**  for  authority  to  limit  their  number  of 
directors  to  not  more  than  eight  and  not  less  than  five,  and  to  provide  for  the 
retirement  by  ballot  of  two  of  the  directors. 
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(      2      ) 

The  foregoing  applications  have  been  dealt  with  as  follows  : 

With  respect  to  the  applications  of — 

1.  The  Burry  Port  and  Owendreath  Valley  Railway  Company ; 

2.  The  Great  Southern  and  Western  Railway  Company ; 

3.  The  Tees  Valley  Railway  Company ; 

4.  The  Vale  of  Llangollen  Railway  Company — 

27  &  S8  vict.c.  130,        The  several  requirements  of  ihe  Act  in  each  case  having  been  duly  complied 
•^'*  ^^'  with,  and  the  Board  of  Trade  having  been  satisfied  that  the  members  of  the 

Company  had  in  each  case  approved  of  the  application  in  the  same  manner  as 
would  be  required  under  the  Standing  Orders  of  Parliament  in  the  case  of  a  Bill» 
and.no  objection  having  been  made  to  any  of  the  applications,  draft  certi- 
ficates were  settled  by  the  Board  of  Trade,  and  laid  before  the  House  of  Lords 
on  18th  March,  and  before  the  House  of  Commons  on  the  22nd  March. 

^^^^  ^*^*  «•  1*®'  Neither  House*  of  Parliament,  within  the  period  of  six  weeks  after  the  four 
draft  certificates  settled  by  the  Board  of  Trade  were  laid  before  it,  jresolved  that 
any  of  such  certificates  ought  not  to  be  made,  and  the  Board  of  Trade  on  the 
expiration  of  the  said  period  made  and  issued  in  each  case  a  certificate  in 
conformity  with  such  draft,  and  caused  it  to  be  published  in  the  ^*  London 
Gazette/* 

Mcu  Tults  *^  '^^'  With  respect  to  the  appUcation  of  the  Dartmouth  and  Torbay  Railway  Com- 
pany, a  notice  of  opposition,  and  a  statement  of  the  grounds  of  the  opposition, 
having  been  duly  lodged  at  the  Board  of  Trade  by  the  South  Devon  Kailway 
Company,  it  appeared  to  the  Board  of  Trade  that  the  last-mentioned  Company 
would  be  affected  by  the  proposed  certificate,  and  accordingly  the  Board  of  Trade 
did  not  proceed  on  the  appUcation  of  the  Promoters,  A  copy  of  the  draft  certi- 
ficate lodged  by  the  Promoters,  and  of  the  notice  of  opposition,  were  duly  laid 
before  both  Houses  of  Parliament  on  the  10th  February.  On  the  12th  February 
the  South  Devon  Railway  Company  withdrew  their  opposition,  and  on  the  10th 
March  an  Order  was  made  in  the  House  of  Lords,  that  the  copy  of  the  draft 
certificate,  and  of  the  notice  of  opposition,  should  be  read  and  discharged,  and 
that  the  papers  should  be  referred  back  to  the  Board  of  Trade,  and  on  the  11th 
March  a  similar  Order  was  made  by  the  House  of  Commons.  The  Board  of 
Trade  accordingly,  having  been  satisfied  that  the  members  of  the  Company  had 
approved  of  the  application  in  the  same  manner  as  would  be  required  under  the 
Standing  Orders  of  Parliament  in  the  case  of  a  Bill,  settled  a  draft  certificate, 
and  laid  it  before  both  Houses  of  Parliament  on  the  20th  May;  if  neither  House 
of  Parliament  within  six  weeks  from  this  date  resolves  that  the  certificate  in  this 
case  ought  not  to  be  made,  then  at  the  expiration  of  the  said  period  the  Board  of 
Trade  will  make  and  issue  a  certificate  in  conformity  with  the  draft  now  laid 
before  Parliament,  and  will  cause  it  to  be  published  in  the  **  London  Gazette/' 


In  the  case  of  the  Bristol  Port  Railway  and  Pier  Company,  it  was  stated  on  the 
part  of  the  Promoters,  on  the  9th  of  February,  that  it  was  not  their  intention  to 
proceed  with  the  appUcation ;  the  Board  of  Trade  accordingly  did  not  proceed 
further  with  their  application. 

27  &  28  Vict.  c.  120,        lu  the  casc  of  the  application  of  the  Dublin,  Wicklow,  and  Wexford  Railway 
*^^  ^'  Company,  the  Board  of  Trade  having  taken  into  consideration  the  representations 

made  to  them,  and  duly  inquired  into  the  merits  of  the  objections  brought  before 
them,  and  the  Company  having  deposited  a  Bill  in  Parliament  containing  powers 
similar  to  those  sought  for  in  the  certificate,  it  appeared  to  the  Board  of  Trade 
that  the  application  ought  not  to  be  further  proceeded  with. 


Board  of  Trade,  G.  Shawe  Lefeore^ 

9th  June  1870.  Secretary  to  the  Board  of  Trade. 
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SOUTH  EASTERN    RAILWAY. 


RETURN  to  an  Order  of  the  Honourable  llie  House  of  Commons, 
dated  ai  February  1 870  ;-;/or, 

^^  That  the  Lords  Commissioners  of  the  Admiralty  be  directed  to  Report  to 
this  House^  upon  the  Application  of  the  South  Eastern  Railway 
Company,  for  Power  to  Abandon  Part  of  the  Line  of  Railway  authorised 
by 'The  South  Eastern  Railway  Act,  1865/  to  be  constructed  between 
Greenwich  and  Charlton,  and  to  make  a  new  or  substituted  Line  of  Railway 
instead  of  the  Portion  of  Railway  so  proposed  to  be  Abandoned." 


REPORT  of  the  Lords  Commissioners  of  the  Admiralty. 

The  Lords  Commissioners  of  the  Admiralty,  in  accordance  with  the  Order 
of  the  House  of  Commons,  beg  to  report  as  follows,  with  reference  to  the 
application  of  the  South  Eastern  Railway  Company  now  before  Parliament  for 
power  **  to  abandon  part  of  the  line  of  railway  authorised  by  *  The  South 
Eastern  Railway  Act,  1865/  to  be  constructed  between  Greenwich  and 
Charlton,  and  to  make  a  new  or  substituted  Une  of  railway  instead  of  the 
portion  of  railway  so  proposed  to  be  abandoned." 

Their  Lordships  refer,  in  the  first  instance,  to  the  Reports  of  the  Astronomer 
Royal  and  the  Hydrographer  of  the  Admiralty,  appended  hereto,  with  which 
the  Director  of  Works  of  the  Navy  concurs,  as  to  the  injury  which  might  be 
apprehended  to  the  important  Astronomical  observations  made  at  the  Royal 
Observatory  by  the  construction  of  any  railway  through  Greenwich  Park,  and 
they  beg  further  to  state  that,  having  regard  to  such  opinions  and  reports  of 
their  professional  advisers,  they  have  decided  to  oppose  such  Bill,  and  have 
given  notice  to  the  Company  thereof. 

Admiralty,  3  May  1870.  Vernon  Ltishington. 


Memorandum  addressed  to  the  Lords  Commissioners  of  the  Admiralty  on  the 
course  to  be  followed  in  reference  to  a  Bill  now  before  Parliament  relating  to 
Railway  Communication  between  Greenivich  and  Woolwich^  in  which  it  is 
proposed  to  abandon  a  Line  already  sanctioned,  and  to  adopt  a  Line  passing 
through  Greenwich  Park,  by  the  Astronomer  Royal. 

Royal  Observatory,  Greenwich, 
24  February  1870. 

I.  In  claiming,  in  the  following  remarks,  an  anxious  attention  to  the  scientific 
interests  of  the  Royal  Observatory,  I  may  perhaps  with  propriety  introduce 
those  remarks  by  a  statement  of  the  grounds  on  which,  as  I  think,  that 
Institution  merits  so  much  regard.  The  purpose  for  which  the  Observatory  was 
established  is  different  from  that  of  every  other  observatory.  It  is  not  exclusively 
for  the  promotion  of  speculative  Astronomy,  but  mainly  for  the  advantage  of 
utilitarian  Astronomy  in  the  highest  sense  of  the  words.  And  the  utility  thus 
obtained  is  not  simply  national,  it  is  universal.  This  character  has  been  main- 
tained from  the  very  foundation  of  the  Observatory ;  it  was  established  with 
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2  REPORT,  &c.  RELATING  TO  THE 

the  introduction  of  accuracy  then  unprecedented  in  1/50,  and  it  is  kept  up 
with  at  least  as  much  vigour  at  the  present  time.  Every  foreign  geographical 
determination  of  distant  points,  for  many  years  past,  has  depended  on  reference 
to  Greenwich  observations.  Within  the  last  week,  I  have  sent  to  the  French 
Government  a  large  packet  of  manuscript  observations  which  will  be  the 
foundation  of  all  determinations  in  the  great  Hydrographical  Survey  which  the 
French  are  so  vigorously  pressing.  For  continued  maintenance  of  this  utility 
it  is  necessary  that  the  locality  of  the  Observatory  be  unchanged,  and  that  its 
observations  be  kept  up  with  the  highest  degree  of  accuracy ;  and  collaterally 
for  this  object,  as  well  as  independently  for  its  own  merits,  speculative  Astronomy 
must  be  cultivated  also  with  unchanged  locality,  and  with  unimpeachable 
accuracy. 

2.  There  is  no  doubt  that  some  suspicion  would  attach  to  the  observations 
of  the  Greenwich  Observatory,  if  a  railway  passed  through  the  Park  on  the 
north  side  of  the  Observatory. 

Papers  already  before  Parliament  sufficiently  indicate  the  opinion  of  the  most 
competent  judges  to  this  effect.     Among  these  Papers,  I  cite  the  following  :— 

No.  376.  Ordered  to  be  printed  by  the  House  of  Commons,  19  May    1846. 


No.  436. 

-    ditto 

ditto 

25  June    1846. 

No.    61. 

-    ditto 

ditto 

27  March  1863. 

No.    67. 

-    ditto 

ditto 

16  April  1863. 

No.  248. 

-    ditto 

ditto 

3  May     1866, 

No.  259. 

-    ditto 

ditto 

5  May     1865. 

The  earlier  of  these  Papers  contain  the  accounts  of  experiments  made 
principally  by  myself,  but  also  of  some  made  by  other  astronomers.  The  last 
contains  the  energetic  protest  of  the  Board  of  Visitors  of  the  Royal  Observatory 
against  the  introduction  of  a  railway  into  the  Park,  to  which  I  beg  leave 
particularly  to  refer. 

3.  The  obvious  want,  in  the  earlier  years,  of  railway  communication  between 
London  on  the  one  hand,  and  Woolwich,  Gravesend,  Chatham,  and  the  coast 
of  the  Thames  generally  on  the  other  hand,  induced  the  members  of  the  Board 
of  Visitors,  as  well  as  myself,  to  urge  the  claims  of  the  Observatory  in  a  less 
exclusive  spirit  than  we  should  otherwise  have  adopted.  But  the  construction 
of  the  North  Kent  Railway  has  completely  altered  the  conditions  of  the 
question.  As  regards  communication  between  London  and  Woolwich,  the 
eflFect  of  passing  through  Greenwich  Park  would  now  be  perhaps,  to  shorten 
the  time  of  transit  to  Woolwich  by  three  minutes,  perhaps  not  to  shorten  it  at 
all  (considering  that  the  passage  through  an  important  station  like  that  of 
Greenvrich  must  cause  some  delay) ;  communication  between  Greenwich  and 
Woolwich  is  undoubtedly  wanted,  but  it  can  be  obtained  at  very  small  expense, 
and  it  has  no  reference  to  .the  Park.  If  there  is  real  want  of  independent  com- 
munication between  the  eastern  part  of  Deptford  and  Woolwich,  &c.,  it  can  be 
obtained  at  small  expense  by  junction  with  the  North  Kent  Line. 

The  only  new  connection  which  is  really  wanted  is  between  London  and  a 
station  in  East  Greenwich,  and  on  this  I  would  vrish  to  suspend  my  judgment 
until  opinion  can  be  given,  whether  the  rising  tramway  system  may  not  be  so 
inoculated  into  the  railway  system  as  to  give  reasonable  facilities.  Certainly 
this  connection  cannot  justify  the  national  dishonour,  the  enormous  expense, 
and  the  injury  to  West  Greenwich,  which  would  arise  from  carrying  the  line 
through  the  Park. 

4.  At  various  times,  during  the  long  discussion  of  this  question,  suggestions 
have  been  made  for  alleviating  the  injurious  eflFects  of  railway-train  passages,  by 
giving  to  the  Astronomer  Royal  the  legal  power  of  controlling  (within  certain 
limits)  the  speed  of  trains  passing  through  the  Park ;  and  I  express  my  opinion, 
that  if  such  power  could  be  made  not  only  legal  but  also  practicable  and  real, 
the  grounds  of  objection  on  the  part  of  the  Royal  Observatory  would  be 
removed.  But  interference  of  this  kind  would  be  troublesome  to  the  Astrono- 
mer Royal  and  annoying  to  the  Railway  Company,  and  I  anticipate  that  ui  no 
long  time  the  provisions  would  be  found  to  be  nugatory.  If  they  were  effectual, 
they  would  tend  still  further  to  diminish  the  imagined  gain  of  rapid  transit  to 
Woolwich. 
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5.  In  discharge  of  the  duties  which  devolve  on  me  as  Astronomer  Royal,  I  do 
therefore  express  my  hope  that  so  much  of  the  proposed  Bill  before  Parliament 
as  relates  to  the  carrying  the  railway  through  Greenwich  Park  may  not  receive 
the  sanction  of  the  State.  With  the  other  part  of  the  Bill,  viz.,  the  abandon- 
ment of  the  line  already  sanctioned  (so  far  as  it  passes  through  the  town  of 
Greenwich),  I  have  no  official  concern,  inasmuch  as  I  do  not  fear  the  effects  of 
that  line  on  the  ObseiTatory ;  although  as  an  inhabitant  of  Greenwich,  I  am 
persuaded  that  its  effects  would  be  very  injurious  to  West  Greenwich. 

G.  B.  Airy. 


REPORT  of  the  Hydrographer  of  the  Admiralty. 

Hydrographic  Department,  Admiralty,  S.W. 
1  March  1870. 

My  objections  to  the  establishment  of  a  line  of  railway  through  or  under  any 
part  of  Greenwich  Park  are,  that  it  will  have  the  effect  of  casting  doubt  and 
suspicion  on  the  working  of  one  of  the  most  ancient  and  time-honoured  institu- 
tions of  the  country,  not  only  of  the  highest  importance  to  science  and 
navigation  in  a  national  point  of  view,  but  in  its  widest  cosmopolitan  sense ;  for 
there  is  not  an  Observatory  in  any  part  of  the  world,  nor  a  spot  on  the  earth's 
surface,  where  astronomical  observations  have  been,  or  in  all  probability  will  be, 
made,  which  is  not,  or  will  not  be,  in  a  greater  or  less  degree  subservient  to,  or 
associated  with,  the  Royal  Observatory  at  Greenwich,  many  foreign  nations 
being  entirely  dependent  on  it. 

It  is  true  that  trials  have  been  made  to  ascertain  within  what  limits  the 
vibrations  caused  by  railway  trains  will  affect  the  most  delicate  observations, 
and  that  the  results  have  been  conflicting :  in  some  instances  the  tremors  have 
been  felt  at  a  distance  over  3,000  feet,  while  in  others  they  have  not  been 
apparent  at  much  les&  distances ;  but  I  confess  that  had  all  these  experiments  * 
been  entirely  favourable  to  immunity  of  disturbance  at  a  less  distance  than  it  is 
proposed  to  establish  this  railway,  my  objections  would  not  have  been  lessened, 
for  it  is  impossible  to  say  what  the  effect  will  be  at  the  Royal  Observatory  until 
the  railway  should  be  in  operation,  and  the  objects  at  stake  are  of  so  momentous 
a  character,  that  I  cannot  conceive  how  any  merely  pecuniary  interests  (and 
they  are  of  a  most  insignificant  nature)  can  be  put  in  competition  with  them ; 
even  if  the  interests  of  the  local  public  were  of  so  paramount  a  nature  as  to 
make  it  desirable  that  these  two  nules  of  railway  should  run  through  Greenwich 
Park,  I  say  that  they  should  succumb  to  the  grave  and  more  than  national 
interests  which  are  involved. 

Geo.  Henry  Richards, 

Hydrographer. 
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INCOME  AND  EXPENDITURE  OP  TURNPIKE  TRUSTS, 

AN  ABSTRACT  OF  THE  GENERAL  STATEMENTS  OF  THE  UfOOl^l 

1. 

2. 

Balance  in 
Treasurers' 
Hands  on 
Ist  January 
1868. 

8. 

Balance  due 

to  the 

Treasurers  on 

1st  January 

1868. 

INCOME.                                                                   ] 

NAMRR 

OF 

COUNTIES. 

4. 

Revenue 

received  from 

Tolls. 

5. 

Parish 
Composition 

in  lieu  of 
Statute  Duty. 

6. 

Estimated 

Value  of 

Statute  Duty 

performed. 

7. 

Revenue 
from 
lines. 

8. 

Revenue 

from 
L[icidental 
Receipts. 

9. 

Amount 

of  Money 

borrowed  on 

the  Security 

oftheTolL 

! 
ToiiL 

boons.    ' 

ENGLAND. 

£     <.   (f. 

£     t. 

d. 

£       «. 

d. 

£       8,     d. 

£        8, 

d. 

£      8.    d. 

£    «.   d 

A      s.    rf. 

*    i,i 

Bedfordshire 
Berkshire 

BuCKINOHAMSHIRE 

2,993  16     0 
1,890  16     3 
1,375     6     5 

125  16 
201   10 

9 
4 

4,890    0 
7,895  15 
5,553  18 

8 
7 
5 

502  12    4 
179     0    0 

103    7 

4 

0  3     3 

1  1     9 

19    8    6 
421     8     1 
265  18     3 

•          •         - 

4,409  %  2 
8,923    6  : 
5,999  18   5 

Cambridgeshirb  - 
Cheshirb 
Cornwall    >- 
Cumberland 

2,119  18     7 

10,350  1"5     6 

7,877  10  10 

1,457     4  10 

46     5 
675  19 
543     9 
129  13 

11 
10 

7 
8 

8,109     5 
32,849     2 
18,711     0 

9,801     0 

8 

10 

7 

3 

91  14    0 
675     0     0 
146  12     8 

- 

- 

0  17     0 
5  13     3 
4     8     3 

1  10     2 

40  16     6 

1,097     9     0 

152  14     5 

310  15     4 

250     0     0 

8,«42  13  2  ' 
34,627    5   I 
19,264  n  II 
10,118   5  J 

Derbtshirb 
Devonshire 
Dorsetshirb 
Durham 

11,045     6     6 
9,703     3  11 
4,809  13     8 
3,349     2     6 

665     5 

76     2 

250     6 

509  18 

10 

1 

11 

6 

32,256  13 
39,185     6 
14,290     4 
15,378     1 

8 
4 
9 
5 

918  14     7 

1,017     4     4 

614  14     2 

201     3     0 

685     0 
30     0 

0 
0 

12  13     0 
1     9  11 
3  14     3 
0     8     0 

232  15     4 

688     0     9 

105     6     6 

1,232  10     0 

6,250     0     0 

34,ia5  16  r 
47,172   1  4 
15,013  19  J, 
16,812  2  if 

Essex 

376  14     1 

10     7 

2 

2,496  13 

4 

- 

- 

- 

- 

135     2     6 

- 

s^n5» 

Gloucestershirb  - 

6,048  18     6 

336  19 

0 

32,408     0 

5 

860     4  10 

- 

- 

1  15     2 

259     2     9 

- 

38,529  n 

Hampshirb 
Herefordshire    - 
Hbrtfordshirb    - 
Huntingdonshtrb  - 

4,575  14     6 

1,678  12     8 

4,162  11     4 

460     2     2 

2,257  12 
466     1 

7 
9 

15,287  14 

14,389     5 

9,383     5 

4,713  19 

0 
3 
4 
3 

4,878  14     4 
453     4     1 

252  10     0 

20     0 

0 

0     9     6 
0  15     6 

261     4     4 

1,227     6     5 

408     9     9 

40     1     0 

- 

20,441  2  2 

16,07010  i 
9,791 15  1 
5,001 10  S 

Kent 

8,556  12     2 

115     4 

0 

22,653  13 

8 

1,171   15  11 

- 

- 

2  14     0 

1,186     7     7 

- 

24,964  11  I 

TiANOASmRE 
liEICESTERSHIRE      - 

Lincolnshire 

25,899  10     5 
8,871   17     2 
2,952     5     0 

563     9 

40  16 

395  17 

8 
4 

1 

86,246     2 
17,233     1 
14,532     5 

4 
1 
9 

1,011   16  11 
2,522  17     2 

520     0 

0 

53     5     5 
10  16     0 
17     4     6 

2,940     4  10 
163     7     2 
206  16     7 

120     0     0 

90,871    9   6 
17,4^7  4  3 
17,799   4   0 

Middlesex 
Monmouthshire  - 

14,283     9     2 
1,629  16  10 

18  11 

0 

41,218     5 
10,417  12 

9 

7 

608  19     0 

» 

- 

3     5     3 

4,767  19     0 
94  12     4 

... 

45,986   4  9 
11,124  9  2 

Norfolk 

Northamptonshirb 
Northumberland 
Nottinqhamshirb  - 

5,645     0     1 
4,655  18     9 
1,639     9     1 
6,291     1     9 

422     6 

333  17 

728  17 

1,727  18 

4 

1 

5 

10 

9,607     I 
18,906     6 
13,221     4 
12,422  15 

3 

7 

11 

8 

95     0     0 

870     3     0 

1,305     2     4 

408     6  10 

151  10 

0 

0     9     6 

2  16     3 
0  11     3 

175     1     5 
447     5     8 
313     6     4 
191     2  11 

30O     0     0 

10,177  12  5   1 
20,228  15  J 
14342   910 
13,174    6  8 

Oxfordshirb 

4,753  15     0 

375     1 

4 

13,261     5 

1 

537  10     6 

- 

- 

1   13     2 

165     0     6 

. 

13,965    9  ; 

Rutlandshire 

122     7     2 

16  18 

6 

1,779  12 

5 

- 

- 

- 

0     4     0 

428  17     6 

. 

2,208  1811 

Shropshire 
sombrsetshirb     - 
Staffordshirb     - 
Suffolk 
Surrey 
Sussex 

3,960  15     1 
5,539  12     9 
14,011     7  10 
1,595  19     6 
5,117     2  11 
6,310     7  10 

797  11 
287  19 
337  11 

42  19 
174  14 

3 
0 
3 

2 
4 

15,722     5 
35,593  11 
40,368  19 
3,915     9 
10,403     6 
20,528  11 

8 
7 
4 
2 
3 
0 

690     4     6 
930  13  10 
352     1     0 
24     0     0 
65     0     0 
693     7     2 

75  10 
49     0 

0 
0 

4     1     6 
4     0     9 
0     5  10 
0  15     0 

0     5     9 

3.58  18  11 
590     6  11 
473  13     5 
263     3     0 
358  11     6 
664     5  11 

979  15     4 

17.755    5i; 
37,118  18  I 
41,270    9  ; 
4,208    7  5 
10,826  17  S 
2h935    911} 

Warwickshire     - 
Westmorland 
Wiltshire 
Worcbstershirb  - 

4,630  19     7 
1,440  17     0 
5,063  19     5 
6,051   15     2 

181  16 

2     0 

131     6 

313  10 

11 

7 
9 
9 

19,329  17 

3,742  11 

20,706  17 

29,507     1 

6 
11 
11 

5 

223  10     0 

29  10     0 

752  19     8 

247     0     8 

- 

- 

15  18     0 

3     6     0 
3     3     3 

239     6  10 

25     5     4 

1,577  15  11 

730     9     9 

- 

19,808  IS  * 

3,797    7  3 

28,040  19  6 

30,487  15    1 

Yorkshire 

36,676  13     4 

4,496  18 

6 

90,977  10 

11 

4,287     6     9 

182     9 

0 

15  19     6 

6,753  14     0 

913  13     2 

103,180  18   * 

Total      - 

249,881     1    3 

17,800  16 

0 

819,394  17 

6 

27,618  13    7 

1,816  16 

4 

175  13  11 

29,964    1     9 

8,813     8     6 

887,788  11   7 

WALES. 

Anglesey     - 

4,068  15     3 

- 

- 

3,518     1 

7 

- 

- 

- 

- 

50  10     0 

. 

3,568  U   ? 

Carnarvonshire  - 

1,344     5     9 

- 

- 

3,383  14 

10 

. 

- 

- 

- 

135     4     2 

- 

3,518  19  0 

Denbighbhirb 

1,895  10  10 

- 

- 

4,407     2 

6 

221   10     0 

- 

- 

- 

311   13  10 

. 

4,940    6  * 

Funtshirb    - 

2,080  19     3 

46  14 

11 

9,285     1 

1 

1,136  19     7 

- 

- 

- 

185     2     7 

. 

10,607    8  3 

Merionethshire  ^ 

956  13     6 

- 

- 

2,876     9 

0 

58  19     3 

- 

- 

0     3     6 

19  16     9 

4,845     0     0 

7,800    8  6 

Montgomeryshire 

3,555     5     4 

556     7 

6 

7,489  11 

1 

929  15     7 

- 

- 

0  17     6 

489     3  10 

. 

8,909    S  0 

SOUTH  WALES,' 
6  Counties 

13,901     9  11 
1,234     0     3 

603     2 
670  14 

5 
11 

30,960     0 
24,954  17 

1 

2 

2,347     4     5 
9,783     8     5 

346     5 

9 

1     1     0 
8  12     5 

1,191   11     2 
1,150  10     0 

4,845     0     0 

39,344  16   S 
36,248  18   9 

Total      - 

15,135  10     2 

1,273  17 

4 

55,914  17 

3 

12,130  12  10 

346     5 

9 

9  13     5 

2,342     1     2 

4,845     0     0 

75,588  10  ^ 

SUMMARY. 

ENGLAND,           1 
40  Comities       -  J 

249,881     1    3 

17,800  16 

0 

819,394  17 

6 

27,618  13    7 

1,816  16 

4 

175  13  11 

29,964     1    9 

8,813     8     6    C 

;87,783  U   7 

WALES,                 1 
12  Counties       -J 

15,135  10    2 

1,273  17 

4 

55,914  17 

3 

12,130  1210 

346     5 

9 

9  13     5 

2,842     1    2 

4,845     0     0 

75,588  10  5 

Total     - 

265,016  11    6 

19,074  13 

4 

875,309  14 

9 

39,749    6     5 

2,163     2 

1 

185     7     4 

32,306    2  U 

13,658    8     6    S 

Zfin^ 

mtebaH,  7th  Febnuuy  1870. 
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rted 


3,8#     - 


7%  - 

9,84  - 

7M  0 

7,a^  - 

2,9^  - 

1.41  - 

5,M  - 

22,08  - 

3.94  . 

5,74  0 


0 
4^     - 

•i- 

9,81  . 

12,7*  0 

l,5i  - 

3.31  . 

4,74  0 

a: 

8,84   . 
10,04   - 

27,7^  5 

248,5jT 


12,1 
74 


20,C 


2.4j  . 

1.1^  . 

2,li  . 

2.a  . 

l,a  . 

2,a  . 


248y 

20, 
26$^ 


26. 
Total 

EXPBKDITUBE. 


r    INCOMK 


X 


*.  a. 


4,365  11  2 
9,267  15  9 

6,070  1  10 

8,544  18  9 

86,023  11  7 

18,993  1  9 

9,512  13  5 

34,649  15  0 

46,265  10  8 

13,790  2  8 

17,233  0  7 

2,635  1  0 

32,859  8  11 

18,539  6  4 

15,749  19  9 

10,109  4  8 

4,842  16  4 

25,541   1  1 

92,890  16  4 

19,155  10  8 

17,718  16  6 

46,607  0  2 

10,269  16  9 

9,947  2  7 

19,722  14  1 

14,217  3  9 

12,795  3  6 

14,455  18  0 

2,132  4  8 

17,299  14  1 

36,937  18  8 

41,121     3  8 

4,754     9  5 

10,726     0  11 

22,026     2  4 

19,876  12  5 

4,202     1  2 

22,845  11  1 

29,788  18  9 

103,474     4  10 


86. 

I     , 

I    Arreare 

I|       of 

■     former 

Years. 


U 


87. 

BaJanoain 

TreamirerB* 

Hands  on 

3l8t  Dec.  1868. 


88. 


Total  Ambts. 


2: 

9fi( 
79! 

5^ 

i3i; 


887,958     5     7 


17  3 

3,831     1  1 

5^63     2  7 

11,275  19  4 

7,688     7  4 

8,841  13  7 


40,133     1     2 
35,925     1     6 


76,058     2     8 


887,968    5     7 
76,058     2     8 


964,016     8     3 


337; 
98, 
421 

142  J 

65^ 
20J 
14, 
lOj 

86,i 

294,. 
27, 
S6,t 

35,i 
42,. 

16.! 
48,( 
65,( 

48,4 

60,< 
2.1 

70,1 

133,1 

100,C 

14,5 

38,5 

137,5 

35,6 
24,S 
58,a 
24,0 


£    s.  d, 

82  10  0 

119  14  7 

189  10  0 

40    0  0 

42  12  6 

89  13  4 

492  13  4 

292     6  7 

280     0  0 

177     7  10 

25  14  7 

10    0  0 

79  14  1 

349     5  11 


3  0  0 

270     0  9 

334  17  2 

4  0  6 


507     3  10 

64     8  8 

8  15  0 

67  10  0 

176  19  2 

520  16  1 

116     3  4 

25  10  0 


2,947,9- 


-J6,698  19     8 


1,064     6  11 


1,3 

23,0 
44,a 
18,0 

7i,d 


165,;!- 

70,li 


235,^ 


2,947,2 
285,C 


3,183,8- 


£       8.  d. 

3,087  14  0 

1,625     1  11 

1,267     6  4 

1,862     1  2 

8,737  10  7 

7,607     8  5 

2,010     1  10 

10,876     1  7 

10,664    2  9 

5,827     3  1 

2,815     2  9 

367     9  6 

6,674     2  4 

4,743     2  8 

1,999     3  2 

3,845     1  9 

580     6  10 

8,096     8  5 

23,727     0  5 

7,082  14  5 

2,689  16  9 

13,667  13  9 

2,465  18  3 


6,047  16  10 

5,146     7  6 

1,739     9  6 

6,518     2  5 


4,177     7     8 
195  15  10 


3,861  19 

5,572  14 

14,911  15 

1,145  4 

5,302  9 

6,087  5 


4,481  4  5 

1,034  2  6 

5,472  2  9 

6,674  8  8 

35,989  6  6 


246,626  6  2 


£       M.    d. 

3,087  14  0 
1,793  8  7 

1.402  7  7 

2,128  1  4 

9,731  18  1 

7,647  8  5 

2,072  10  4 

12,734  6  10 

11,289  8  3 

6,327  5  2 

3,399  5  8 

647  9  6 

7,726  2  0 

5,009  3  2 

2,228  18  2 

3,855  1  9 

580  6  10 

8,611  0  11 

25,498  5  7 
7,555  5  5 
2,783  3  5 

14,113  17  0 
2,544  8  8 

6,050  16  10 

5.242  14  2 
2,009  10  8 
7,076  7  6 

4,239  18  2 

206  9  2 

4.243  10  11 
6,502  14  11 

16,231   11  11 

1,145     4  7 

5,430     4  4 

6,214  18  4 

5,001     6  3 

1,564  18  7 

5,728     6  1 

7.403  12  11 

44,606     I     5 


271,614     2     7 


4,354  9  7 

1,032  3  8 

1,572  14  7 

1,466  9  5 

1,118  14  8 

3,582  18  8 


13,127  10     2 
1,020     9  11 


14,148     0     1 


1,064     6  11 


1,064     6  11 


246,626     6     2 
14,148     0     1 


260,774  6  3 


4,354  9  7 

1,032  3  8 

1,575  8  9 

1,467  2  9 

1,118  14  8 

3,820  6  1 


13,368  5  6 
1,020  9  11 


14,888  15  5 


271,614  2  7 
14,388  15  5 


286,002  18  0 


10  Trusts. 
18   ^ 


13 
34 
15 
14 

86 
30 
18 
16 

2 

37 

32 

12 

10 

5 

38 

55 
18 
24 

4 
9 

15 
26 
14 
20 

21 


21 
24 
42 
9 
14 
37 

32 

9 

32 

29 

112 


915 


2 

4 
9 

10 
6 

21 


52 
6 


58 


915 

58 


nd 


978 
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INCOME  AND  EXPENDITURE  OF  TUE.NPIKE  TRUSTS,  1868. 


NAMRR 

OP 

Bal 

Tro 

Ha 

COUNTIES. 

Ist, 

ENGLAND. 

i 

Bedfordshire 

Berkshire 

Buckinghamshire 

2,99 
1,89 
1,37 

Cambridgeshire  - 
Cheshire 

CORNWATJ.      >• 

Cumberland 

2,n 

10,3J 
7,87 
1,4." 

Derbyshire 
Deyonshirb 
Dorsetshibb 
Durham 

11,04 
9,7( 
4,8< 
3,3< 

Essex 

3! 

Gloucestershirb  - 

6,0. 

Hampshirb 
Herefordshirb    - 
Hertfordshirb    - 
Huntinqdonshirb  - 

4,5' 
1,6' 
4,1. 

4< 

Kent 

8,6. 

Lancashirb 
Lincolnshire 

25,8 
8,8 
2,9 

Middlesex 
Monmouthshire  - 

14,2 
1,6 

Norfolk 

Northamptonshibe 

Northumberland 

5,5 
4.6 
1,6 
6,2 

Oxfordshire 

4,7 

Rutlandshire 

1 

Shropshirb 

Somersetshire 

Staffordshirb     - 

Suffolk 

Surrey 

Sdssbx 

3,8 

14,< 
1,5 
5,1 
6,S 

Warwickshire     - 
Westmorland 
Wiltshire 
Worcestershire  - 

4,^ 

6,C 

Yorkshire 

36,( 

Total      - 

249, 

WALES. 

— • 

Anglesey     - 

4,( 

Carnabyonshirb  - 

1,2 

Denbighshirb 

1,^ 

Flintshtrr    - 

V 

Merionbthshirb  - 

1 

Montgombrysuirb 

3, 

SOUTH  WALES,  \ 
6  Counties         -  J 

13,' 

i; 

Total      - 

15, 

^«« 

SUMMARY. 

ENGLAND,          \ 
40  Counties       -  J 

"W  A  T.T?.S                        1 

249 

THE  GENERAL  STATEMENTS  OF  THE  INCOME  AND  EXPENDITURE 

OF  THE  SEVERAL  TRUSTS 

ARE  ABBANGED  IN  THIRTY-EIGHT  COLUMNS 
UNDER  THE  FOIXOWINa  HEADS: 

CoL    ^'-^^^^^OF    TRUSTS  :     alphabeticaUy     arranged,    in    their     respecUve 


BALANCES : 

2.— Balance  in  Treasurers*  Hands,  1st  January  1868. 
3.— Balance  due  to  the  Treasurers,  1st  January  18G8. 


INCOME : 

4. — Revenue  received  from  Tolls. 
5.— Parish  Composition  in  lieu  of  Statute  Duty. 
6.— Estimated  Value  of  Statute  Duty  performed. 
7. — Revenue  from  Fines. 
8.— Revenue  from  Incidental  Receipts. 
9.— Amount  of  Money  borrowed  on  the  Security  of  the  Toll 
10.— Total  Income. 


EXPENDITURE  : 

11. — Manual  Labour. 

12.— Team  Labour  and  Carriage  of  Materials. 

13 — Materials  for  Surface  Repairs. 

14. — Land  purchased. 

15.— Damage  done  in  obtaining  Materials, 

16. — Tradesmen's  Bills. 

17. — Salaries  of  Treasurer. 

18.— Salaries  of  Clerk. 

19. — Salaries  of  Surveyor. 

20. — Law  Charges. 

21,— Interest  of  Debt. 

22. — Improvements. 

23.— Debts  paid  off. 

24. — Incidental  Expenses. 

25.— Estimated  Value  of  Statute  Duty  performed. 

26.— Total  Expendituee. 


DEBTS : 

27.— Bonded  or  Mortgage  Debts. 

28. — Average  Rate  of  Interest  per  Cent. 

29.— Floating  Debts. 

30.— Unpaid  Interest. 

31. — Balance  due  to  Treasurei-s,  31st  December  1868. 

32.— Total  Debts. 


ARREARS  OF  INCOME: 

33. — Arrears  of  Tolls  for  current  Year. 

34. — Arrears  of  Parish  Composition  for  current  Year. 

35. — Arrears  of  other  Receipts  for  current  Year. 

36. — Arrears  of  former  Years. 

37. — Balance  in  Treasurers'  Hands,  31st  December  1868, 

38.— Total  AssEra 


12  Counties 
Total 


15 
265 


Digitized  by 


Google 


Whitehall, 


(     5     ) 


^ 


AN  ABSTRACT  of  the  General  Statements  of  Incobib  and  Exfbnditubb 
of  the  several  Tubnpike  Trusts  in  the  different  Counties  in  England 


and  Wales:  Viz. — 

ENGLAND: 

County 

of  Bedford 

10  Trusts 

— 

Berks 

.       13  Trusts 

— 

Bucks 

9Tru8t8 

— 

Ci\MBRIDGE 

-       13  Trusts 

— 

Chester 

-       34  Trusts 

— 

CORNWATiT. 

15  Trusts 

— 

CUBiBERLATa) 

14  Trusts 

— 

Derby 

36  Trusts 

%.^ 

Devon 

30  Trusts 

— 

Dorset 

18  Trusts 



Durham 

16  Trusts 

— . 

Essex 

2Trusts 

— 

Gloucester 

-       37  Trusts 

%.^ 

Hants 

32  Trusts 

— 

Hereford 

-       12  Trusts 

— 

Hertford 

.       10  Trusts 

— . 

Huntingdon 

5  Trusts 

— 

Kent        .        -         . 

38  Trusts 

— 

Lancaster 

55  Trusts 

-~^ 

Leicester 

18  Trusts 

— 

Lincoln 

24  Trusts 

-i— 

Middlesex 

4Trusts 

— 

Monmouth 

9  Trusts 

— 

Norfolk 

15  Trusts 

^ 

Northampton 

26  Trusts 

— 

Northumberland 

14  Trusts 

.w. 

Nottingham 

20  Trusts 

— . 

Oxford 

-       21  Trusts 

— 

RUTT.AND 

4Trusts 

._ 

Salop 

21  Trusts 



Somerset 

24  Trusts 

_. 

Stafford 

42  Trusts 

^-. 

Suffolk 

9  Trusts 

— 

Surrey 

14  Trusts 

— 

Sussex 

37  Trusts 

_ . 

Warwick 

-       32  Trusts 

.— 

Westmorland 

9  Trusts 

— 

Wilts 

-       32  Trusts 

— 

Worcester 

29  Trusts 

_ 

York 

-     112  Trusts 

p.  6 
I.  6 

p.  6 
p.  10 

p.  10 
p.  14 
p.  14 
p.  14 
p.  18 
p.  18 
p.  22 
p.  22 
p.  22 
p.  26 
p.  30 
p.  30 
p.  30 
p.  34 
p.  34 
p.  38 
p.  42 
p.  42 
p.  46 
p.  46 
p.  46 
p.  60 
p.  60 
p.  60 
p.  54 
p.  64 
p.  54 
p.  58 


62 
62 
62 
66 
70 
70 
74 


p.  74 


WALES : 


County  of  Anglesey 

- 

2:Tru8t8 

—         Carnarvon 

- 

4  Trusts 

.    —         Denbigh 

- 

9TrnstB 

—         Flint 

- 

10  Trusts 

—         Merioneth 

. 

6  Trusts 

—         Montgomery 

- 

21  Trusts 

South  Wales         -       .        . 

_ 

6  Trusts 

p.  86 
p.  86 
p.  86 
p.  86 
p.  86 
p.  90 
p.  90 
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ABSTRACT  STATEMENTS  OF  INCOME  AND  EXPENDITURE  OF 


E  N  G  L  A  N  D, 


1. 

NAMES  OF 
COUNTIES  AND  TBtJSTS. 


2. 

Balance. 
in  Treasurers' 

Hands  on 
Ist  Jan.  1868. 


Balance 

doe  to  the 

Treaaorcnon 

Ist  Jan.  18^8. 


INCOME. 


4. 

Bevenoe 

received  from 

Tolls. 


Parish 

Composition 

in  Ueu  of 

Statute  Dnty. 


6. 

Estimated 

Valneof 

Statute  Duty 

performed. 


7. 

Bevenne 
from 
lines. 


COUNTY  OF  BEDFOBD. 

1.  Barford 

2.  Bedford  and  Eimbolton 

3.  Bedford  and  Luton 

4.  Bedford  and  Newport  Pagnell 

5.  Bedford  and  Wobum 

6.  Great  Staughton  to  Lay^pdon 

7.  Hitchin  and  Bedford 

8.  Hockliffe  and  Wobum 

9.  Luton  District 
10.  Puddlehill 


COUNTY  OF  BEBE& 

1.  Besselsleigh  to  Hongerford 

2.  Chilton        ...  - 

3.  Fyfield         -           -            -  - 

4.  Fyfield,    St  John's  Bridge,  and 

Newbridge         -  -  - 

5.  Harwell  and  Streatley 

6.  Hurley        .  -  .,         - 

7.  Maidenhead  ... 

8.  Beading  and  Badngstoke 

9.  Shillin^ord,     Wallingford, 

Headmg  -  -  - 

10.  Speenhamland,  Districts  of  Beading 

and  Marlborough 

1 1.  Twyford  and  Theale 

12.  Wallingford,  Wantage,  and  Faringw 

don         -  -         .  - 

13.  Windsor  Forest  a     -  -        - 


and 


COUNTY  OF  BUCKa 


1. 


Aylesbury  and  Hockliffe  d    • 

2.  Bicester  and  Aylesbury     - 

3.  Bromham  and  Olnev 

4.  Buckingham   to  Hanwell,  Upper 

Division  ... 

$.  Buckingham  and  Newport  Pagnell 

6.  Buckingham  and  Towcester 

7.  Colnbrook,  Datchet,  and  Slough    - 

8.  Princes  Bisborough  and  Thame    - 

9.  WendoTcr  and  Buckingham 


£ 


^       8.      d. 


674 

8 

10 

363 

12 

2 

183 

6 

5 

231 

17 

4 

220 

16 

6 

162 

? 

3 

no 

7 

6 

312 

19 

9 

644 

3 

8 

90 

5 

7 

i,993 

16 

0 

&      8.      d. 


221  15     1 


107     2     2 

35  12     8 

267  15     5 


251   11  0 

195     4  3 

508     2  1 

168  11  3 

135     2  4 


£      t.     d 


531 

0 

0 

302 

0 

0 

461 

13 

0 

351 

0 

0 

331 

0 

0 

621 

0 

0 

501 

13 

8 

480 

0 

0 

574 

19 

0 

235 

15 

0 

4,390     0     8 


£    «.    d 


15    9    6 
4  14     7 

0  18     6 


104  14     8 


1,890  16     3 


353     7  8 

128  11  3 

7  14  6 

202     2  6 

182     1  9 

182  19  0 

318     9  9 


1,375     6     5 


125  16     9 


56  12     2 


144  18     2 


201  10     4 


653  2  0 
366  6  3 
135     8     5 


644    0  0 

120     6  8 

92  11  4 

653     2  7 

9J5     0  0 

H  . 

1,176  16  8 


480  15  0 

965  0  0 

1,218  6  8 

475  0  0 


7,895  15     7 


752     0     0 
398     6     8 


369  0 
892  18 
392^  0 
953  13 
620  0 
1,176     0 


5,553  18     5 


^     8.     d. 


&    8.    d. 


173     5  10 


39     6     6 
290     0     0 


502  12     4 


154    0     0 


25     0     0 


179     0     0 


15     0    0 


64     7     4 


24     0     0 


103     7    4 


8. 

Berenue 

frrom 
Incidental 
Beoeipts. 


£      8.      d. 


0     2     6 


0     4     0 


12     7     0 
6  15     0 


19     8     6 


0     3     3 


0     3     3 


0     2     0 


^0  16     9 
0    4     0 


1     1     9 


0  11  0 

7     7  6 

6   11  6 

16  15  6 


2     7  6 

11   13  3 

95     0  0 

9  19  6 

16  19  4 


6254     3    0 


421     8     1 


/197     8    3 


9. 
Aflioe: 

tfaeSeee^ 


£  li 


0    6    0 


39  10    0 
28  16    0 


265  18    3 


a  Local  Act  expired  Ist  November  1868.  b  From  sale  of  Trust  property,  and  including  a  contribution  of  80/.  from  ratepsy 

/Including  proceeds  of  sale  of  Trust  property.  g  Paid  to  the  parishes  on  the  Trust  ceasing- 
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TURNPIKE  TRUSTS  IN  ENGLAND  AND  WALES,  1868. 


.    ENGLAND. 


Total 

Xn-coke. 


EXPENDITURE. 


11. 

Manual 
Labour. 


12. 

Team  Labour 

and 

Carriage  of 

Matenals. 


13. 

Materials 

for 
Surface 
Repairs. 


14. 

Land 
purchased. 


15. 

Damage 

done 

in 

obtaining 

Materials. 


16. 

Tradesmen's 
Bills. 


17. 


18. 
Salaries  of 


19. 


Treasurer. 


Clerk. 


Surveyor. 


£      8.   d. 


531     0 

S02     0 

461   15 

351     0 

331     4 

621  0 
501  13  8 
492  7  0 
574  19  0 
242  10  0 


£  M.  d. 

137  0  0 

88  17  11 

124  18  10 

65  16  6 

76  5  8 

244  6  11 

163  5  6 

146  10  3 


£  s.    d. 


34  12 
51  4 
70  0 

35  4 
79  1 
40  13 
78  6 


67  0  11 


£  s.    d, 

76  10  5 

79  11  1 
188  7  10 
202  16  9 

96  18  10 
183  6  7 

63  15  10 
147  18  2 


£  8.    d. 


£  8.    d. 


2  2  0 


1  10  0 

1  7  6 

14  19  0 


35  5  6 


12  19  8 


81  7  0 


£  t.  (f. 

86  12  2 

11  6  7 

12  8  6 
4  13  4 

47  17  5 

32  8  3 

46  5  1 

14  4  6 

34  10  6 

81  18  4 


£  8,  d, 

5  0  0 

5  5  0 

7  0  0 

5  5  0 


£  8.    d. 


20  0 
12  12 
20  0 


20 
20 
15 
32 
20 
10 
20 


£  «.  d 


42 
25 

50 
30 
40 
26 
80 
40 


20  0  0 


4,409  9  2 


1,082  7  1 


469  3  3 


1,120  12  6 


19  18  6 


372  4  8 


22  10  0 


189  12  0 


353  0  0 


841  18  10 

378  13  9 

181  6  5 

1,015  2  10 

120  6  8 

92  11  4 

655  10  1 

926  13  3 

1,271  16  8 

490  14  6 


11.    981  19  4 
12-   1,218  9  11 


13. 


753  8  0 


166  14  4 
73  14  8 
77  0  0 

308  1  10 


99  4  9 

273  8  3 

137  2  0 

89  19  0 

432  18  9 

293  7  10 

87  12  5 


107  16  6 

29  17  0 

33  0  8 

168-7  8 


69  9  6 

283  5  3 

122  9  6 

60  8  0 

71  6  0 

209  1  4 

104  5  10 


197  16  11 

114  0  6 

50  18  11 

227  2  4 


70  10  0 

177  10  3 

66  17  8 

81.  9  6 


299  9  2 
52  12  0 


12  13  4 


6  5  0 
2  0  0 


26  5  0 
3  0  0 


17  3  2 

5  17  6 

4  18  11 

16  3  10 

3  3  0 

8  16  1 

127  12  6 

81  11  5 

40  19  1 

16  3  3 

236  13  3 

30  14  6 

13  4  6 


10  0  0 


10  0  0 


10  0  0 


21  0  0 

15  15  0 

10  10  0 

20  0  0 

10  0  0 

5  0  0 

40  0  0 

50  0  0 

30  0  0 

40  0  0 

42  0  0 

55  0  0 

c50  0  0 


50  0 

40  0 

12  0 

40  0 


50  0 
50  0 
40  0 


00 


0  V 

0  h 


a 


80  0  0 


84  0  0 
80  0  0 


49  15  0 


8,923  6  7 


2,039  3  10 


1,259  6  10 


1,838  7  3 


50  3  4 


603  1  0 


30  0  0 


389  5  0 


575  15  0 


197  8  3 

906  2  0 

398  6  8 

369  5  0 

892  IS  5 

392  0  0 

1,018  3  4 

620  15  9 

1,204  19  0 


^65  3  6 
166  17  3 
168  5  10 
135  10  10 

210  8  4 

A 176  0  7 

328  19  0 

2 420  4  4 

222  11  6 


297  8  9 

57  5  2 
35  9  4 

69  19  11 

58  19  8 
154  10  9 


58  12  9 
36  19  8 

239  13  10 
129  [2  6 
208  2  6 


2  10  0 
8  4  2 


101  0  4 


394  18  4 


1  6  0 

26  10  1 

8  16  9 

11  15  6 

33  19  11 

20  0  1 

170  6  7 

6  14  8 

82  1  3 


15  15  0 

15  0  0 

5  0  0 

10  0  0 

5  0  0 


10  0  0 
17  0  0 


25  0  0 

19  0  0 

10  0  0 

10  10  0 

25  0  0 

15  0  0 

40  0  0 

10  0  0 

17  0  0 


8  8  0 

31  0  0 

35  0  0 

30  0  0 

45  0  0 

60  0  O 

15  0  0 

60  0  0 


5,999  18  5 


1,894  1  2 


774  13  11 


1,067  9  7 


10  14  2 


361  10  10 


77  15  0 


171  10  0 


284  8  0 


c  For  two  years.  d  Local  Act  expired  Ist  November  1868. 

A  Indnding  contract  work. 

B 


e  No  tolls  levied  since  December  1867. 
t  Paid  to  parishes. 
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ABSTRACT  STATEMENTS  OF  INCOME  AND  EXPENDITURE  OF 


ENGLAND 


EXPENDITURE— con&*nii«rf. 


NAMES  OF 
COUNTIES  AND  TRUSTS. 


20. 


Law  Charges. 


21. 

Interest  of 
Debt. 


LnproTements. 


23. 
paid  off, 


24. 

Incidental 
Expenses* 


25. 


26. 


Tom 


Eetimated 
Value  of 
Statate  Duty   1  ^ 
perfoimed.     \^^^^ 


COUNTY  OF  BEDFORD. 


£    «.   d. 


1.  Barford        -  -  - 

2.  Bedford  and  Kimbolton 

3.  Bedford  and  Luton 

4.  Bedford  and  Newport  Pagnell 

5.  Bedford  and  Wobum 

6.  Great  Staughton  to  LaTendon 

7.  Hltchin  and  Bedford 

8.  Hockliffe  and  Wobum 

9.  Luton  District 
10.  FuddleMU 


7  10    8 


10    6     8 


U 


17  17     4 


COUNTY  OF  BERKS. 

Beeselsleigh  to  Hungerford 
Chilton        .  -  -        - 

Fyfidd         ...  - 

IVfield,   St  John's  Bridge,  and 

Newbridge         -  -  - 

Harwell  and  Streatley 
Hurley  -  -         -        . 

Maidenhead 

Beading  and  Basinffstoke    -        -  | 
Shillin^ord,     WaUingford,     and 

Reading  ... 

Speenhamland,  Districts  of  Reading 

and  Marlborough 
Twyford  and  Theale 
Wabingford,  Wantage,  and  Faring- 

don  -  -  .         - 

Windsor  Forest  .       -        - 


£ 


2  15     4 


22     9     4 
7  12     6 


9  16     2 
14     0     5 


38  15     8 


95     9     5 


COUNTY  OF  BUCKS. 

1.  Aylesbury  and  Hockliffe 

2.  Bicester  and  Aylesbury 

3.  Bromham  and  Olney 

4.  Buckingham  to  Hanwell,  Upper 

Diyision  -  -  - 

5.  Buckingham  and  Newport  Pagnell 

6.  Buckingham  and  Towcester 

7.  Colnbrook,  Datchet,  and  Slough  - 

8.  Princes  Risborough  and  Thame    - 

9.  Wendover  and  Buckingham 


£ 


8  0  6 
12  6  6 
15     0     0 


&    8,    cL 


32  15  10 
53     6  10 


114  13     9 


200  16     5 


51  17     2 


23     8     0 
104  11     1 


51     2  10 

75  17     0 

9  15     0 

89  11     0 

58     6  11 
27   10     0 

151  12     2 
20  16  11 


664     8     1 


75     0  7 

63  18  0 

5  17  0 

189     6  8 


10     9     0 
13     7     8 


59     3     8 


12  12     0 
88  18     6 


385  12     9 


£    s.    (L 


10  12     2 


16     9     0 


27     1     2 


1     0     1 


12  19     0 


13  19     1 


&      s,    d. 


a  434    0    0 


434     0     0 


!b  198     0     0 


cl25     0     0 
100     0    0 


600     0     0 


200     0     0 


400     0     0 


1,623     0     0 


^200     0    t) 


A  183  10     0 


100     0    0 
A  298  10     0 


782     0     0 


£    8.    d. 


5  11 

1  1 
4  6 
4  7 
7  16 
9  18 

2  18 
4  2 
2  0 

14  7 


56     8     3 


4  15  9 

10  12  1 

0  17  1 

16  16  10 

4  2  1 

0  3  6 

64  19  1 

62  19  1 

36  0  0 

19  16  1 

e  203  2  9 

28  1  4 

/44  3  0 


£     s.    d. 


i    Li 

404  g  4 
291  IS  i 
470  111 

m  3i§ 

6403  } 

mm 

439UK) 

mi:  6 


;    4^  u  2 


I 


15     0     0 


64     7     4 


496     8     8 


16  3  0 
20  15  8 
15  19     6 


8     0 

13  11 
8     5 

75     0 

14  17 
14  12 


187     3     8 


24     0    0 


830  310 
29S13  1 
21!  13  3 

988  4  1 
164  U  J 
65  S! 
721  10  i 
990  9» 

1,162  \^  » 

455  18 11 
1,357  If  i 

1,157  6  ♦ 

888   5  * 


103     7     4  I     9,867  15  J 


140  16  1 
85112  4 
45714  « 

307  :; 

965  9  6 
407   71 

1,036  18  1 
6121^ 

1,309  19 


a  For  debts  of  447^  b  For  debts  of  200^  c  For  debts  of  400L 

i  Including  400/.  at  4  per  cent 


d  Including  600L  at  4  per  cent 


Digitized  by 


Google 


TURNPIKE  TRUSTS  IN  ENGLAND  AND  WALES,  186a 


ENGLAND. 


D  B  B  T  S. 

ARREARS    OF   INCOME. 

27. 

Bonded 

or 

Mortgage 

Debts. 

28. 

Rate 
of  In- 
terest 
per 
cent 

29. 

Floating 
Debts. 

30. 

Unpaid 
Interest 

31. 

Balance 

due  to 

Treasurers 

on  31st  Dec 

1868. 

32. 

TOTJLL 

Debts. 

33. 

Arrears 
of 

Tolls  for 
current 
Year. 

34. 

Arrears 
of  Parish 

Com- 
position 

for 

current 

Year. 

35. 

Arrears 

of  other 

Receipts 

for  current 

Year. 

36. 

Arrears 

of 
fbrmer 
Years. 

37. 

Balance  in 
Treasurers' 
Hands  OB 
31st  Dee. 
1868. 

38. 

Total 
Assets. 

L 

w 

L 

Jl    s.    d. 

183     7     8 
2^456  13    4 

830     0     0 
1,888     0    0 

800    0     0 
5,183  10    0 

5 

i_ 

4 

3 

4 
3 

&     8.    d, 

85  14    4 

133  12  10 

85     1     5 

122     2  10 

120     0     0 

&    8.    d. 

220  16     0 
115     6     3 

112     0     0 
360  15     5 

£    «.    d. 

&      8.     d, 

489  18    0 
2,671   19     7 

133  12  10 
96     I     6 

952     2  10 
1,888     0    0 

120     0     0 

912     0     0 
5,544     5     5 

£     8.     d. 

£   8.  d. 

£     8.    d. 

£     8.    d. 

£    8.    d, 

800  15     6 
372  15     9 
175    0    0 
214  14     6 
149  14     8 
143     0     2 
125     6     0 
365  10  11 
623  18     5 
66  18     1 

&     8.    d, 

800  15     6 
372  15     9 
175     0     0 
214  14     6 
149  14     8 
143     0     2 
125     6     0 
365  10  11 
623  18     5 
66  18     1 

11,341  11     0 

-      - 

546  11     5 

608  17     8 

- 

12,697     0     1 

- 

- 

- 

- 

3,037  14     0 

3,037  14     0 

I. 
2. 
3. 

4. 
5. 
6. 
7. 

8. 

9. 

10. 

11. 

1% 
13. 

1,550    0     0 

800    0     0 

4fiS0    0     0 

2,500     0    0 

6,034     0     0 

rf  1,600     0     0 

200     0     0 

1,166  13     4 

1,700     0    0 
500    0     0 

8,110     0    0 

3i 

3 

5 

Id, 
1 
5 
5 

4 

8i 

4 

5 

20  5  10 

21  18     0 
110     0     0 

2,020     9     0 
27  19     0 

36     1     4 
168  10     3 

1,550     0    0 

836     1     4 

6,120  14  10 
2,500     0     0 
5,034     0     0 
1,600     0     0 
390     8     3 

1,304  12     4 

1,700     0     0 
500     0     0 

3,110     0     0 

66  16     8 

15    0    0 
4    0     0 

82  10     0 

233  10     1 
65  12     3 

26     0     1 

62  14     5 

63  1     7 
201  15     2 

360     8    5 

229  19  10 
152     5     3 

229  14  10 

■ 

233  10     1 
65  12     3 

26    0     I 

62  14     5 

63  1     7 
201  15     2 

457  18     5 

300  16     6 
162     5     3 

229  14  10 

22,240  13     4 

-      - 

152     3  10 

2,048     8     0 

204  11     7 

24,645  16     9 

66  16     8 

- 

19     0     0 

82   10    0 

1,625     1  11 

1,793     8     7 

1. 
2. 
3. 

4. 
5 
6. 
7 
8 
9 

2,101     0     0 
2,280    0     0 

160    0     0 

i  2,800     0     0 

1,340    0     0 

215     0     0 
2,000     0     0 

3 

4 

5 

None 

4 
4 

— 

69  18     0 

163  13     8 

2,101     0     0 
2,299  18     0 

150     0     0 
2,800     0     0 
1,340     0     0 

163  13     8 
,   215     0     0 
2,000     0     0 

3     6     8 

— 

12     0     0 

65     3     3 
7  18     0 

46  13     4 

407  17     4 
89     3     5 

69  12     6 
129  11     3 
166  13  11 

190  18     9 
213     9    2 

473     0     7 
89     3     5 

92  17     2 
129  11     3 
166  13.11 

190  18     9 
260     2     6 

10,836     0     0 

1 

69  18     0 

163  13     8 

11,069  11     8 

3     6     8 

- 

12     0    0 

119  14     7 

1,267     6     4 

1,402     7     7 

£  Including  167/.  12«.  6dL  fi>r  watering. 


/Indading  1%L  68,  9d.  compensation  to  officers. 
A  For  debts  of  300/. 

B  2 


^For  debts  of  323iL 


Digitized  by 
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ABSTRACT  STATEMENTS  OF  INCOME  AND  EXPENDITUilE  OF 


NAMES  OF 
COUNTIES  AND  TRUSTS. 


COUNTY  OF  CAMBBIDGE. 

1.  Arrington  -  -  . 

9.  Cambridge  and  Ely  ("The  South 

District") 
8.  Chatteris,  Wisbech,  Tyd  Qote,and 

Downham       -  -  - 

4.  Haoxton  and  Dunsbridge 

5.  Llttleport  to  Welney  (**  The  North- 

west District  •') 

6.  Newmarket  Heath 

7.  Paper  MiUs 

8.  Red  Cross  -  - 

9.  Royston   to   Wandesford  Bridge, 

South  District  - 

10.  8t  Neots  to  Cambridge     - 

11.  Stump  Cross        -  -  - 
IS.  Wimpole  and  Potton 

13.  Wisbech  and  Thomey 


Balance 
in  Treasurers* 

Hands  on 
1st  Jan.  1868. 


a  8.  d. 

238  18  9 

405  11  2 

95  18  7 

lis  18  3 

152  11  6 

210     9  1 

266  15  3 

97  15  9 

262     9  1 

46     2  11 

229     8  3 


2,119  18     7 


COUNTY  OF  CHESTER, 


I 


1. 
2. 
3. 
4. 

5. 
6. 

7. 
8« 
9, 

10. 

11. 


12, 
13, 
14. 
15. 

le. 

17. 
18. 
19. 
20. 

21. 

23. 
24. 

25. 

2«. 
27. 
2:^ 
29. 
30k 

31. 
32. 
33l 

34. 


Acton  BridM  and  Hartfbrd  Qreen 
Ashton  and  Frodsham 
Chelfbrd  and  HoUnes  Chapel        -  I 
Chester,  Famdon,  and  Worthen-  | 

bury     -  -  -  •  I 

Cheaier  and  Fhtdsham      -  •  \ 

Chester.    Neston,   and   Woodside 

Ferry  -  -  -  -  ^ 

Chester  and  Tarrin  -  -  . 

Che«t«' and  Whitchurch    - 
Cheater  and  Wrexham 
Congleton  and  Buxton        -         •  I 
Cranage    and    Warrington*   and 

Macdecfield  and  Nether  Tabley 

(united) 
Frodsham  and  Wilderspool 
HinderloQ  and  Birkenhead 
Macdesfieid  and  Buxton  - 
Macclesfield     and     Chapel«en4e- 

Frith    -  -  .  - 

Macclesfield  and  Cons^eton  -  - 

Macck'^fieM  District  of  the  Sandon 
Manchest^  and  Buxton   • 
Manchester,  HTde«  and  Mottram  > 
Mandiester  and  ^^uhnslow  - 
Nantwieh  and  Congleton : 

Middlewkh  to  Nantwkh 
Nantwich     and    Whcelock,    and 

Branch  ... 

Nantwich  and  Woore 
Saadbttch  and  Congleton  - 
Span    Smithy,   Booth  Lan*^  and 

Winsfofd 
Span  Snd^  and  linley  Lane 
SiayWy     •  .  •  . 

Siockpott  and  Ashton 
Siockpoit  and  Marple 
Stockport   and  Waitiagtciu   and 

Waskwi^  tvuted> 
Tarporiey  asid  Wkitvhurcfti 
Thoraaet      .  •  .        - 

Wilnslow  and  lawtos     - 
Woodn^  awl  Horiake    - 


448  11 
187  19 


360  6  0 

114  9  3 
513  4  8 
627  0  9 
193  15  11 
114  1  8 


1,020  8  7 
101  2  8 
507  19     9 

130  15  11 


424     8 

244     8 

688  16 

1,388  13 

1,131   18 


33     8     1 


14  16     7 


Balance 

due  to  the 

Treasurers  on 

1st  Jan.  1868. 


£    s.    d. 


32     2     7 


14     3     4 


46     5  11 


70  17     7 


47     1   10 


28  19     2 


102     3     7  . 

4^     4     3  - 

121  12     3  • 
227  19  10  - 

449  15     4  . 

122  1     2  . 
30  19  10  - 

564  13     8  - 


2  11     3 


526  10    0 


<     1^350  15     C        C75  19  10 


INCOME. 


4. 

Revenue 

received  from 

Tolls. 


Parish 

Composition 

in  lieu  of 

Statute  Duty. 


Estimated 

Value  of 

Statute  Duty 

performed. 


7. 

Revenue 
from 
Fines. 


8. 

Revenue 

from 
Incidental 
Receipts. 


0flb)£T 

borrowed  0^ 
theSecniitj 
of  the  M 


£  «.  dL 

661  0  0 

1,396  0  0 

2,242  6  8 

610  0  0 

122  10  0 

140  7  9 

640  16  8 

316  2  11 


630  0 
452  0 
828  13 
215  8 
354  0 


8,109  5  8 


720  0  0 

80  0  0 

90  0  0 

420  0  0 

490  0  0 


1,680  0 

720  0 

1,175  0 

600  0 


135  U  9 


1,700  0  0 

698  8  4 

850  0  0 

204  15  0 


£  «.  d 


£  «.  d 


91  14  0  1 


91  14  0 


50  0  0 


193  14 
440  16 

833  9 
5,018  0 
2,935  19 


625  0  0 


3,355  16  8 


290  0  0 


652  9 
492  18 
200  10 

400  0 

403  15 

330  0 

2.363  8 

488  8 


£  s,   d. 


0  17  0 


0  17  0 


0  2  6 


0  10  0   - 


£  8.    d. 


38  17  6 
3  3  0 


2  5  0 
0  5  0 


10  0 
0  6  0 


40  16  6 


3  16  7  !  . 


3  6  0 
0  0  6 


3  10  3 


0  10  6 
0  5  0 


0  15  0 


70  0  0  - 

68  U  6  . 

4  0  7- 

8  15  0  - 

0  4  1- 

17  6  1  - 

14  3  6  - 
48  2  2  - 

274  7  10  ;  - 
267  18  11  :  - 

15  15  0  - 


18  19  2 


34  0 
4  12 


0\ 
5 


2,483  18  3 

506  0  0 

600  0  0 

896  5  0 

400  0  O 


96  10 
3  18 

108  T 


0  - 


35  0  0  . 


33.849  2  10   675  0  0   - 


5  IS  3  1^7  9  0  - 


«  F\xr  l|  rear. 


<  lMl«ing  50^  expoAeA  IB  l^uMere  p«d^ 
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11 


EXPENDITURE. 


\ 


10. 

Total 
IircoHS. 


1. 

2. 

3. 
-4. 

5. 
6. 
7. 

B. 

9, 
lO. 
11. 
12. 
13- 


&    9.  d, 

661  0  0 

1,430  14  6 

2,^45  9  8 

610  0  0 

122  10  0 

142  12  9 

641  1  8 

316  2  11 

630  0  0 

544  14  0 

328  19  4 

215  8  4 

354  0  0 


11. 

Mianital 
liabour. 


12. 

Team  Labour 

and 

Carriage  of 

Mater^. 


1^. 

Materials 

for 
Snr&ce 
Repairs. 


14. 

Land 
purcbased. 


15. 

Damage 

done 

in 

obtaining 

Materials. 


16. 

Tradesmen's 

Bills. 


17. 


18. 
Salaries  of 


19. 


/ 


Treasurer. 


8,242  13     2 


£    s.  d. 

171  11  8 

570    4  6 

399  11  7 

235  12  6 


57     7  0 

130  11  7 

111     3  0 

93     0  0 

139     5  6 

168     1  6 

53  10  9 


£    8,     d. 


330     0     0 

102     2     0 
28     8     9 


118  15     6 


39     6     0 
154  11     6 

73  12     6 


£  8.  d. 

317  7  0 

489  11  10 

520  5  3 

231  9  2 


&    8.    d. 


2,129  19     7 


1. 
2. 
3. 

4. 
5. 

6. 

7. 

8. 

9. 

10. 


11. 
12. 
13. 
14. 

15. 
16. 
17. 
18. 
19. 
20. 

21. 

22. 
23. 
24. 

25. 
26. 
27. 
28. 
29. 

30. 
31. 
32. 
33. 
34. 


720  0  0 

80  0  0 

90  0  0 

420  0  0 

490  2  6 

1,683  16  7 

720  0  0 

1,175  10  0 

603  6  0 

135  12  8 


1,773  10  3 

766  19  10 

904     0  7 

213  10  0 

193  18     2 

458  11  11 

847  17     9 

5,066     2     2 

8,835     7     1 

3,624     5     7 


215  17  10 


846  16     3 


13  10     0 


33     0  6 

144  14  6 

70     3  4 

352  19  7 

153     7  2 

138  11  8 

74     2  6 


£     8.    d. 


2,.525  12     6 


&      8.      d, 

92   10  10 

79     2     8 

123     1     8 
16     4  10 

2  14     2 
8     6     3 

19  10     7 

3  4     7 

26     3  11 

28  10  11 

6  19     4 

20  16  11 
1     4     3 


£     «.     d 


31    10     0 


15  15     0 


423  10  11 


68     2     0 
114  17  10 

635  11     6 

242  2  10 

243  10     0 
169     0     9 


305  15  0 

652     9  1 

511   17  3 

200  10  0 

434     0  0 

408     7  5 

330     0  0 

2,459  18  8 

492     6  9 

2,592     5  3 

506     0  0 

600     0  0 

931     5  0 

400     0  0 


534  17  6 

143  0  9 

c  237  6  5 


195  18  2 

170  I  3 

(/ 1,190  12  1 

501  7  1 

709  5  0 


97  4  4 

122  14  10 
136  5  0 


47  14  6 


69  7  0 


72  14  3 


288  16  1 
25  3  0 
93  16  10 


71  16 
188  9 
324  16 
174  8 
285  9 


195  17  4 

137  11  3 

223  10  5 

807  8  I 


481  10  4 

60  8  8 

elOO  0  0 

146  16  0 

94  2  9 


9  18  9 

40*  1  10 
31  10  7 


45  1  7 

6 184  5  3 

725  9  7 

6  315  2  10 

6  204  17  11 

6 109  12  8 


405  15  6 

148  9  5 

272  1  5 

20  0  0 


12 

8 

2 

400 

16 

5 

817 

9 

5 

637 

11 

6 

1,024 

17 

7 

0  10  0 


14  13  2 


45  15 
1  16 

,4  19 

9 

7 
0 

5  11 
3  9 

10 
8 

36  7 
69  4 
12  0 
23  2 
1  15 

3 

4 
1 
5 
2 

10  0  0 
15  0  0 


72  5  0 


Clerk. 

£  8,  d. 

20  0  0 
20.  0  0 

21  0  0 
a30  0  0 

5  0  0 

26  5  0 


Surveyor. 

£  8.    d. 

50  0  0 

100  0  0 

150  0  0 
50  0  0 


24  11  8 

- 


10 
30 
63 
40 


10  0  0 
15  0  0 


I 


80 

0 

0 

50 

0 

0 

60 

0 

0 

20 

0 

0 

171  16  8  i  653  0  0 


10  0  0 


5  5  0 
7  10  0 
1  1  0 


15  0 
20  0 


96  18  11 

14  8  9 

8  9  4 

4  19  6 


20  0  0 
5  0  0 


8  6  0 


4  6  8 


45  18  0 


91  13 
87  10 


11  18  9  85  19  8 

46  9  8  77  16  9 

45  7  6  37  7  6 

157  8  11  334  14  2 


294  10  0 
11  19  9 


22  4  0 
100  9  0 


1,314  2  9 
59  4  8 


225  14  9 
100  9  0 


6  1  0 

33  17  7 

77  17  9 
187  12  8 

20  11  5 

78  13  9 


6  5  6 


2  11  4 

39  0  5 

47  9  0 

1  12  3 

9  13  iO 

11  19  3 


39  2  10 

9  0  2 

189  6  1 

21  5  4 

14  10  7 

11  14  7 

3  19  6 


2  2  0 


5  0  0 

5  0  0 

6  0  0 

5  0  0 

20  0  0 

15  0  0 

10  0  0 

5  0  0 


60 
21 
30 


50  0 
5  0 


20  0 
10  0 


15  0  0 

36  0  0 

15  0  0 

20  0  0 

15  0  0 

10  0  0 

10  10  0  1 

20  0  0  I 

200  0  0 

40  0  0 

45  0  0 

5  0  0 

10  0  0 


60  0  0 

35  0  0 

40  0  0 

40  0  0 

15  0  0 


140  0  0 


35  0  0 
15  0  0 


10  0  0 
20  0  0 


25  0  0 

21  0  0 

20  0  0 

10  0  0 

10  0  0 

80  0  0 

10  0  0 


15  0  0 

SO  0  0 

60  0  0 

139  19  6 

106  0  0 

162  10  0 


25  0  0 


32  12  6 
40  0  0 


30  0  0 
20  0  0 


112  2  0 


73  6  8 

15  0  0 

10  0  0 

40  0  0 


34,627  5  1 


7,975  0  0 


2,355  5  6   7,807  4  9 


84  1  4 


1,184  17  11 


108  2  0 


757  6  0 


1,376  10  8 


d  Including  Contract  work. 


e  Paid  to  parishes. 
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ABSTRACT  STATEMENTS  OF  INCOME  AND  EXPENDITUBE  OF 


/■ 


NAMES  OF 
COUNTIES  AND  TRUSTS. 


EXPENDITURE— continued: 


20. 


Law  Charges. 


1 


COUNTY  OP  CAMBRIDGB. 

1.  Arrington  -  -  - 

2.  Cambridge  and  Ely  (<<The  South 

District") 
.3.  Chatteris,  Wiabech,  Tyd  Gote,  and 
Downham        -  -  . 

4.  Hanxton  ajod  Donsbridge  - 

5.  Littleport  to  Wehiey  (*•  The  North- 

west District*') 

6.  Newmarket  Heath 

7.  Paper  MiUs 

8.  Red  Cross  .  -  - 

9.  Royston    to   Wandesford  Bridge, 

South  District  ... 

10.  St  Neots  to  Cambridge     - 

11.  Stump  Cross        .  .  . 

12.  Wimpole  and  Potton 

13.  Wisbech  and  Thomey     - 


12. 
13. 
14. 
15. 

16. 
17. 
18. 
19. 
20. 

tl. 
22. 

23. 
24. 
25. 

26. 
27. 
28. 
29. 
90. 

31. 
3S. 
33. 
34. 


^ 


COUNTY  OF  CHESTER. 

Acton  Bridge  and  Hartford  Qreen 
Ashton  and  Frodsham 
Chelford  and  Holmes  Chapel 
Chester,  Famdon,  and  Worthen- 

bury     -  -  -  - 

Chester  and  Frodsham 
Chester,    Neston,    and   Woodside 

Ferry   -  -  -  - 

Chester  and  Tarrin 
Chester  and  Whitchurch  - 
Chester  and  Wrexham 
Congleton  and  Buxton 
Cranage    and    Warrington,    and 

Macclesfield  and  Nether  Tabley 

(united)  -  -  - 

Frodsham  and  Wilderspool 
Hinderton  and  Birkenhead 
Macclesfield  and  Buxton  - 
Macclesfield     and     Chapel-en-le- 

Frith   -  -  -  - 

Macclesfield  and  Congleton 
Macclesfield  District  of  the  Sandon 
Manchester  and  Buxton    - 
Manchester,  Hyde,  and  Mottram  - 
Manchester  and  Wilmslow 
Nantwich  and  Congleton  : 

Middlewich  to  Nantwich 
Nantwich    and    Wheelock,     and 

Branch  -  -  - 

Nantwich  and  Woore 
Sandbach  and  Congleton  - 
Span  Smithy,  Booth  Lane,   and 

Winsford        -  - 

Span  Smithy  and  linley  Lane 
Staylcy     -  -  -  - 

Stockport  and  Ashton 
Stockport  and  Marple 
Stockport   and   Wanii^gton,   and 

Washway  (united) 
Tarporiey  and  WhitchuitA 
Tboraset  -  -  -  - 

Wilmslow  and  Lawton  - 
Woodside  and  Hoykke    - 


a  For  debts  of  1502. 
A  For  debts  of  310^ 


£    «.    d. 

9     4     6 


11   17  10 


21  14  0 
10  15  7 
25     9     2 


12  11     7 
29     9     7 


1    11     2 


122  13     5 


21. 

Interest  of 
Debt 


22. 


Improyements. 


23. 

Debts 
paid  off. 


24. 

Incidental 
Expenses. 


25. 

EtHmated 

Value  of 

Statute  Duty 

performed. 


2i 


TotlL 

ExnufDUQL 


£    s.    d. 


176    3     5 


40    0    0 


38  14     6 
66  13     6 


125  12     9 


447     4     2 


5  5 

0 

0  12 

7 

- 

X. 

4  13 

8 

47  8 

6 

41  8 

10 

12  0 

5 

28  10 

9 

18  9 

8 

113  11 

9 

4  1 

6 

21  16 

11 

4  2 

0 

49     8     9 
14  12    a 


113     2 
88  11 

19  10 

5     2 

92     5 

112     9 


£    8.    d. 


125     0     0 


£     s,    d. 


250     0    0 


a  130     0     0 


6  90     0    0 
c59  10     0 


125     0     0 


rf270     0    0 


799  10    0 


£    8,  d. 

7  15  8 

46  14  0 

77     2  6 

2  11  0 

10     9  0 

21  18  6 

13     7  5 

1  1  6 

10  10  0 

10     9  6 

2  8  0 
5     3  11 

17  19  3 


227  10     3 


e500     0     0 


77  15     6 


£    8.     d. 


3  0  1 
0  6  7 
6     4     6 


4     6  2 

3  17  11 

0  10  0 

18  15  0 

14  16  7 

23  19  9 

61   10  2 

6  12  0 

12  10  0 


182  9  1 

52  15  10 

76  8  7 

77  4  6 

41     1     6 

28     3     4 

15     2     3 

320  13  10 

345     3     0 

263     3  11 

12     8     8 

15  12     0 


16  18 
1     0 


187  12     9 
89     7     9 


100     0     0 
^499     7     6 


41     7     1 

4  0     0 
31   17     3 

5  3  10 
5     2     7 


900     0    0 
100    0     0 


A  86     6     8 


8  18  3 

8  6  0 

48     6  2 

46  12  4 

121   19  6 

12     3  4 

9  13  8 


106     4  II 

3     6  4 

14  12  6 

20     8  2 

138  16  4 

52     2  7 


51  5  9 

208  2  0 

95  7  1 

8  0  0 


100     0  0 

.     >  1,992  14  2 

-   *  2,752  15  2 

83     3     6  -       800     0  0 


13  II  3 

6  18  4 

34     3  4 

2     6  3 


2 

0 

5 

145 

41 


105     8 


I 


0  17     6  '. 


295     9  5 

80  10  0 

40     0  0  ! 

100    0  0  I 


89  14     6 


/798     0    0  I 
»108  12     3  i 


n  140  0  0  ! 
o254  0  0  : 
p298  19     4  I 


2  14  10 

17  17  11  ' 

347: 

1  11  8 

13     5  4  I 

4  15  4  j 

81  14  6  ! 

7     8  1 

94     9     6 
15     1     7 


2     2     3 
10  17     6 


704  18     5  I    2,618  14     3  |       399  18     6  ,  10,024  10     0  *         727     S     3 


£  t  i 

668  9  S 

1,760  13  0 

1,862  U  % 
594   6  3 

158  3  2 
167  6  } 
542  15  3 

381  1  : 

674  15  i 

€25  9  3 

405  10  I 
257  « r 

446  7  5 


8,514 IS  9l 


970  16  % 

29  18  0 
90  0  0 

336  13 

419  13 

1,689  1  S! 
991    5  S 

1^1  16  II 
498  11  10 
150   9  5 


1,722   9W 
1,382  18  " 

881    7  11 
138  J6  5 

164  8  6 

383  3 

1,056  5  « 

5,342  5  7 

4,643  0  J 

3,623  8  I 

sorn 

652   9  I 

370  15  J 
200  10  0 


401  13   " 

446  u  ; 

385  15  I 
2,547   * 
203    3 


2,698  19 
399    5 

618  15  I^ 
877  1«  I 

832  11   5 


36,023  11   7 


5  For  debts  of  120/. 
t  For  debts  of  2,000^ 


tf  For  debts  of  200JL 
k  For  debts  of  3,2141.  U.  2d. 


<fFordri)(sor4002. 
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DEBTS. 

ARREARS   OF  INCOME. 

27. 

Bonded 
or 

Debts. 

28. 

Bate 
ofln- 
temt 
per 
cent 

29. 

Floating 
Debts. 

30. 

Unpaid 
Interest 

31. 

Balanee 

due  to 

Treasorers 

onSlstDee. 

1868. 

32. 

Tozu:. 
Debts. 

88. 

Acrean 

of 

Tolls  ftr 

current 

Tear. 

34. 

Arrears 
ofParwh 

Com- 
position 

for 
current 

Tewr. 

35. 

Arrears 

of  other 

Receipts 

for  current 

Year. 

36. 

Arrears 

of 
former 
Years. 

37. 

Balance  in 
xreasnrenr 
Hands  on 
3l8t  Dec. 
1868. 

38. 

Total 
Assets. 

1. 

2. 

3. 
4. 

5. 
6. 
7. 
8. 

9. 
0. 
1. 
2. 
3. 

£.     s,    (L 

3,550     0     0 

887  10     0 

880     0     0 

1,400    0     0 
2,322  12     0 

3,150     0     0 
4,100     0     0 

5 
None 

4 

3 

None 
3i 

£    8.  d. 

10     0     0 
106  11   11 

£    s,    d. 
366     6     0 

15     0     0 
12     0     0 

77  10     0 

A   s.    d, 

•             » 

90  14     1 

- 

£      a,    d. 

3,916    5    0 
887  10    0 

880    0    0 

1,425     0     0 
2,441     3  11 
90  14     1 
3,150     0     0 
4,177  10     0 

£   s.  d. 
19  11     8 

£  s.  d. 
178  3  6 

£   s.   d, 
68    5    0 

£   s.    d. 

£     8.     d. 

231     9     1 

75  12     8 

478  14     0 

129  12     0 

116   18     4 

185  15     7 

66     3  11 

201  16     7 

53     0     1 
18)    13     5 

4"~4     8 
137     0  10 

1 

£     8.    d. 

231     9     1 

75  12    8 

478  14     0 
129  12     0 

116  18     4 

185  15     7 

66     3  11 

201  16     7 

121     5     1 
359  16  11 

23  16     4 
137     0  10 

16,290     8     0 

-      - 

116  11   11 

470  15     0 

90  14     1 

16,968     3     0 

19  11     8 

178  3  6 

68     5    0 

- 

1,862     1     2 

2,128     1     4 

1. 
2. 
3. 

4. 

5. 

6. 
7. 
8. 
9. 
10. 

11. 
12. 
13. 
14. 

15. 
16. 
17. 
18. 
19. 
20. 

21. 

22. 
23. 
24. 

25. 
26. 
27. 
28. 
29. 

80. 
31. 
32. 
88. 
84. 

778     7     8 
920     0    0 
816     8  10 

/7,600     0     0 
4,100     0     0 

400     0    0 

2,606     0     0 
3,350     0     0 
4,225  10     0 

4,655     0     0 

2,140     0     0 
8,375     8     8 

8,798  16     0 
600    0     0 
245     0     0 

7,947  11     6 
14,804     5     0 

5,822     1     5 

425     0     0 

104  11  11 

2,419     8     9 

28     0     0 

450     0     0 

576     0     0 

2,465  15     0 

2,183     4     4 

4,982  16     0 

9,955     0     0 

2,006  10  10 

60     0     0 

3 

3 

None 

4&^ 

3 
6 

'{ 

None 

4 

3^ 
l} 

1 

4 

? 

4 

3 

4 

4'&4i 

5 

« 
5 

4 
2 

1 
2 

4 
5 

28     8     9 
340     0     0 

766  10  11 
17  19     0 

22  16     0 

995  16     0 
167  10     0 

6     6     0 

78  14  10 

60     0     0 

106     8     8 

19     0     0 

1,081     4     0 

212  19     1 
235     4  11 

237     0     0 
67     6     3 

326     7     6 

459     1     5 

778     7    8 
942  16     0 
816     8  10 

8,624     4     9 
4,267  10    0 

405     6     0 

2,684  14  10 
3,410     0     0 
4,671  18     8 

4,674     0     0 

2,140     0     0 
9,456  12     8 

3,798   16     0 

600     0     0 

245     0     0 

7,947  U     6 

15,017     4     1 

6,057     6     4 

425     0     0 

871     2  10 

2,419     8     9 

28     0     0 

450     0     0 

830  19     0 

2,523     1     3 

2,183     4     4 

4,982  16     0 

9,965     0     0 

2,332  18     4 

519     1     5 

414     3     4 
75     8    4 

300  0  0 

'9  15  10 
5  10     0 

24     0     0 

67  10     0 
98     0     0 

197  15     0 
238     1     7 

12     8     9 
430  15   11 

109     4     5 
241   19     0 

580  13  10 
304  10     1 

99     4     5 

3  18     7 
454  15     5 
123  15     4 
582  13     4 

160     5     7 

499  16     6 

36     0     9 

412  12     9 

581  0     3 
1,132  15     7 

131   10     6 

14  16     7 
112     4  10 

29  15     2 
63  16     3 

429     9     2 
34     6     3 

517     8     6 

343     1     3 

228  15     5 

12     3  11 

618     0     8 

197  15     0 
238     1     7 

12     8     9 
454  15  11 

109     4     5 
241  19     0 
580  13  10 
372     0     1 
197     4     5 

3  18     7 
454  15     5 
123  15     4 
582  13     4 

160     5     7 
499  16     6 
86     0     9 
836  11   11 
881     0     3 
1,132  15     7 

131  10     6 

14  16     7 
112     4  10 

29  1^    2 
69     6     3 

429     9     2 
34     6     3 

517     3     6 

343     I     3 

228  15     5 

12     3  11 

693     9     0 

98,840  15  U 

-      - 

1,152  18    8 

3,605  13    3 

459     1     5 

104,058    9     3 

489  11     8 

300  0  0 

15     5  10 

189  10     0 

8,737  10     7  !    9,731   18     1 

1 

e  For  debts  of  654/.  %a.  Ad. 
m  For  debts  of  114/.  ISs.  9d. 


/Including  2,000/.  on  which 
It  For  debts  of  300^ 


the  interest  has  been  relinquished. 
0  For  debts  of  350/. 

B  4 


J  For  debts  of  504^  13*.  9d, 
For  debts  of  3191  178.  Sd, 
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ABSTRACT  STATEMENTS  OF  INCOME  AND  EXPENDITURE  OF 


NAMES  OF 
COUNTIES  AND  TRUSTS. 


2. 

Balance 
io  Treasurers* 

Hands  on 
1st  Jan.  1868. 


Balance 

due  to  the 

Treasurers  on 

1st  Jan.  1868. 


INCOME. 


Beyenue 

received  from 

Tolls. 


5. 

Parish 

Composition 

in  lieu  of 

Statute  Duty. 


Estimated 

Value  of 

Statute  Duty 

performed. 


Bevenue 
Fines. 


8. 
Berenue 

ftOBl 

Inddental 
Beceipts. 


Amooitof  > 

HoiKf    I 

barroYedoiil 
theSerait^l 

oftheM' 


COUNTY  OF  COBNWALL. 

1.  Bodmin        -            -            -  - 

S.  Bodmin  and  Boohe  District 

8.  Callinffton            .             -  . 

4.  Camelford,  Wadebridge,  and  St. 

Columb       -         -  -        - 

5.  Creed  and  St.  Just 

6.  Hayle  Bridge  Causeway 

7.  HaVle  and  Redruth      - 

8.  Helston         -  .         -         - 

9.  Launceston  .  •  . 

10.  Liskeard       -  .  -        - 

1 1.  Peniance  and  St  Just 

la.  St  Austell  and  Loetwithiel 

13.  Saltash        .  .  .         - 

14.  Trebarwith  Sands  Road 

15.  Truro  and  Bedruth 


£ 


£  t.  d. 

1,308  0  9 

348  6  9 

S6d  16  S 

594  0  11 

SOO  5  8 

697  S  6 

359  IS  7 

481  6  8 

43  7  1 

233  6  10 

297  3  0 

1,085  11  11 

57  2  0 

2,008  8  5 


^     8.    d. 


£ 


d. 


a     8.    d. 


&    8.    d. 


1,795    0    0 

480    0     0 

1,156     0     0 


146  12     8 


0  14     3 


543    9     7 


1,094  0 

307  9 

802  0 

1,182  0 

1,890  0 

1,875  0 

1,657  11  10 

623  0    0 

865  0     0 

791  IS     4 

122  2     6 

4,070  3     4 


2     4     9 
0     0     9 


1     8     6 


7.877  10  10 


543     9     7 


18,711     0    7 


146  12     8 


4     8     3 


COUNTY  OF  CUMBERLAND. 


and  Longtown 
Bridge 


143    1 
138  16 


and  Brampton 
Carlisle     and     Eamont     Bridge, 
Northern  Diyision 

6.  Ditto,   Southern  Difision 

7.  Carlisle  and  Temon 

8.  Cockermouth  and  Carliale    - 

9.  Cockermouth  and  Maryi^ort 

I  a  Cockermouth  and  Workington 

11.  Kingstown  and  Westlinton  Bridge 

12,  Longtown  -  -  - 
IS.  Fennth  and  Cockermouth    - 

14»  WhitehaToi 


194  17  9 

178  15  9 

133    8  2 

34  17  8 

10  15  9 


79     2 
434  12 

98    2 


69  12     1 


19  15     4 


40     6     3 


1,894  11  2 

259     5  0 

185     0  0 

444  16  8 


0  2  5 


10  14  1 


408  15 
342  13 
131  0 
891  0 

1,048     0 

344  15 

96  16 

247  15 

1,672  11 


6  6  6 

0  7  0 

10  0  0 

17  2  8 


62  11     4 

15     0    0 

7  17     5 


2     2    6 
31     7    0 


152  14    5 


49  12    0 

6  16 
24  10  3 
26     0    0 

7  0    0 


1,834     0  10 


21  16 

22  16 

34  10 
12  9 
10  0 

35  0 
30  11     1  i 
30  8    8  I 


0 

0 

0 

7 

0  ' 

Si 


£  W 


250  0  Ol 


250  0  0/ 


1,457     4  10 


129  13     8 


9,801     0     3 


-I- 


!     1   10    2        310  15    4  i  - 

I 

I 


COUNTY  OF  DERBY. 

1.  Alfteton  and  Derby 

2.  AlftetOQ,  HighaiB,  and  Tibahdf    • 
'  3.  Alfttton  and  MauMd 

4.  Ashbonie  to  Helper  Bridge 

5.  Athbone,  Sirilbwy,  and  YoxaU 

Bridge        -  ... 

(L  A^fordaadBuxtos^aadTSdesweO, 

Blackw^&£d«sor(unHed>  - 

T,  BtrkinLiBe  .  .         - 

$,  CkTcndiah   Bridge    and   HoDand 

Ward       .  .  .        - 

9.  Chapel^4e  Frith 

10,  Ch«stecMd  and  Hen 

Heid       .  .  -         . 

IL  CVsteifiM  to  Matlock,  Dariey, 

and  RowsJey  Bridccs 
12,  Qwsmtdd.  HtwboSd,  and  D«a- 


280     8  11  . 
73  13     9  1 


9     0 


Lane 


13.  CVsMMd  to  WoHsnp 

14.  OxHited  a&d  Belper 

15.  Oronlbrd  and  NewiMiTCn 

l<k  DeibT.  Ashboree.  aad  Hwikie     - 
i:.  IVibT  aad  B«it<«-«pott-Treiit 
l&  D«fbT.  D«fcjM>  WhkswQi^  aad 
Sheftdd  «  .  . 

19.  Dert^T,  HaMfieULand  KwiteU     - 


105  18     8  I 

I 

421     0     8  I 

228     1     2  I 
88     7     6 

I 

165     0  11  ' 

<>23     3     1 

62     0     0 

310  II  0  I 

360    9  8 

4<H     5  4  ' 

167     6  2 

81     7     4 

2330     7  10 
394  11     4 


1^95  13  5 

225  0  0 

652  18  6 

313  0  0 

461  0  0 

829  13  2 

38  0  0 


4  16     6 
0    2     0 


0  18     0 


558  17 


1,307  13     4      - 
6S3  10  11      . 


685     0    O 


9$  19     2 


«bMM&ig 


•  Ae. 


2,2^3    0     0 

522     0     0 

572     T  T 

52S  18  4 

37S  IS  4 

326     0  O 

732     0  0 

4«2     1  8 

4.625  16    8 

TIO    O  10 

(iBchdiiig 


125  15    0     • 

83  10     8     > 

211     8     6     . 


I   16     0 
0    3     6 


0     5     0 
0     5     6 


7  10     1 


52  10    0 
9     0    0- 

1  18    0     - 


5    3    0 
3  16    9 


0     5    0 


2    8    0 
0    2    6 
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10. 

Total 

Ijxcoke, 


EXPENDITURE. 


11. 


Manual 
Labour. 


12. 


Team  Labour 

and 
Carriage  of 
Materials. 


13. 

Materials 

fbr 
Surfieice 
Bepain« 


14. 

Land 
purchased. 


15. 

Damage 

done 

in 

obtaining 

Materials. 


16. 

Tradesmen's 
Bins. 


17. 


18. 
Salaries  of 


19. 


/ 
Treasurer. 


Oerk. 


Surveyor, 


£      8,  d. 

1,801     6  6 

626  19  8 

1,166  14  S 


1,111     2 

307     9 

802     0 

1,182     0 

1,952  11 

1,892     4 

1,665  10 

873     0 

867     2 

791   13 

122     2 


4,102  18  10 


£      8,  d. 

347     3  9 

98  19  0 

121   18  6 

176  14  0 

a  190  13  10 

6175     0  8 

382  14  8 

c  700     0  0 

176  12  10 

c 760  11  7 
6  210  12 

205     1 

11      1 

17     0 

1,331     2 


127  11  9 

93  12  1 

198  16  3 

104  15  0 


140  17     9 
219     6     4 


109     1     5 

1     0     0 
474     1     3 


19,264  15  11 


4,905     6  11 


1,469     1   10 


1,944     5  7 

265     6  6 

209  10  3 

470  16  8 


817  16     0 

41  6  10 

13  15     4 

e 194  0     8 


138  18  6 

1     2  6 

6  15  0 

72     3  10 


415  15 

342  13 

152  16 

913  16 

1,082  10 

357     4 

106  16 

282  15 

1,703     8 

1,865  11 


10,113     5     9 


e  189  17 

e  106  12 
e78     5 

e313  15 

e345  15 
96  15 
c78  17  10 
142  8  1 
718  14  9 
708     4     7 


3,836     4  11 


65  12 

14  16 
10  8 
38  16 
50  8 
37     0 

15  2 
59  10  11 

124  19     2 
291   10     9 


4 
6 
6 
0 
1 
6 
10 


927     5     5 


£     *.    d. 

195  16  0 
216  5  11 
399  13     0 

249  10     9 


28  16     2 


397  16     7 
9  16     6 


241  14  11 
88  17  8 
10     0     0 

362     2     2 


£     8,    d. 


14  14     0 


2,200     9     8 


239  14     0 

c24  19     7 

6     0     0 


47  16     2 


152     6  11 

267  14     0 

44     9     6 


66  15  11 
21  12  1 
72  19     3 


944     7     5 


14  14     0 


£  8.  d, 
6  15  10 

11  3  0 
8     3     8 


5  15     5 

6  15     0 


21     3  10 


5  10     9 


I     0     0 
60     9  11 


126  17     5 


3     0     0 


0  16  0 

0  16  0 

0  9  0 

1  15  0 


1     1     0 


7  17     0 


£     8.    d, 

21  16  10 
15  8  0 
21     1     9 


43  19     2 

10  0     0 

6  9 
18  11 

33  19 
32  16 
38  4 

7  13 

34  7 

11  12 
!0  8     9 

115  5     2 


8  j 
7 

2  I 
9 

9  i 

4 
6 
4 


12     0     0 
8     0     0 


7   11     3 


</42     0     0 


40     0     0 


15     0     0 


5     0     0  1 


£ 


d. 


30     0     0 

8     0     0 

25     0     0 


15 
20 


25  0 
25  0 
21  0 
24  10 
15     0 


25 
15 
12 
5 
45 


80  0  0 

20  0  O 

65  0  0 

50  0  0 

10  0  0 

25  0  0 

45  0  0 

32  18  6 

105  0  0 

75  0  0 

20  0  0 

40  0  0 

10  0  0 

/230  0  0 


421   14     9 


177  11     9 

2  4     0 

5  12     0 

11  13  11 


10     2  11 
17     1     6 

5  10     4 

17  3     5 

18  1     5 
2  15     0 

6  16  11 
15  6  6 
78  6  3 
80  12     1 


129  11     3 


50  0  0 

10  0  0 

10  0  0 

7  0  0 

10  0  0 


448  18     0 


8  0  0 
10     0     0 

1  19  10 
10     0     0 


116  19  10 


310  10     0 


30  0  0 

5  0  0 

5  0  0 

12  0  0 


12  0 
20     0 

13  0 
31  10 
31  10 
10     0 

6  0 
10  0 
31  10 
52     0 


269  10     0 


807  18     6 


150     0  0 

15     0  0 

10  10  0 

25     0  0 


25 
20 
28 
70 
80 
15 
12 
45 
110 
130 


735  10 


1,600  9  11 

225  0  0 

653  0  6 

313  0  0 


461  0  0 


6. 

7. 

8. 
9. 

10. 

11. 

12. 
13. 
14 
15 
16. 
17. 

18.1 
19.1 


838 
38 


361  10  9 

36  14  0 

192  14  1 

88  2  7 

cl80  0  0 

219  14  0 


118  17  3 


361  4  2 


71  15  3 
65  4  9 


66  11  11 
2  19  6 


2  1  8 


17  6  7 


1,360  3  4 
1,387  10  11 

2,256  14  0 

522  3  6 

577  15  7 
654  18  10 
466  0  7 
537  8  6 
792  0  0 
462  1  8 

4,628  1  8 
710  3  4 


326  18  2 

30  10  0 

534  13  7 

182  17  9 

160  19  9 

201  7  7 

146  2  9 

200  4  5 

454  0  4 

171  15  5 

e  1,249  10  1 

650  12  9 

d  For  2  years. 


133  16  3 

0  10  0 

319  3  6 

138  5  1 

86  12  6 

79  6  9 

40  14  10 

42  8  11 

143  9  6 

67  13  5 

1,018  17  11 


6  17  6 
404  16  4 


7  0  6 


338  16  9 

59  I  10 

32  9  2 
26  17  0 
48  9  5 
9  10  6 
179  8  3 
73  13  10 

346  14  6 


12  18  0 


4  13  6 
2  0  0 


29  4  3 

2  16  9 

22  1  9 

11  9  2 

2  0  6 

10  13  10 

2  9  0 

40  7  1 

16  16  11 

21  6  5 

3  18  6 

1  12  5 

40  4  10 

4  9  3 
26  15  0 
54  8  8 
32  8  1 

104  10  9 

32  4  2 


5  0  0 
5  0  0 


2  2  0 


20  0  0 

8  0  0 

12  0  0 

20  0  0 

17  0  0 

10  0  0 


5  0  0 


20  0  0 

50  0  0 

30  0  0 

15  0  0 


15 

0 

0 

10 

10 

0 

20 

0 

0 

40 

0 

0 

20 

0 

0 

65  0  0 

30  0  0 

15  0  0 

4  4  0 

65  0  0 


57  0  0 


45  0  0 

19  19  9 

100  0  0 

30  0  0 

30  0  0 

30  0  0 

30  0  0 

105  0  0 

45  0  0 

80  0  0 


e  Including  contract  work. 

c 


/  Including  50/.  gratuity. 
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ABSTRACT  STATEMENTS  OF  INCOME  AND  EXPENDITURE  OF 


NAMES  OF 
COUNTIES  AND  TBU8TS. 


BXPENDITUBE. 


SO. 


Law  Charges. 


21. 

Interest  of 
Debt 


22. 


Improyements. 


28. 

Debts 
paidotfl 


24. 

Incidental 
Expenses. 


COUNTY  OF  COBNWALL. 

1.  Bodmin     -  .  .  • 

2.  Bodmin  and  Boche  District 

3.  Callington    -  -  '        - 

4.  Camelfbrd,   Wadebridge,  and  St 

Columb  -  -  - 

5.  Creed  and  St  Just 

6.  Hayle  Bridge  Caosewaj 

7.  Hayle  and  Kedrath 

8.  Helston         .  .  .        . 

9.  Launceston  .  .  . 

10.  Liskeard  -  - 

11.  Fenxance  and  St  Jost 

12.  St  Austell  and  Lostwithid 

IS.  Saltash     .  .  .  . 

14.  Trebanrith  Sands  Boad 

15.  Truro  and  Bedmth 


£ 


COUNTY  OF  CUMBEBLAND. 


Alston      .... 
Branq>ton  and  Longtown 
Brougham  Bridge 
Carli^e  and  Brampton 
Carlisle     and     Eamont     Bridge, 
Northern  Division 
Ditto,    Southern  Division 
Carlisle  and  Temon 
Cockermonth  and  Carlisle 
Cockermouth  and  Maryport 
Cockermonth  and  Workington 
Kingstown  and  Westlinton  Bridge 
Longtown  ... 

Penrith  and  Cockermoutli 
WhitehaTcn  •  .         . 


COUNTY  OF  DEBBY. 

Aliineton  and  Dertiy 
Alfreton,  Higham,  and  TOwhelf    - 
Alfireton  and  Mansfield 
Aahbome  to  Belper  Bridge 
Ashbome,  Sudbury,    and  Yozall 

Bridge  ... 

Ashford  and  Buztim,  and  Tideswell, 

Blackwell,  &  Edoisor  (united)   - 
Birkin  Lane  ... 

Cavendiah   Bridge   and    Holland 

Waid    .... 
Chapel-en4e-Frith    -  -        . 

Chesterfield  and  Hemaloiie  Lane 

Head      .  .  .  . 

Chesterfield   to  Matlock,   Dariey, 

and  Bowsley  Bridges 
Chesterfield,  Newbold,  and  Dun- 
stone  -  ... 
ChesterMd  to  Worksop 
Cromfbrd  and  Bdper 
Cromford  and  Newharen 
Derby,  Ashborne,  and  HnrdHoe     - 
Derby  and  Bmton-upon-Tient 
Derby,  Duilield,  Wirksworth,  and 

Sheffidd  ... 

Derby,  Mansfield,  and  NutdiaU     . 


aF(H'dd>tsof250/. 
A  Including  89L  8*.  9dL  at  5  per  omt 
o  For  debts  of  750^ 


£    «.    d, 

20  18    4 
20  14  10 


4     8    4 

66  16     3 

29     9     7 
23     9  10 


27  16     4 


193     8     6 


£    s.  d. 

103     1  2 

81     0  I 

43  15  0 


225  8 
12  15 
612  5 
•  60  6 
822  6 
825  5  11 
300  10  U 


41  5  2 

14  3  6 

15  8  3 
188  5  4 


2,345  16     3 


110  15  8 

150  10  0 

54  16  0 

39     1  11 

23  17  9 


136  18  11 

289     7     4 

98     8     4 


307  13 
32  11 


1,244     0  10 


38  10     2 


19  11     6 
5  13     9 

7     5     4 


137     4  0 

92     5  0 

36     0  0 

169  13  9 

61     2  10 

14  16  10 


83  19     7 

5  5     0 

6  2     6 


95  12     0 
259     8     5 

173     7     3 

126     9  10 


£    8.    d, 
897     3     1 


24     7     6 


184  11  11 

58     9     8 
381     4  11 


41  13     6 


1,587  10     7 


4  10    0 
96     9     1 


100  19     1 


39  IS     9 


157     7     0 


64  14  4 

129     5  9  i  - 

328     8  4 

94     4  6 

23     8  4 


.  I 


88  12     1 
73     9     3 


104     5  10 
28     0     1      - 


£  M.  d, 

a248  2  6 

c2lO  0  0 

200  0  0 


dilS  13     9 


«669    14     6 


/169  10     0 
^  588     0     0 

1,700     0     0 


3,994    0     9 


/190     0     0 


100     0     0 


7  18     9 

1     1     0 

49     2     4 


26  5 
20     6 

4  5 
18  13 
85     3 

7  7 
52  16 
24     9 


3  13     3 


9     7 

2  10 

173     1 


486     1     4 


56  4  3 
9  1  9 
7  0  3 
2  11   11 


150     0     0 
250     0     0 


2  9  8 
13     6     5 

2  7  3 
27  11  1 
10  17     7 

3  7  5 
2     4  11 

10  16  10 
23  4  6 
19  17     1 


25. 

Estimated 

Yahieof 

Statute  Duty 

performed. 


£    s.    d. 


690     0     0 


191     0  11 


e  293  10  0 
/130  18  9 
«140     0     0 


48  14     4 


o399  19     0 

200     0     0 
p50     0    0 


r320     0     0 
n,l88  12     6 


250    0    0 
200     0     0 


«91     0     0 


370  10     0       1,500     0     0 


11     5    0  ;  - 

15   8   9  ; . 


4     8  2 

0  18  6 

2     4  7 

64  11  9 

8  13  5 

36     6  2 

4  15  0 


10  12  8 

7  13  8 

28     3  8 

IS  17  6  •  • 

53    6  0     > 

7  15  0  .  . 

46  14  4     - 

9  19  8     - 


685     0     0 


I 


b  Indnding  5002.  at  4|  per  cent,  and  300{.  not  beaii^  interest  c  For  debts  of  300/. 

t  Including  1,100^  at  5  per  cent  k  Indnding  200£.  at  4 1  per  cent 

p  For  debts  of  166l  13t.  4<i.  q  Tnchiding  5002.  at  4  per  cent 
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DEBTa 

ABBEABS   OF  INCOME. 

27. 

Bonded 

or 

Mortgage 

Debts. 

28. 

Rate 
of  In- 
terest 
per 
cent 

29. 

Floating 
Debts. 

30. 

Unpaid 
Interest 

31. 

Balance 

due  to 

Treasurers 

on3lBtDec 

1868. 

32. 
TOTiLL 

Debts. 

33. 

Arrears 

of 

Tolls  for 

ourrent 

Year. 

84. 

Arrears 
of  Pariah 

Oom- 
podtian 

tor 
current 

Year. 

35, 

Arrears 

of  other 

Beceipts 

for  current 

Year. 

86. 

Arrears 

of 
former 
Years. 

37. 

Balance  in 
Treasurers* 

Hands 

on  3lBt  Dec. 

1868. 

88. 
Total 

ASSBTS. 

1. 

2. 
3. 

4. 

5. 

6. 

7. 

8. 

9. 
lO. 
11. 
12. 
13, 
L4. 
L5. 

£    «.    d 

6  8,380    0    0 

2^900     0    0 

900    0     0 

4,550     0     0 

637  10    0 

11,830     0     0 

1,206     0     0 

10,375     0     0 

9,450     0    0 

7,688     0     0 

6,550     0     0 

1,300     0     0 

14,409     5     0 

770  13     7 

A  3,353  17  10 

3 

H 

5 
2 
5 
5 
3 

? 

5 
3 

4 

£     8.    d, 

31    0    0 
20    0    0 

£     8.    d. 

227  10     0 

2,430  17     9 

12  15     0 

1,082  19     1 
77  13     2 

£     8.    d. 
1  18    0 

• 

£     8,    d. 

3,380     0     0 

2,900     0     0 

900     0     0 

4,777  10     0 
639     3     0 

14,260  17     9 
1,206     0     0 

10,387  15     0 
9,450     0     0 
7,719     0     0 
7,632  19     1 
1,300     0     0 

14,506  18     2 

770  13     7 

3,353  17  10 

£    «.   d 

£    8.    d. 

£     8,    d. 

£     8.    d, 

10    0    0 
80    0    0 

£    «.    d. 

1,016     4     3 
202     5     6 
295     0     7 

805     7     4 

640  17     3 
530     6     2 
460     0     0 
567     2     5 
196     2     1 
18     5     8 
284     1     0 

1,132     3     1 
111  17     6 

1,347   15     7 

£    s.   d. 

1,016     4     3 
202     5     6 
295     0     7 

805     7     4 
10     0     0 
670  17     3 
530     6     2 
460     0     0 
567     2     5 
196     2     1 
18     5     8 
284     I     0 

1,132     3     1 
111   17     6 

1,347   15     7 

79,300     6     5 

-      - 

51     0    0 

3,831   15     0 

1  13    0 

83,184  14     5 

- 

- 

' 

40    0    0 

7,607     8     5 

7,647     8     5 

1. 
2. 
3. 
4. 

5. 

6. 

7. 

8. 

9. 
10. 
11. 
12. 
13. 
14. 

25,123     2  11 
3,770    0    0 
4,300     0    0 
1,150     0     0 

1,200     0     0 
600     0     0 

2,850     0     0 

1 6,300     0     0 

3,270     0     0 

9,689     5     0 
A  450     0     0 

N<me 
3 

3i 

4 

3 

3 

4 

20    0    0 

528     2     6 

89     0     0 

4     7  10 
92     2     0 

65     4     5 

16     6     0 
0     7  11 

25,123     2  11 
3,770     0     0 
4,893     6  11 
1,150     0     0 

1,289     0     0 
600     0     0 
16     6     0 
2,854     7  10 
6,300     7  11 
3,362     2     0 

20     0     0 

9,689     5     0 

450    0     0 

12     5     0 
7  10 

— 

0     1     0 

0    2    0 
42  10     6 

424     2     8 
184  12  11 

92  12     1 

242  10     6 
112     1  10 

160  12     4 

9     2     4 

61   16  11 

357     9     8 

234     0     9 

130  19  10 

424     5     8 
184  12  11 

92  12     1 

242   10     6 
112     1   10 

160  12     4 

21     7     4 

61   16  11 

364  19     8 

276  11     3 

130  19  10 

58,702     7  11 

-      - 

20     0    0 

713  12     4 

81  18     4 

59,517  18     7 

19  15     0 

- 

0     1     0 

42  12     6 

2,010     1   10 

2,072  10     4 

1. 
2. 
3. 
4. 

5. 

6. 

7. 

8. 
9. 

10. 

11. 

12. 
3. 
14. 
15. 
16. 
lY. 

18. 
19. 

i3,430     0     0 

-2,650     0     0 

850     0    0 

M  5,399  11     8 

2,732     3     0 

9,700    0    0 
1,703     6     8 

91,300     0    0 
8  5,816  14     0 

1,927  12    6 

8,785  10    5 

1,250    0    0 
6,239  10     0 
5,004  15     4 
3,056     0     0 
100     0     0 
600     0     0 

1,655  14     1 
5,100     0     0 

4 
3 
4 
2 

2 

3 
None 

5 
H 

4 

1* 

4 
2 

? 

4 

»i 
3 

35     3     5 

21  16     6 

382  15     0 
60     0    0  1 

14  10     0 

6     0    0 
276     3     2 

16     9     8 

77    2    0 

142     0     9 

50     0    0 
125  15     7 
134     7  10 

4  10     0 

9  11     5 
180    0    0 

i94    3     5 
(51  13     9 

3,430    0     0 

2,664  10     0 

850    0     0 

5,399  11     8 

V38     3     0 

9,976     3     2 
1,703     6     8 

1,794    3     5 
5,833     8     8 

2,039  17  11 

8,927  11     2 

1,300     0     0 
6,365     5     7 
5,160  19     8 
3,066     0     0 
556     3     9 
600     0     0 

2,048     0     6 
5,290    0     0 

109     0     0 
6     0    0 

25     0    0 

48     1     8 

244  10     0 

35  10    0 
120  18     4 

64     6     1 

87  13     4 

407     3  11 

27  19     3 

58     3     6 

4     7     0 

217  19     8 

520  15     2 
62     6     7 

161   13     4 

424  12  11 

23  15     6 

217     6     2 
285     6  11 
258     2     8 
171   13  10 

71   14  10 

1,995  19  10 
338     8  10 

407     3  11 

27  19     3 

58     3     6 

4     7     0 

217  19     8 

520  15     2 
62     6     7 

109     0     0 
167  13     4 

424  12  11 

48  15     6 

217     6     2 
333     8     7 
322     8     9 
171   13  10 
244  10     0 
109     8     2 

2,031     9  10 
759     7     2 

d  For  debts  of  S62L  lOt. 

/For  debts  of  250/. 
r  For  debts  of  400/. 


e  For  debts  of  700/. 

m  For  debts  of  150/. 
8  Including  1,430/.  at  5  per  cent 

02 


/  For  debts  of  200/.  g  For  debts  of  1,800/. 

It  Including  1,409/.  lU.  Sd,  at  2^  per  cent 
t  For  debts  of  1,251/1 17f.  6d, 
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ABSTRACT  STATEMENTS  OF  INCOME  AND  EXPENDITURE  OF 


1. 

NAMES  OF 
COUNTIES  AND  TRUSTS 


20. 
21. 
22. 
23. 
24. 
25. 
26. 
27. 

28. 

29. 
80. 
31. 
32. 
33. 
34. 
35. 
36. 


COUNTY  OF  DERBY— con/. 

Derby  to  Uttoxeter 
Duffield  to  Heage 
GloBsop  and  Marple  Bridge 
Greenhill  Moor  and  Eckington    - 
Haddon  and  Bentley 
Ideridgehay  and  Duffield   - 
Mansfield  and  Chesterfield  - 
Nottingham  Road  (from  Derby  to 

Risley) 
Nottingham  and  Newhayen,  Third 

District  -  -  -  - 

Oakerthorpe  and  Ashbome 
OirlerBar 

Sheffield  and  Chapel-en-le-Frith  - 
Sheffield  and  Gander  Lane 
Sheffield  and  Glossop 
Temple  Normanton  and  Tibshelf  - 
Tnpton  and  Ashover 
Wirksworth  and  Holland  Ward  - 


Balance 
in  Treasurers* 

Hands  on 
1st  Jan.  1868. 


£     8.    d. 


67  14 

81     4 

86  1 
146  15 
156  19 
311     8     6 

59     1     1 


524  10     5 


354  15 

215  16 

678  12 

1,323     4 

431      1 

39     7 

78  11 

189  19 

53  17 


£     11»045     6     6 


COUNTY  OF  DEVON. 

1.  Ashburton            .           .  . 

2.  Axminster           .            .  . 

3.  Barnstaple           -           -  - 

4.  Bidefbrd  -            -            -  - 

5.  Braonton           -             «  - 

6.  Braunton  and  Ufracombe    - 

7.  Combmartin          -            -  - 

8.  Combmartin  and  Ufracombe 

9.  Countess  Wear  Bridge      - 

10.  Cullompton        -  -  - 

11.  Exeter     .  -  -  - 

12.  ExmouthRoad      .  .  . 

13.  Great  Torrington 

14.  Honiton    -  -  -  - 

15.  Honiton  and  Bminster    - 

16.  Honiton  and  Sidmonth     - 

17.  Kingsbridge  and  Dartmouth 

18.  Modbury  -  -  -  - 

19.  Moretonhampstcad 

20.  Newton  Bushel      -  -  - 

21.  Plymouth,  Eastern 

22.  Plymouth  and  Exeter  Road 

23.  Plymouth  and  Tayistock  - 

24.  Sidmouth  and  Cullompton  - 

25.  South  Molton 

26.  Teignmonth  and  Dairlish  • 

27.  Tiverton       -        -  -  - 

28.  Torquay  -  -  .  - 

29.  Totnes  Bridge        -        - 

SO.  Totnes  and  Bridgetown  Pomeroy  - 


COUNTY  OF  DORSET. 

1.  Badcwater  Bridge  and  Boad 

2.  Blandford  and  Poole 

3.  Blandford  and  Wimbome 

4.  Bri^ort,  First  District     - 

5.  Biidport,  Second  Distri^ - 

6.  Bri^ort  and  Broadwinaor 

II  Including  ptyBenis  to 


745  14 
198  12 
415  17 
337  10 
394  19 
328  18 
135  3 


655  1  2 
277  3  10 
611  14  7 
107  14  9 
477  12  8 


54  17 
251  17 
547  0 
218  15 

79  6 
136  11 

53  2 
490  5 

62  4 
154  14 
564  8 
948  2 
940  14 
224  1 
290  18 


Balance 

doetotiie 

Treasurers  on 

1st  Jan.  1868. 


665    5  10 


8     5  10 


0 
3 
5 
6 

4 
9 
7 
2 

11 
11 
9 
2 
1 
10 
9 


9,703     3  11 


217  2  7 
253  4  9 
123  19  10 
520  14  10 
785  6  0 
146  12     5 


67  16     8 


76    2     1 


INCOME. 


4. 

Revenue 

received  from 

ToUs. 


5. 

Parish 

Composition 

inUeuof 

StatuteDnty. 


£     «.  d, 

857  16  8 

430  0  0 

761  3  8 

825  0  0 

355  14  10 

240  0  0 

686  13  4 

623  16  8 


&   8,    d. 


1,150     0 

882  0 
2,831  13 
2,785  0 
1,827 

677 

143 
90 

303 


67     0  11 


183     9     5 


30     0     0 


190     7     9 


32,256  13     8 


27     2     6 


918  14     7 


1,413  10 
825     0 

4.276  0 
2,708  15 

414  16 
334  2 
699  0 
294  19 
68  0 
141  10 
6,485  0 
100  IS 

1.277  0 
677  7 
166  16 
330     0 

1,935     0 

862     0 

204  12 

866   13 

601     0 

190     1 

1,077     7 

224  10 

1,738  19 

1,180     0 

2,611     0 

4,897  16 

408     6 

2,175     4 


Estimated 

Value  of 

StatuteDnty 

performed. 


7. 

Revenue 
frt>m 
Fines. 


£ 


1     0     0 
5  10     0 


0  10     0 


2     0     0 


8. 

Revenue 

from 
Inddental 
Receipts. 


boirovedn 
theSeamiyl 
oftbcTol! 


£    s.    d. 


6  14  4 

3  5  4 

4  7  8 


£  i.  i 


5  0  0 


59  16  3 

33  12  0 

10  18  7 

22  2  4 


685  0  0  I  12  13  0 


0  5  0 


232  15  4 


3 

7 

276 

1 


14  12 


30  0  0 


0  5  2 


431  18  3   - 


5  0 
349  19 


1   6 

169  18 


6,250 


0  10  0  - 
13  18  6  - 


212  17  1 


2  8  6 


123  12 


0<  . 

I 
I  " 


75  0  0  - 


17  10  0 


39,185  6  4  1,017  4  4 


73  0  11 
338  15  0 
168  17  5 
1,259  16  1 
965  0  0 
385  0  0 


80  0  0   1  9  11 


I 


688  0  9  6,250  0  0 


42  0  0  - 

163  4  2  .  - 

235  0  0  j  - 

126  0  O  I  - 


-  :    5  0  0- 


6  CoBtnet  votk. 


e  laeWiiig  amteriik,  &e. 
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TURNPIKE  TRUSTS  IN  ENGLAND  AND  WALES,  1868. 


EXPENDITURE.                                                                                         | 

10. 

TOTAI, 
Incomb. 

11. 

Manual 
Labour. 

12. 

Team  Labour 

and 
Carriage  of 
Matemls. 

13. 

Materials 

for 
Surface 
Repairs. 

14. 

Land 
purchased. 

15. 

Damage 

done 

in 

obtaining 

Mat^ials. 

16. 

Tradesmen's 
BUls. 

17,                     18.                     19. 
Salaries  of 

Treasurer. 

Clerk. 

Surveyor. 

20. 

22. 

23. 

24. 
25. 
^6. 

U7. 

29. 
30. 
SI. 
32. 
S3. 
34. 
36. 
^6. 

£      8.      d. 

857  16     8 
437  14     4 
764     9     0 
829     7     8 
428     6     9 
240     0     0 
691  13     4 

623  16     8 

1,150  10     0 

565     9     5 

2,891     9     7 

2,850  12     0 

1,838     0     3 

889  15  10 

148     0     0 

117     2     6 

303     0     0 

£     8.     d. 

239  15    3 
101  15     3 
422  15     6 
176  10     0 
a  149  13     2 
53     9     2 
274     6  10 

136     2     1 

a  239  14     6 
800  10     2 
726  12     8 
464     8     5 

6  800     0     0 

288     8     4 

29     6     2 

c58     6     8 

167     8     7 

£    8.    d, 

85  16     6 

35  15     8 

36  18     6 
182     7     9 

27  15     7 
18     7     3 

68  15     8 

89  14     9 

94     1     1 

682     2     7 

462  18     3 

76  10     9 
26  U     6 

32     6     8 

£     8,     d. 

93  12     2 
18  16     3 
45  19  10 
49  16     3 
5     8     1 

21  13     2 

137  11     6 

151   19     5 

22  2     6 
334  12     3 
372     0  11 

13     7     6 
1   15     0 

11     0     6 

£     8.     d. 

£     8,     d. 

2     2     0 

5  13     6 
0     6     8 

0     5     0 

£    «.    d, 

33  6     6 
18  15     8 
29  19     7 
12     8     7 

15  16     5 

16  6     3 
15  18     0 

29     8     7 

15  18     3 

34  14     6 
27  18     5 

4     14 

22     1     0 

115     8     4 

1   12     6 

3  18     4 

20     7     7 

£     8.     d. 

'     1  15    0 
5    0    0 
5     5    0 

5    0    0 

3     1     9 

3     3     0 
5     0     0 

£    s.    (/. 

20     0     0 
10     0     0 
50     0     0 
15  15     0 

10     0     0 

25  0     0 

20     0     0 

30     0     0 
20     0     0 

20     0     0 

26  5     0 
13  13     0 

10     0     0 

£     8.     d. 

40    0    0 

45     0     4 
16     0     0 
20     0     0 
11   10     0 
20     0     0 

30     0     0 

40     0     0 
30     0     0 
60     0     0 
50     0     0 
30     0     0 
25     0     0 
5     0     0 

13   10     0 

84,105  16     7 

9,967     5     9 

4,264     3     7 

3,287     6     0 

- 

37     0  10 

877  12     2 



45     6     9 

635     3     0 

1,130     4     1 

1. 
2. 
S. 

4. 

5. 

6. 

7. 

8. 

9. 
10. 
11. 
12. 
IS. 
14. 
15. 
16. 
17. 

la 

19. 
20. 
21. 
22. 
23. 
24. 
25. 
26. 
27. 
28. 
29. 
50. 

1,415  18     9 

832     0     0 

4,552  10     0 

2,709  16     6 

429     8  10 

334  2     3 
699     0     0 

6,544  19     3 
68     0     0 

172  16     1 
6,655     3     6 

100  18     4 
1,709     2     6 

677     9  10 

166  16     0 

335  0     0 
2,285     9     0 

875  18     6 

204  12     6 

866  13     4 

603     8     6 

190     1     0 

1,200  19   10 

224  19     0 

1,739     3     9 

1,467  17     1 

2,611     0     0 

4,897  16     8 

408     6     0 

2,192  14     4 

6  272    4     3 

292  10     3 

rf600    0     0 

c  757     0     0 

26     0     0 

6  86     0     0 

141   14     4 

5  13     7 

21     7     4 

6  8,126     3     8 

621     7     6 

92  12     7 

6400     0     0 

6  95     0     0 

6  50     0     0 

c  1,179  10     0 

69  17     2 

1     8     0 

6  309  17     6 

6  300     0     0 

143     4     6 

81     8     0 
0  14     0 

233     7     1 

14  19     0 

60     5     0 

14  15     1 
29     1     2 

874     1     2 

147  17     6 

- 

34     8     9 
127  18     4 
29  12     4 
70  19     1 
40     4     0 
1  19     7 
36  16     6 

1     0     0 

40     0     0 
31   10     0 
40     0     0 
15     0     0 
8     0     0 
8     0     0 
20     0     0 

70     0     0 

50     0     0 

50     0     0 

100     0     0 

8     0     0 

8     0     0 

26     0     0 

" 

33     1     3 
4  10     0 

1     1     0 

338     5     5 
17     6     2 
12  11     2 

8  1     0 
33  17     1 
11   12     7 
44     8     5 

5     7     8 

7   14     1 

21  16     8 

9  13     8 

8     0     0 

10     0     0 

6     5     0 

15     0     0 

8     0     0 
10     0     0 

5     0     0 

15     0     0 

100     0     0 

10     0     0 

30     0     0 

35  0     0 

30  0     0 
18     0     0 

31  10     0 
20     0     0 
10     0     0 
20     0     0 

36  15     0 

250     0     0 

5     0     0 

65     0     0 

20     0     0 

15     0     0 

60     0     0 
20     0     0 
4     0     0 
40     0     0 
35     0     0 

155  15     0 
6  43  10     0 
266     1     2 

■ell2  17     7 
dAZl     2     8 

e  1,944  18     3 

6  582  16     1 

82     1     0 

69  11   10 
61    11     6 

369     0     0 
38  10  11 

- 

14  16     3 

19     6     0 
10     0     0 

52  15     1 

2     9     6 

26     5  10 

33     7  10 

133  13     3 

7     1     7 

32  19     5 

10     0     0 
15     0     0 

31   10     0 

10     0     0 
52  10     0 
40     0     0 
60     0     0 
5     2     6 
40     0     0 

102     0     0 

75     0     0 

50     0     0 

65     0     0 

100     0     0 

50     0     0 

47,172     I     4 

11,885     6  11 

686  16  11 

1,033  10  10 

. 

81   13     6 

1,142     6     0 

87     6     0 

757  17     6 

1,268     0     0 

1. 
2. 
8. 
4. 
5. 

73     0  11 

338  15     0 

210  17     5 

1,423     0     8 

1,205     0     0 

5ir  0    0 

75     8     6 
57  14     6 
44  13     0 
64     5     4 
47     5     4 

86  13     6 

28     6     4 

141  15     9 

138  14  11 

72     2     9 

21  15     3 
18     8     7 
173  12  10 
99     6     3 
36     6     6 

a        •        » 

5  13     4 

6  10     0 
31     2     7 

5  18     5 
29     5     7 
18  16     8 

1  14     0 

- 

5     0     0 
20     0     0 
10     0     0 
70     0     0 
20     0     0 
35     0     0 

30     0     0 
15     0     0 
50     0     0 
30     0     0 
15     0     0/ 

d  Paid  to  parishes* 


08 


elnduding  contract  work. 
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ABSTRACT  STATEMENTS  OF  INCOME  AND  EXPENDITURE  OP 


HAUKtl  OK 

ru  I  r  NT!  KH  ANU  THU^TSL 


EXPENDITUR  E— ednrintw/. 


uc. 


Uw  Cliftrgf«. 


91. 

f  titorvit  of 

I>ebL 


23. 


IxuproY«menli. 


33. 
Debu 


14. 

Ifioidetttal 
Expetueti 


i5* 

Eatimated 

Vflloe  of 

StatiL££  Datj 

perfoniLeid, 


1C 

Tom 


£    «.    A 


£  t.  d, 

287  9  0 

212  8  I 

120  2  0 

41  U  8 

23  7  1 

100  0  0 


£    «.    d. 


£    «.   dL 


51     6     4 


509     7     2 
ol86     5     0 


11$     3     8 


.V  1^ 

i>  l!ii 

$  1* 

r   5 


4      - 


194  0     0 

96  12     0 

151  17  U 

«iH)  $     5 

5i  1   11 

74  U     6 

57  8     3 

Si>  2     I 


4427  10     0 


135  10     0 
70     0     0 


c599  14  0 

^809  15  0 

cl97  19  2 

2:11   19  4 

fll50    0  0  . 


£  9.  d. 

16  5  8 

3  0  0 
2  7  0 
2  15  10 

14  2  10 
5  19  9 

21  4  4 

8  8  8 

32  6  2 

16  4  10 

29  16  5 

15  15 
10  4 

4  14 
15  6 

2  0 

5  18 


£    8.   d. 


816   5  I 

400  10  ( 

753   2  } 

1^70   5  I 

m\z  I 

851  i;  i 

461  14  i 

550  11  2 

i^(  u  : 

619  II  } 

2,650  13  ] 

2^61  n  2 

M37  11  i 

145  16  i 

214  13  10 

2»5  13  II 


i  » 

2a;r     3     9       4.010     4     5       1,074  15     8       7,866     9  11^         581   19     1  685     0    0  ,   H^S  15  0 


I 


<\^  ytr  car  :>jrrv^ 


$  4  4 

5  l^^  6 

14  1^  l^ 

U  9  <^ 


(»i    r  2  - 

^>     4  0  - 

7^     4  1  « 

3^  13  2 

**«:*     5  6  - 

15<^   ^  ;i  « 


/^iS4  16  10 


19  19    «>  ik  LiUM  15     « 


-   t:.iv'?*   ^   ^ 


i^J5i  :/    c     ,\,h:   *>   *?    « 


38  16  11 

59  12  0 

89     1  5 

73  17  3 

29  16  6 

I<     5  8 

SI   U  5 

I»     4  6 


<»     4 


;;    4  :,'    - 

4i?>     I     »      * 
t:Rt     ^     1^      - 


«5!$  ri 


«  i 


^i'   >! 


.:5S  4  $ 

L8  «  « 

5  *  :; 

29  IS  4 

9  1  il 

:i  I  4 

:i  *  4 

54  1  2 


3*     •     0 


^      ^ 


i      4 


«     9     5       ««U     i 


.» 


I      4      1 

i    r 
i    r 


4       ".- 

3 


i."     5     i 


:»!    i    J 


i:i    I    4 

4      5     4 

It     i    * 


1,510  18  3 
831  u  : 

4,574   8 

2,454  13 
510  i 
310  11 
542   9 

6^   3 

n  6 

211  4 
6,920  19 

150  ) 
i;l46  13  1 

m  4 

154  1S 
357  : 

2,441    i 

m  8 

51    € 
87f    6 

4S3    9 

116  18 
1,263  Ul 

155  I 

1,752  : 

1438  i  ' 
4J6SM 
551    1 
V5»l   4 


S^sj 


^v^   .»> 


II      «^  Id  ^ 


*      *      ^ 


V< 


MM  ; 
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• 

21 

DEBTS. 

ABBEABS    OP   INCOME. 

27. 

Bonded 

or 

Mortgage 

Debts. 

28. 

Bate 
of  In- 
terest 
pep 
cent 

29. 

Floating 
Debts. 

30. 

Unpaid 
Interart. 

31. 

Balance 

due  to 

Treasoren 

on  31st  Dec. 

1868. 

32. 

Total 
Debts. 

33. 

Arrears 

of 

Tolls  for 

current 

Year. 

34. 

Arrears 
ofParista 
Com- 
position 

for 
current 
Yew. 

36. 

Arrears 

of  other 

Beceipts 

for  cnrrent 

Year. 

36. 

Arrears 

of 
former 
Years. 

37. 

Balance  in 
Treasurers* 

Hands 

on  3l8tDec. 

1868. 

38. 

Total 
Assets. 

0. 

1. 

8. 
8. 
4. 
5. 
6. 

7. 

8. 
9. 
0. 
1. 
2. 
3. 
4. 
5. 
6. 

A     s.    d. 

7,660    0  0 
6,068  16  7 
3,326     5  0 

6,150     0  0 
1,187     0  0 
2,600     0  0 

350     0  0 

4,850    0  0 
950     0  0 
3,010     3  4 
18,378     0  0 
1,008     0  0 
8,628  15  8 
2,870     0  0 
1,150    0  0 
1,941     0  0 

8i 

H 

2 
2 
None 
14 

A    s.   d. 

71     7     8 

58  15     1 
43     4     0 

£     s.   d, 
8    0    0 

12  4    8 
103    0    0 

13  14     2 

120     8     0 
810     6     1 

A    M.    d. 
94     2     2 

A     i.    d. 

7,568    0    0 
6,068  16     7 
3,338     9     8 
165     9  10 
6,253     0     0 
1,187     0     0 
2,600     0     0 

363  14     2 

4,860     0     0 
950     0     0 
3,189     6     5 
19,231   10     1 
1,008     0     0 
3,628  15     8 
2,870     0     0 
1,150     0     0 
1,941     0     0 

A   $.    d. 
71  10    0 

300    0    0 

62     0     0 

232  18     4 
14     0     0 

A    i.   d. 
144  17  6 

A    s.   d. 

A     s.    d. 
62    0    0 

A      8.    d. 

109     6    0 
68     7  11 
97     7     7 

348  11  10 
199  10  10 
289     0     3 

697  14  11 

278     8     8 

161   14     2 

919     8  11 

1,212     6     3 

1,031   10     2 

95  18     3 

75  15     8 

82     8     2 

61     3     1 

A     s,    d. 

180  16     0 
68     7  11 
97     7     7 
300     0     0 
400   11    10 
199   10  10 
289     0     3 

649  14  11 

278     8     8 

161    14     2 

919     8  11 

1,445    3     7 

1,031   10    2 

240  15     9 

89   15     8 

82     8     2 

61     3     1 

131,228  18  3 

-     - 

678     1     8 

2,054     3     4 

1,039  19     4 

134,996    2     7 

1,569    8    4 

144  17  6 

64     6     1 

89  13    4 

10,876    1     7 

12,734  6  10 

1. 
2. 
3. 
4. 
5. 
6. 
7. 
8. 
9. 
0. 
1. 
2. 
3. 
4. 
5. 
6. 
7. 
8. 
9. 
0. 
1. 
2. 
3. 
4. 
5. 
6. 
7. 
8. 
9. 
0. 

15,240     0  0 

1,800     0  0 

25,580     0  0 

i  9,655     0  0 

6,517     0  0 

4,157     0  0 

7,247  10  0 

6,250     0  0 

1,125     0  0 

6,975     0  0 

1128,550     0  0 

o250     0  0 

8,426  10  0 

5,200     0  0 

11,367     2  6 

2,400     0  0 

«15,323  17  6 

<  26,268     0  0 

3,109     0  0 

2.150     8  8 

X  1,400     0  0 

2,500     0  0 

y  3,480     0  0 

z  6,776     0  0 

M25,318  10  9 

cc24,825    0  0 

ee34,625    0  0 

^<7l  8,550    0  0 

7,900     0  0 

24,200     0  0 

4&  5 

4 
3 

34 
5 

5 
6 
4 
None 
5 
4 
4 
3 

? 
■f 

Id. 

4 

4i 

4 

4 

5 

6 

6 

4 
4 

21   17     2 
768  18     0 

239     0     0 
7  10     0 

397     8     0 

• 
699     8     2 

371   18     0 

409  14  10 

1,127     8     2 

2,243     6     5 

2,363  12     9 

7,001     6     7 

3,348  17     7 

19     3 

313  11     0 

16,422    8     6 

2  19     6 
4filB  19  11 

41   11     8 

20     0     0 

aa6,646  6     0 
1,222     1     0 
13,351    1     6 

419     6     0 
208  13     0 
634  14     1 

130  10     8 

15,939     8     2 

1,800     0     0 

25,951  18     0 

9,986  12     0 

7,644     8     2 

6,400     5     6 

9,611     2     9 

6,250     0     0 

1,126     0     0 

13,976     6     7 

32,657  16     7 

251     9     3 

8,740     1     0 

6,200     0     0 

27,789  11     0 

2,400     0     0 

16,326  17     0 

80,286  19  11 

3,109     0     0 

2,192     0     4 

1,400     0     0 

2,520     0     0 

3,610  10     3 

13,321     6     0 

26,779  11     9 

38,183  11     6 

34,626     0     0 

19,366  13     0 

8,108  13     0 

24,834  14     1 

110  10     0 

10  0  0 
10  0  0 

2     2     2 

11     0     0 
481   13     4 

820  16     2 

198  17     9 

393  19     1 

612   14     0 

314     2     2 

352     9     5 

491   13     9 

7  16     0 

700  12  10 

238  15     3 

345  18  10 

78     3     8 

40     1     3 

36  14     7 
229     9     4 
391     7     1 
286     6     6 
252  12     7 
123  18     7 
203     1     4 
543     7   10 

102     2   11 
141    11     0 
400     6     0 
1,120  19     8 
1,069   12     4 
274     6   10 
892     9     0 

820  15     2 
198  17     9 
404  19     1 
612  14     0 
314     2     2 
352     9     6 
491   13     9 
7  16     0 
700   12   10 

238  15     3 
345  18   10 

78     3     8 
40     1     3 

36  14     7 

239  9     4 
391     7     1 
286     5     6 
252  12     7 
123  18     7 
203     1     4 
543     7  10 

102     2  11 
141   11     0 
400     5     0 
1,602  13     0 
1,180    2     4 
274     6   10 
904   11     2 

387,064  19  6 

•             m 

1,424  13     2 

60,768    9  11 

130  10    3 

399,388  12    9 

110  10     0 

20  0  0 

2     2     2 

492  13     4 

10,664    2     9 

11,289  8     3 

1. 
2. 
3. 
4. 
5. 
6. 

5,755     0  0 

AM  ,400     0  0 

1,800     0  0 

10,945     0  0 

11,874     0  5 

2,644  .0  0 

6 

ti 

3 
2 
3 

67     7     3 

7     7     8 

2,013  16     0 
124  16     0 
7  10     0 
336     7     0 
237     9     5 
107     8     4 

- 

7,768  16     0 
1,624  16     0 
-  1,807  10     0 
-11,348  14     8 
-12,111     9  10 
•  2,758  16     0 

14  10     0 

108     6     8 

68     6     8 

163  4  2 
156  14  7 

- 

- 

279  13     6 
306  16  10 
130     5  11 
677  16     3 
716  12     1 
301     6     8 

279  13     6 
321     6  10 
130     5  11 
949     7     1 
716  12.   1 

/For  debts  of  310/.  g  For  debts  of  3,275/.  h  For  debU  of  1,025/. 

n  Including  1,900/1  at  3^  per  cent.  o  Inchiding  60/L  at  4^  per  cent, 

tt  For  debts  of  400/.  x  Includii^  100/.  at  4  per  cent 

cc  Including  700/L  at  4  per  cent  dd  For  debts  of  1,660/. 

a  For  debts  of  600/.  kk  For  debts  of  898/.  1 3*. 

C  4 


t  Including  400/.  at  4  and  l,00i>/.  at  4^  per  cent 

p  For  debts  of  1 ,075/L  q  For  debts  of  250/. 

y  Including  820/1  at  4^  per  cent 

ee  Including  4,925/.  at  1^  per  cent. 

//  For  debte  of  lOir 
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B»bAe«  Balance 

ia  TreaMren*      doe  to  the 

BndsQB      Treasurers  on 
!$lJatt,l$6$.    1st  Jan.  1868. 


INCOME. 


Berenne 

received  fipoin 

Tolls. 


5. 

Parish 
Oompositioo 

in  lieaof 
Statute  Dotj. 


Kstimated 

Value  of 

SUtnte  Duty 

performed. 


Berenoe 
firom 
Knes. 


Bevenne 

from 
Incidental 
Becetpts. 


31  19 


1^1  1^  0 
5:  li  10 

IW  10     1 

lii  13  11 
93     9     5 

ru  15  U 

;si»  13  ko 


i54     3     ;? 


230     fi  11 


4.$^^  13     «        33*>     «  11 


*^  r 

S 

« 

* 

i.vj  ir 

1 

* 

« 

* 

* 

**  11 

1 

- 

* 

9«  13 

9 

«=t  i3 

3 

* 

• 
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9 
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^ 
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3 

« 

^ 

- 

« 

i:»  14 
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9 

«. 

* 

*.^  i 

r 

^ 
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^ 

- 

J^*  9 

3 

« 

* 
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4 

^ 

^ 
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;/ 
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- 

33,^  xr 

* 

^   ^ 

^ 

- 

- 

*M  :^ 

9 

3iJ^  t 
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5.^  :* 


*.^    « 


£     «.    ^ 


257 

14 

5 

390 

0 

11 

1,353 

6 

8 

1,094 

0 

0 

65 

0 

0 

1,071 

0 

0 

1,587 

10 

4 

1,265 

0 

0 

M89 

12 

4 

1.119 

0 

0 

£      M.     d. 


dl     s.   d,\    £    t.   d. 


£     s.    d. 
3    0    0 


0    2     0 


of 
Mmej 


tbe  D6caitf| 
of  the  ToU 


£  9,   I 


48  10     0 


5     4 
7     7 


0  i 
0 


1.293     0     8 
413  10     0 


1  19 
1  1 
0     2 


19  12     6     - 


57     3 
2     0 


0     - 
0     - 


0     9     0 


6     0     0- 


14,2A)     4     9        614   14     2 


3  14     3        105     6     6 


1.14*     6*«- 
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1  vV^     94 .--  
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EXPENDITURE. 

10. 
Total 

LfOOMB. 

11. 

Ilfftnnftl 

Labour. 

12. 

Team  Labour 

and 

Carriage  of 

Matenals. 

13 

Materials 

for 
Snr&ce 
Repairs. 

14. 

Land 
purchased. 

15. 

Damage 

done 

in 

obtaining 

Materials. 

16. 

Tradesmen's 
Bills. 

17.                    18.                    19. 
Salaries  of 

Treasurer. 

aerk.       1 

Surveyor. 

7. 
8. 

9. 

10. 
11. 
12. 
13. 
14. 
15. 
16. 

17. 
18. 

£     t.   d. 

260  14     5 
390    2  11 

1,352     6     8 
1,094     0    0 
113  10    0 
1,076     4     0 
1,594  17     4 
1,286  12     0 
1,247  17     1 
1,121     2     0 

1,299     9     8 
415  10    0 

£      8,     d. 

a  159  10    8 
88    2     3 

208     2  11 
314    4     8 
50  11     2 
185  15     4 
375  10     7 
868  10     6 
6917  11     3 
212     6     8 

228     3    3 
c 141     5     0 

£    s,    d. 

£    ».   d. 

£      8.    d. 

£     M.    d. 

£    «.    d. 

19  14    7 
17     5     7 

20  0  11 
66  10     0 

1     8     1 
79  16     0 
63  17     5 
28  16     9 
10  16     6 
23     0     5 

101  17     7 
22  10     4 

£     9.    d. 

13     2     0 

2     0     0 

25     0    0 

£     8.     d. 

25     0     0 
15  10     0 

40     0     0 
40     0     0 
10     0     0 
55     0     0 
50     0     0 
40     0     0 
40     0     0 
20     0     0 

45     0     0 
25     0     0 

£     9.    d, 

7  10    0 
30    0    0 

100    0    0 

75  0    0 

60     0     0 
SO     0     0 
100     0     0 
52  10     0 
50     0     0 

76  0     0 

34    4    0 

84  11     6 

79  10  10 

3  10     1 

73  10     2 

244     4     6 

217     1     2 

40    0    0 

85  19  11 
26  16     2 

152  14  10 

69     5  11 

123     4     6 

0  12     6 

1  16    8 
1  10    0 

14     6    3 

26  10    4 

120     7     8 
255  12  11 

253  15     0 

-         •        - 

7     6     0 

15,013  19     8 

3,489     0  11 

1,530     6     1 

1,101     5     9 

0  12     6 

57     2     2 

543     1     5 

40     2     0 

565  10     0 

711     0     0 

1. 
% 
3. 
4. 

5. 

6. 

7. 
& 
9. 

10. 

11. 

12. 

13. 

14. 

15. 
16. 

1,148     6     8 

875     7     8 

1,003     8    4 

1,150    0    0 

750  19    0 

672  11     7 
457  16     5 

2,860    3     6 
165     6     8 
545  10     0 
959     2     6 

2,377  10     0 
892  15     0 
570    0     0 

1,444  13     9 
938  11     4 

380  16    4 
257     2  U 
412  16     8 
280     2     0 

72     5     5 

218  16     3 
106     0     2 
909     0     6 
85     7     9 
121  15     6 
382     5  10 
841     4     7 
101  19     2 
144  18     0 

552  12     9 
350  12     5 

210     3     4 

127     7  10 

257  13     4 

89  14     3 

3  10     0 

q    93    0    6 

67     5     5 

427  13  10 

86  14     7 

140     2     3 

403     5     0 

291     0     8 

80    0    0 

75  14     3 

875     9     6 
74  18     4 

210  15     1 
214  11     7 
133     6     2 
304  17     0 

52     1     5 

169     1     1 

11     9  11 

571     3     8 

21   14    0 

201   12     6 

321     3     5 

473  11     9 

20     0     0 

150  18     6 

365  16.    9 
373  16  11 

4     0     0 

0     2     0 

0  18     3 

10  2     6 

11  3     6 

33  13     7 
48     7     1 
38     8     9 
26  15     2 

11  19     5 

19     8     0 
1  13     0 

79  15     4 
1     1     0 

12  10     0 
35  10     0 
70     6     8 
10     0     2 
25  10  10 

147     3     5 
SO     0  10 

10     0     0 
9     4     9 

40     0     0 
5     0     0 

20     0     0 
5     0     0 

20     0     0 
30     0     0 
30     0     0 
30     0     0 

20     0     0 

55     0     0 
10     0     0 
30     0     0 

5     0     0 
26     5     0 
35     0     0 

8     0     0 
16  15     0 
20     0     0 

30     0     0 
25     0     0 

80     0     0 

43     0     0 

66     0     0 

120     0     0 

20     0     0 

60     0     0 
25     0     0 

120     0     0 
15     0     0 
15     0     0 
60     0     0 

120     0     0 
88     9     0 
47     0     0 

80     0     0 
75     0     0 

16,812     2     5 

5,167  16     3 

2,743  13     1 

3,595  19     9 

4     0     0 

22     6     3 

577     3     3 

89     4     9 

891     0     0 

984     9     0 

1. 
2. 

1,686     6     4 
945     9     6 

435     2     4 
281   16     8 

241     9     8 
220     3     8 

649     3     0 
251  16     1 

16     3     5 

169     6     8 
34     9     5 

40     0     0 
10     0     0 

40     0     0 
30     0     0 

80     0    0 
75     0     0 

9,631  15  10 

716  19     0 

461  13    4 

900  19     1 

- 

16     3     5 

203  15     1 

50     0     0 

70     0     0 

155     0    0 

1. 
S. 

a 

4 

8,598    9     1 

843    3    4^ 

.     1,235  11     5 

871  16    8 

985    5     7 

132  11     6 
155  18     1 

594     1     8 

54  17    0 

242  11     7 

980  19     8 

61  17     2 
208  14    9 

^ 

9  15     4 

121  10     7 
48    4     1 

\ 

66  15     0 

15     0     0 
30     0     0 
21     0     0 

175    0    0 
40    0    0 

1        5    0    0 

■•- 

* 

*                   ■ 

*         "         ** 

*         **        *■ 

d  iBdading  S87/.  A*.  4d,  from  Weaimouth  and  Tp»  Bridge  Tnut 


9  No  tolls  have  been  collected  siuce  Novembef  1867. 
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/ 


NAMES  OF 
COUNTIES  AND  TRUST& 


BXPENDITUBE-HrnKmned: 


sa 


Law  Charges. 


SI. 

Intereitof 
Debt 


as. 


ImproTements. 


S8. 

Debts 
paid  oft 


S4. 

Incidental 


85. 

Estimated 

Yalneof 

Statute  Datj 

performed. 


COUNTT  OF  DORSET— edit 

7.  Cerne  Abbas        -  -  - 

8.  Dorchester  and  Wool   -        -        - 

9.  Hamham,    Blandford,   and    Dor- 

chester    -        - 

10.  Lyme  Regis        -         .        -        . 

1 1 .  Ditto,  Crewkeme  Branch 

12.  Maiden  Newton       •         -         - 

13.  Poole        -  -  .  - 

14.  Sherborne  -        -        -        -        - 

15.  ValeofBlackmoor   -        - 

16.  Waieham  (Three  Branches) 

17.  Wevmouth,  Melccnnbe  Regis,  and 

Dorchester        -  -  - 

18.  Wimbome  and  Piddletown  - 


&    s.d. 


2  17  11 


d8     7     4 
385     9     5 


10  16  11 


415     6     7 


COUNTY  OF  DURHAM. 

1.  BishopweanMHidi  and  Norton 

a.  Borooghbridge  and  Durham  (part) 

S.  Bowes  and  Sunderland  Bridge      - 

4.  Catterick  Bridge  to  Dnriiam 

5.  Darlington,    or    Angd   Inn   and 

Baiton  Lane  End 

6.  Darlington  and  Cockeiton  Bridge 

(onited)        .         -  -        - 

7.  Derwent  and  ShotlcT  Bridge 

8.  Durham  and  Tyne  Bridge    - 

9.  Edmondbyers  ... 
10.  ^[gleston  Roads  ... 
U.  Gateshead  and  Hexham 

IS.  Loblej  HiU  -  -  - 

13.  Soath  ShieldB       .... 

14.  Stockton  and  Bareaid  Cm^ 

15.  Wearmou^  Bridge  to  Tyne  Bridge 

andBrandi         •         >  • 

16.  West  AndJand    ... 


10  S  0 

5  8  3 


15  0  0 


S  17  3 


35  8  4 
37  14  4 


SO  6  6 
S  S  0 


63  0  2 

43  0  3 

188  2  6 

210  17  6 

18  5  11 

35  0  0 

154  0  3 

93  17  0 

184  17  8 

140  0  0 


112  2  6 


1,976  11  8 


120  8  11 

29  0  0 

4  17  6 

202  17  11 

144  1  8 

12  10  0 

203  7  7 
219  7  7 


30  0  0 


341  1  6 

53  12  2 

33  3  0 

9  2  6  i 


49  16  0 


A     9.    d. 


. 

a461  0 

0 

IS  3  9 

- 

- 

37  11  3 

S50  0 

0 

.     •    . 

4179  0 

0 

.    • 

<r330  0 

0 

.     .    . 

d496   15 

•     • 

5 

S,8S3  19  5 


37  14  0 


1S8  13  8 


1^403  10  4 


COUNTY  OF  ESSEX. 


1.  EppiagaftdOagar 
S.HockcriU 


IS    9    4 


37  14    0 


S95    0    0 


300    0    0 


940    0    0 
IM     0    0 


1»71S    •    0 


25     6    3 


£    «.  d 

2  13  6 

0     7  6 

48     1  9 

34  18  11 

2     9  3 

S3     0  6 

154  14  3 

55  16  3 

42  18  8 

15     9  4 


13  4  10 

14  18     6 


486     9    S 


£    t.    d 


18  I     7 

15  s  s :  • 

31     8     6  I  - 

19  10     7  1. 

88  15     5  j  - 

s'- 

2  . 
9     - 

9 ;  - 

6  i  . 
1  ;  . 
6      - 


17     3 

7     8 

44  IS 

1  19 
13  1 
38  18 

88     5 


19  14     7  I  . 


80  IS     0 
48     3     S 


8CS  10    8 


89  15     6 


£\         IS    9     4 


85     6    3 


15     6 


COUNTY  OF  QLOUCESTEB. 


1.  BeikekT.  DvileT,  W< 

£dge,FrooeBSnr.a»d 

8.  Ou^ilai  aftd  CliAvd 

aFwdeteafSMt. 


7  10    9 
88  14  10 


T8    9  S  . 

89     5  0  . 

15S  15  T  - 

1S5     0  7  • 


850    0    0 


500    O 
A 197     5 


78  10  0 

9  15  7 

1  U  0 

15     5  7 


afSOOi. 


ST:^ 


r4Ata«r350L 


^Fte^ 


..     sill 
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BEBTa 

ARREABS    OP  INCOME. 

27. 
Bpnded 

28. 

Rate 
of  In- 
terest 
pep 
cent 

^9. 

Floating 
Debts. 

SO. 

Unpaid 
Intereirt. 

31. 

Balance 

doe  to 

Treasnren 

on  31st  Deo. 

1868. 

32. 

Total 
Dkbm. 

83. 

Arrears 

of 

Tolls  for 

current 

Year. 

34. 

Anean 
of  Parish 

Oom- 
poeition 

for 
current 

Tear. 

35. 

Arrears 

of  other 

Receipts 

for  current 

Year. 

36. 

Arrears 

of 
former 
Years. 

37. 

Balance  in 
Treasurers' 

Hands 

on  31st  Dec. 

1868. 

38. 
Total 

ASSBTS. 

7. 

8. 

9. 
10. 
11. 
12. 
13. 
14, 
15. 
16. 

t7. 
18. 

£       «.   d: 

4,264     3     4 
1,056     0     0 

7,770     0     0 
6,700     0     0 
709     0     0 
450     0     0 
8,900     0     0 
2,200     0     0 
3,850     0     0 
3,000     0     0 

2,300     0     0 
23,865     0     0 

4 

2 

3|&3i 

3 

5 
3 

4 
4 
4 

5 

£     «.    d. 

18    7     3 

353  13     8 

74     8     3 
123     7  10 

104  15     8 

£    #.    d 
39  19     0 

125     6  11 

4     7     8 

226  18  10 
136     0     0 

27,292  10    4 

£    #.    d. 
43  19     4 

£     «.    d. 

4,304     2     4 
1,050     0     0 

7,770    0     0 
5,843  14     2 
704     7     8 
450     0     0 
9,480  12     6 
2,200     0     0 
4,060     8     3 
3,123     7   10 

2,343  19     4 
51,262     6     0 

£   #.    rf. 

£  M,d. 

£   *.    d. 

£   «.    d 

£    s,    d. 

106  17     0 
200  15     2 

767  17     3 
440     5     8 
62  18     4 
191   12     5 
240  10  11 
149     4  11 
886     3  11 
882  18     4 

485     7  11 

£    *.    d. 

106  17     0 
200  15     2 

767  17     3 
440     5     8 
62  18     4 
191   12     5 
240  10  11 
149     4  11 
386     3  11 
382   18     4 



485     7  11 

- 

98,467     3     9 

-      - 

749     7     7 

30,652    7     6 

43  19     4 

129,912  18     2 

181     3    4 

318  18  9 

- 

- 

5,827     3     1 

6,827     5     2 

1. 
2. 
3. 
4. 

5. 

7. 

8. 

5). 
ID. 
11. 
12. 

r3. 

14. 

15. 

16. 

2,414     0     0 
580     0     0 
100     0     0 

6,870     0     0 

« 11,075     2     0 

250     0     0 
7,521     0     0 
2,300     0     0 

295   ,0     0 
-    600     0     0 

8,555     0    0 

J- 

1,205     0  .  0 

259     0     0 

5 
5 
5 
3 

3 

5 

2} 
5 
None 
5 

5 

3 

5 

104     3    4 

10     0     0 

-                - 

106     5     0 

12,237  17    0 

64     1     8 
20  12     8 

312     2     7 

2,518     3     4 
580     0     0 
164     1     8 

6,890  12     8 

11,076     2     0 

250     0     0 

7,531     0     0 

2,300     0     0 

295     0     0 

600     0     0 

20,792  17     0 

•          -         • 
1,205     0     0 

365     5     0 
312     2     7 

46     5    0 

101   14     8 
93  16     8 

50    0     0 

— 

— 

129  16     6 
30  15     0 

78  15     1 
1   16     8 

9     3     4 
42     0     0 

171   13     6 
219  13     2 

445  16  11 

43     1     0 
349  10     7 

73  14  11 

11   15     4 
291     8     7 

88     8     3 
698     2  11 

41     6     6 
189     6     8 

191     4     5 

171   13     6 

219  13     2 

46     5     0 

675  13     5 

73  16     0 
349  10     7 

73  14  11 

11   15     4 
291     8     7 
268  18     0 
793  16     3 

41     6     6 
198   10     0 

191     4     5 
92     0     0 

42,024     2     0 

-      - 

220     8     4 

12,287  17    0 

396  16  11 

54,879     4     3 

291   16     4 

, 

- 

292     6     7 

2,815     2     9 

3,399     5     8 

1. 
2. 

500     0     0 
5^150     0     0 

5 
5 

250  16     8 
140     0     0 

4     7     9 

755     4     5 
290    0    0 

^ 

i    , 

280     0     0 

367     9     6 

647     9     6 

650     0     0 

-      - 

390  16     8 

-       .- 

4     7     9 

1,045     4     5 

- 

- 

280     0     0 

367     9     6 

647     9     6 

1. 
2. 

■  n. 

1,800     0     0 

600     0     0 

3,349     0     0 

!  11,838     8     6 

4 
6 

3i 
1 

250     0     0 

16     2     9 

58  12     2 
^       19     6     6 

- 

1,816     2     9 

600     0     0 

3,657  1?     2 

11,857  15     0 

_^^ 

m                    m 

». 

- 

889  17     2 

29  16     9 

241   13  10 

271   15     8 

1     839  17     2 

29  16     9 

1     241    13   10 

;     271   15     8 

e  Misstated  in  previotts  Hetums,  and'  including  6,27^/.  10^^  at  Id,  per  cent       /Rei^unning  debt,  SOOiL,  OQQt^,  having  beeq  unclaimed  for  upwards  of  SO  years 

A  I'or  debts  of  1,050/. 
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26                             ABSTRi 

LOT  STATEMENTS  OF  INCOME  AND  EXPENDITURE  OF 

1. 

2. 

Balance 
in  Treasurers* 

Hands  on 
1st  Jan.  1868. 

i      8. 

Balance 

due  to  the 

Treasurers  on 

1st  Jan.  1868. 

INCOME. 

NAMES  OF 
COUNTIES  AND  TRUSTS. 

4. 

Revenue 

received  from 

Tolls. 

5. 

Parish 

Composition 

in  Hen  of 

Statute  Duty. 

6. 

Estimated 

Value  of 

Statute  Duty 

performed. 

7. 

Revenue 
from 
Fines. 

8. 

Revenue 

from 
Incidental 
Receipts. 

'•          1 
AmoDt    ' 
oflCeyy  | 

theSeemyi 
oftheTofl.  1 

COUNTY  OF  GLOUCESTER 
-^conHnued, 

5.  Cheltenham  and  Fainswiok 

£    :    d, 

208    8    0 

8    0    9 
428     2     3 
387  13     2 
102     4     8 

4     3     1 
260     4     0 
115     1   11 
90  10     6 
149  10     9 
210  10     5 

124  14     7 

£,    s.    d, 
26  15  10 

11     0    3 

.        •        . 

... 
66  16     6 

69     9     3 

£    s.    rf. 

371     1     8 
951     5    0 
272  17     3 
3,035    0     0 
399     8     1 
373  15     1 

286  10     0 
464  12     4 
2,632  18     6 
144     3     4 
832  16     9 
233     8     4 
468     0     0 
679  11     8 

377     8     0 

752  10    0 

135     0     0 
746     0     0 
605  14     4 
1,385     0     0 
357     0     0 

2,729  19     5 
830     0     0 

2,292  15     2 
110     0     0 

200     0     0 

88     9     8 

730     1     8 

310  15     0 

733     1     8 
1,767     4     0 

555     0    0 
1,086  10    0 

&    s.   d. 

&     8.    d. 

£   s.  d. 

£   f.   </. 

1 
£    t,     i 

6.  Cheltenham  and  Tewkesbury 

7.  Chipping  Campden 

a  96    0    0 

"•                      .                  m 

249    5  10 

m               • 

8.  Cirencester          -            -              - 

9.  Geeve  and  Eresham 

- 

0    0    2 

10    0    0 

.     . ' 

10.  Coldharboor  District 

-  1 

11.  Crickley    HUl    and    CampsEeld, 

Gloucestershire  District     - 

12.  Evesham  and  Cheltenham   - 

182  13    3 

. 

0    6    0 

5    6    9 

1 

13,  Forest  of  Dean 

... 

14.  Haw  Bridge 

-        -       . 

15.  Huntley  Roads     ... 

•        •      - ; 

16.  Kingswood           ... 

- 1 

17.  LightpUlandBirdUp 

... 

-      - , 

18.  Maisemore         .... 

0  10    0 

-      .  j 

19.  Minchinhampton,    Tetbury,    and 
Bisley 

33  10     0 
71     1     1 
15     0     0 

\ 

20.  Nailsworth,     Woodchester,     and 

Dudbridge 

2 1 .  Ditto,  Nailsworth  and  Ayening 

Branch           -            .        • 

.        .        . 

- 

5  10    2 

22,  Newent 

183  17     1 
160  17     0 
945  14     5 
102  17     3 

378     7     8 

255  10     2 
36     1     6 

194  17     3 
64  14     8 
23  18     6 
71  11     0 

12  18    3 

45     0    9 
310  17  11 

22  18     1 
139  19     1 

-        •         - 

-          .          • , 

23.  Northgate           ... 

10     0 

1 

24.  Over            .... 

25.  Pucklechurch 

13     2     0 
21   10    3 

26.  Sodbury  DiTision,  and  Cirencester 
and  Bath  (united) 

0     4     6 

•             »             • 

27    Southgate 

20     0     0 

-          —           - 

28.  Stow  and  Moreton  (united) 

29.  Stroud  and  Bisley 

- 

0  13     0 

17  16     0 

hampton.  Lower  Division 

-    -I 
( 

31.       Ditto,    Upper  DiTision 

32.  Stroud  and  CfaaUbid 

288  14     8 

•             •           • 

33.  Stroud  and  Gloucester 

4     4     0 

1 

34.  Stroud,    Fainswick,    and    Glou- 
oestor        .... 

.           .          .  ' 

35.  Tewkesbury 

36-  Tewkesbury,  Severn  Bridge  and 
Roadi        .... 

... 

.        .        - 

- 

2  13     1 

•     • 

37.  Windicomb           ... 

-        -         - 

- 

- 

3     5     0 

-         -        .  1 

£ 

6,048  18     6 

336  19     0 

32,408     0     5 

860    4  10 

- 

1   15     2 

259     2     9 

-     - 

t 
COUNTY  OF  HANTS. 

224     $  11 

142     7     7 

68     3     4 

35     1   10 

45  15  11 
254     9     5 

248     6     7 
72  12     2 
171  10     4 
433  12     1 
278     9  11 

0    7     $ 

95     7    4 
101     3  10 
185  10  11 
383     3  11 

12     1   10 
2»  18     8 

32  19     3 

2,227     5     0 

-        -        - 

389  14    0 

728    0    0 

574     1     8 

50    4     3 

117  19     2  j 
660     2     0  j 

12€     5     0  ' 
138  10     of 

65  18     3 
293     0     0 
370     0    0 

1,032     1     8 

2,509     0     0 

42  10    0 

148  15     1 

542     5     4 

1,208     0     7 

2l>3     2     1 

413     8     4 

454     3     0  . 

1 

2.  Andover  and  Basiagsloke    - 

a  10     0 
5  17     5 

- 

3.  Andover  and  £Mt  Bsley    - 

4.  Andovw  StatkiB 

"              * 

•          •         .1 

5.  Andover  and  WindMster,  Andover 
Dtoict       -           ... 

1 

2     3    0 
9     0    0 

! 

1 

6.  B»sing8lokfi»Odihan.aniAllon  - 

7.  Bishop^   WaitbaM   and    FSsber*»  ' 
P^»d       .           -            .        .  . 

• 

1 

8.Botky       -           .           •           .: 
9.  OirutdiwR^  and  Lyndb vst 

85  17     2 

:    I    :':      :  :    :    "  •   ■    i 

.       •                                                                ' 

IK  I^nkua  and  FMenfield       .        .  , 

•       •      •  1 

12.  GaspQ(t.BMlMp^WaltlwmWiek.  1 
kna,  and  C^awion 

0     9     6 

"   1 

11     6    6 
49  17     0 

i 

lXiri«ofWi«blH%kvmys«     -       . 

Jk,722  10   4 

, 

.     . 

15.  Od3bam  and  F^tf^am 

I                               '••••! 

16.  P^ipkaM  Lue  to  Winclwster 

3    0    0 
C9  13    3 

- 1 

17.  PortsMNiA  and  Skect  Bndge        •  t 
ISL  RMMey  and  Rii^wpod         .        .  ' 

S    0    0 



• 

19.  RMMy.Stekbndge.MdWaQop. 
2Ql  BMHcy  Md  Winckesser 

-        •        . 

. 

- 

•     7     € 
11     7     C 

I 

•     -     -1 

flIWA«le«f«ld 


«B»iktynr4 


ia«^ 


km^jkwwr 
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EXPENDITURE. 


5. 
6. 

7. 

8. 

9. 

lO. 

11. 

la. 

13. 
14. 
15. 
16. 
17. 
18. 

19. 

ao. 

SI. 
S2. 
23. 
24. 
25. 

26. 
27. 
28. 
29. 

30. 
81. 
32. 
33. 

34. 
35. 

36. 
37. 


10. 

Total 
IxooifB. 


11. 

Manual 
Labour. 


12. 

Team  Labour 

and 
Carria^  of 
Matenals. 


&     $,    <L 


£    $.    d. 


1    8 
5    0 


871 
1,047 

522     3  1 

3,043     0  2 

899     8  1 

378  15  1 

474  16  0 

464  12  4 

•^2,682  18  G 

144     3  4 

832  16  9 

233     8  4 

468     0  0 

680     1  8 


8     7 

241     5 

107  17 

1,333     0 


116  9     7 

315  9  11 

88  5     4 

448  4  11 


194     0     6 


410  18     0 
829     1     3 


6150     0  0 

221   12  6 

6187  16  0 

rf643     5  9 


150  0 
746  0 
606  14 
1,885  0 
370     2 


2,751   14  2 

850     0  0 

2,311     4  2 

110     0  0 

200     0  0 

88     9  8 

1,018  16  4 

314  19  0 

738     1  8 

1,769  17  1 

555     0  0 

1,089  15  0 


157  5  11 

209  10  4 

424  18  2 

91  5  5 

1,043  10  2 
139  10  10 
860     7     6 


£     8,    d. 


161   15     6 
72     4     9 


87     7  2 

82  15  6 

48  14  7 

310     0  0 


184  13     6 


97     1     6 


</45     0     0 

15     8     0 

A  422  12     9 


A  200     0  0 

663  16  7 

0  18  4 

6342     7  6 


178  11  0 

102     8  9 

152  11  1 

31     9  7 

560     1  1 

46     4  6 

332  12  6 


13. 

Materials 

for 
Surfkce 
Bepairs. 


14. 


15. 


Damage 
Land        |        done 
in 
purchased.   |    obtaining 
Materials. 


16. 

Tradesmen's 
BiUs. 


17, 


I 


18. 
Salaries  of 


19. 


Treasurer. 


Clerk. 


Surveyor. 


£  «.  d. 


382  10  11 
67  1  1 


£  8,    d. 


19  19  9 

5  16  3 

56  4  2 

331  15  1 


121  11  9 


264  4  11 


223  12  2 


193  8  6 

237  17  5 

471  13  5 

18  19  7 

250  18  4 

840  3  6 

494  4  1 


393  11  I 
2  2  6 


£  8.    d. 


17  10  0 


12  8  0 


1  5  0 


£  8.  d 

0  18  1 

12  9  1 

6  16  0 

53  17  2 


4  11  4 


5  7 

14  1 

185  5 

12  15 

36  3 

2  8 

1  6 


14  13  1 
23  16  6 
33  11   1 


£  *.  d. 


10  10  0 
10  0  0 


1  10  0 


10  9  0 
28  19  2 
42  12  3 


50  14  8 


47  7  0 

6  4  9 

53  8  11 

6  9  7 

102  18  4 

10  4  8 

102  4  6 


£  8.    d. 
10  0  0 


14  10  0 

50  0  0 

10  10  0 

20  0  0 


10  10 
6  6 
40  0 
15  15 
40  0 
10  0 
20  0 


20  0  0 


20  0  0 


£  8.    d. 


40  0  0 

13  0  0 

150  0  0 

50  0  0 


r9  0 

24  0 

150  0 


40  0  0 

26  5  0 

20  0  0 

e6  5  0 


5  0  0 


4  16  4   - 


1  19  4 

112  7  9 

9  8  9 

5  2  8 


10  0  0 

60  0  0 

20  0  0 

24  3  0 
10  0  0 

6  13  14 

3  6  8 

10  0  0 

10  0  0 

10  0  0 

50  0  0 

10  0  0 

25  0  0 


30  0  0 

20  0  0 

/93  15  0 

30  0  0 


270  0 
40  0 
170  0 


2  12 
14  5 


150  0  0 

10  0  0 
/15  0  0 


§ 
I 

a 


83,529  3  2 


9,886  0  7 


3,563  13  5 


4,848  IS  11 


175  3  5 


1,040  6  2 


25  10  0 


669  9  0 


1,589  2  5 


=  r 


1. 
2. 
3. 

4. 

5. 
6. 

7. 

8. 

9. 
lO. 
11. 

12. 
13. 
14. 
16. 
16. 
17. 
18. 
19. 
30. 


389  14  0 

730  10  0 

579  19  1 

50  4  3 

119  19  2 

669  2  0 

126  5  0 

224  7  2 

65  18  3 

298  0  0 

870  0  0 


6121  5  0 

6  208  13  0 

6131  14  0 

17  16  0 

17  17  5 

140  18  8 


1,048  17 

7,272  7 

42  10 

148  15 

545  5 

1,385  13  10 
208  2  1 
418  15  10 
465  12  6 


24  5  11 

A  23  11  0 

6 120  0  0 

73  17  7 

193  14  1 
(f  4,629  18  3 


8  2  6 

5  10  7 
121  1  6 


41  11  0 


A  55 

74 

285 

59 

6165 


0  0 
9  6 
7  3 
6  10 
0  0 


82  18  6 


1  8  0 
116  6  0 


49  0  1 

460  7  0 

32  10  0 


55  9  0 


3  15  4 

17  7  5 
121  18  8 


8  4  3 


289  14  6 
176  18  9 


81  7  2 

/400  0  0 

12  17  0 


13  19  0 

80  11  0 

8  2  0 

9  17  6 


15  4  10 

4  0  0 
26  14  9 


10  0  0 


20  0  0 


42  18  2 


5  10  10 


17  15  1 


42  10 

33  4 

3  5 

11  17 

10  19 
71  14 
17  14 

11  18 
33  10 


10  0  0 

40  0  0 

45  0  0 

5  0  0 

10  10  0 

40  0  0 

20  0  0 

15  0  0 

10  0  0 

20  0  0 

20  0  0 


10  10  0 

90  0  0 

25  0  0 

10  0  0 

15  0  0 

100  0  0 


10  0  0 
5  0  0 

10  0  0 


5  0  0 


35  0 

120  0 

15  0 

10  0 

30  0 

50  0 

20  0 

26  5 


0  80  0 
0  '  300  0 
0  1  - 


30  0  0 


5 
30 
83 
16 
16 


30  0  0/ 


d  Including  contract  work. 


e  For  i  year. 


D  3 


/For  f  year. 


y  Including  materials. 
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ABSTRACT  STATEMENTS  OF  INCOME  AND  EXPENDITURE  OF 


NAMES  OF 
COUNTIES  AND  TRUSTS. 


EXPENDITUBE-Hxmtmiced: 


2a 


Law  Chirgea. 


SI. 

Interest  of 
Debt 


Lnproyements. 


S3. 

Debta 
paid  off. 


S4. 

Licidental 
Ezpentes. 


25. 

Estimated 

Value  of 

Slatnte  Doty 

perfbrmedi 


Tofui 
ExPKimriL 


COUNTY  OF  GLOUCESTER 


I 
I 


9. 
10. 
IK 

15. 
13. 
14. 
15. 
16, 

ir. 

18. 

19. 

20. 

21. 

22. 
23, 
24. 
25. 
2t>. 

27. 
28. 
29. 
30. 

31. 
32. 
33. 
34. 

35. 
36. 

37. 


Chehenbam  and  Painswick  - 
Cheltenham  and  Tewkesbury 
Chipping  Campden     ... 
Cirencester         -         -        -        - 
CleeTe  and  Eresham    -        -        - 
CoMharboor  District 
Cncklej    HiU     and    Campsfield, 

QIoQcestershire  District  - 
Eresham  and  Cheltenham  - 
Forest  of  Dean        .  -  - 

Haw  Bridge     -        •  -        - 

Hantley  Roads      > 
Kingswood  -  -  - 

LightpUl  and  Birdlip 
Maisiemore  .  .  - 

Minchinhampton,     Tetbuy,    and 

Bisley         -         -         . 

Nailsworth,     Woodchester,      and 

Dudbridge         -        -        -        - 

Ditto,  Nailsworth  and  ATening 

Branch         ... 

Newent         -  -  -        - 

Noithgate 

Orer 

Pncklechnrch         .  -  - 

Sodbory  Diyision,  and  Cirencester 

and  Bath  (united) 
Sonthgate     -        - 
Stow  and  Moreton  (united) 
Stroud  and  Bisley     -        - 
Stroud,  Cainscross,  and  Minchin- 
hampton, Lower  Division 
Ditto,    Upper  Division    - 
Stroud  and  Chalfbrd    ... 
Stzoud  and  Gloucester 
Stroud,    Painswick,     and     Glou- 
cester       -  -  -         - 
Tewkesbuiy          -            -  - 
Tewkesbuiy,  Severn  Bridge  and 
Koads        .... 
Winchcomb           -            -  . 


£    t.    d, 

S  11     0 


6112  13     5 


17     1     6 


2     2     0 


3     6  10 


27  17     4 


13  10     0 


21   17     6 


3  18     0 
18     7     0 


3     3     0 


la 
IK 
12. 

14. 


M.  -^ 


COUNTT  OF  HANTS. 

AMeftnaiton  and  Basingstoke 
AwioT^r  and  BasiiL)|csti>ke     - 
Anlof  er  and  Ktol  H^Ii't 
AadoT^T  Station        *  *      - 
AtidaTTO^  and  Wirwii«3«eT,  AndoTO' 

Diftricc         »  ,  .        . 

BasijBgstioke.  Odibam.  and  AHoa  - 
Bislitfft^s    Wallham   and    Fiber's 

Food  .  -  .  . 

BnOey         -  -  ,  . 

CtmistehDrch  and  Lyiidbnrst 
CrmnU^tue  Chase  and  N>w  Forest- 

O^wpof^  Btthop  31  W^iihaa,  Wick- 
hmL.  and  Chawtoo    -        -        - 
H'p  0t  Wight  HkghwmTi 
1d^^<^  ufed  SoaikampMMl    • 
lUbMi  and  Farakam 

iVriMMfe  nd  S£^^  firidge        - 

ad  Wallop 


271   16  10 


9  15     6 


£    M.    d. 
50  19     9 


4  12     2 

436     0     3 

28     4     4 

24  17  10 


102  13     6 
526     1     5 

97  16  10 

98  7     1 

43  4     0 

44  16     8 


41     5  9 

152     1  8 

16     2  8 

37  11  0 


£     s.    d. 


£      8.    d, 
a  546     0     0 


100  0  0 

c  1,239  17  6 

</300  16  6 

e50  0  0 


78     0     0 

57     0     8  I 


110     0     0 
850     0    0 


t 100     0     0 

Also    0    0 

/194     2     0 


1 100     0     0 


a  133  17     4 


160     0     0 
34     1     5      pl89     0     0 
184   18     3     - 


950     0     0 


19  18     5 


£    M.     d. 


7  18  8 

22  14  3 

0  10  0 

38  10  5 

5     6  0 

5     5  7 


11   13  10 

7     6     8 

18     7     0 

10  18     1 

6  16  10 

22     7     9 

10     5     6 

2  11     3 

4     5  10 

17     5     6 


'    r  135  15     0  . 


49     0     6 
54  19     0 

145  14  11 


484  10     0  ,  - 
107  16     8      - 


64     0 

542  14 

s246  17 

<315  10 


12     9  0 

U   12  9 

16  16  6 

3  17  0 

59     0     8 

10     1     6 

45  12  10 

5   15     0 

2  11     8 

1     7     4 

18  19   10 


£    9.     d. 


£  «.  i 


62(14  i 

860  13.. 

516  14  ; 

3^)01  li 

861  b  i 

376  11  3 

465  1.3  4 

457 11  i 

2,869  i:,  U 

187  4  11 

8a  i:  J 

211  : : 

420  10  i 

626  «: 

3     0     0! 


«297     0     0  ! 


10     7     1 
52  15    0  ; 

i 
12  8  0  I 
16  10     8  I 


405   1 

m  9  0 

15«   0 
691  12  h 
587  U 
1^1$   3  I 
36S10  ! 

%$n  6  s 

663    5   h 

i^\  14  II 
65  15  (' 

209  IS  I 

91  10  4 

1,065  14  4 

817  IS  ' 

687   9  i 
1,718    4  ? 

529    7  ' 

81J   0  < 


3,093     5     5  221   19     8 


6,902  14  11 


571  13     2  !  - 


82,859   8  11 


I 


30  10 
12  0 
94  10 


0 
0 

0  •  - 

I 


x90     0    0 

100     0     0 

rl90     0     0 


23     8 


18     5     S 


9     6     S 


68 

2 
4 


51 
15 


50     0    0 

5SI9  10     0 
Mi78  10     0 


14  13     0 
59  17     0 

28     2     9  I 
S     1   11   I 

17     0     0  ! 
12  19     8  1 


5 
29 


8  i 
0 


-  I 


1  18     3      - 


.     66801     7     6 


27S  15     5      - 


118     6     0 


50  18 
15  4 
50  13 


16  19 
60  5 
55     4 


23     0  11 


88  11     6 
8     8     6 


X 169  10     0 


xl95  13     6 


rrl35     0 
Mi99  10 


8 
233 

8 
5 
T 

3C 
7 

88 
S 


11 : 

o 

0 

6 

3 
8 
6 
O 


-  I 


.  I 


810  12 

591    I  ■' 

5M   S  ' 

56  13  ^ 

106  13  ^ 

641  16  ? 

807  19  3 

144    9  11 

38  11  0 

875    3  5 

871    3  S 

1,100  17  2 

5,503  15  3 

73  17  I 

106  11  7 

485  12  i 

187    9  « 

44:1s  ' 

456    "  ^' 


Fwae|<i»<^r29dL4j.a^  6  Inchifii^  lOOL  oil  6^  htws.  r  F«r  debts  €ri«8$5^  ^  For  d^H  ofSdA^  1^ 

klr:.3d:=g^^>i  not  bearing  intenst.  i  Fcr  debts  of  115/.  6  For  debts  of  230i.  /  For  debts  of  2«i  14*. 

ft  ^offl^lOK.  r  For  debts  of  2711.  lOf.  s  For  debts  of  63»t  15*. 

^l    :      bt5  of  Kc^.mV.  r  Indirfing  95CV.  at  2  per  cent.  «rt  F«r  debts  of  IdV, 
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DEBTS. 

ABBEABS  OF  INCOME. 

27. 

Bonded 

or 

Mortgage 

Dcbta. 

28. 

Rate 
of  In- 
terest 
per 
cent 

29. 

Floating 
Debts. 

30. 

Unpaid 
Interest 

31. 

Balance 

dneto 

Treasurers 

on31stDeo. 

1868. 

32. 

Total 
Dbbtb. 

33. 

Arrears 

of 

ToUs  for 

current 

Year. 

34. 

Arrears 
of  Parish 

Com- 
position 

tor 
current 

Tear. 

35. 

Arrears 

of  other 

BeceipU 

for  cnrrent 

Year. 

36. 

Arrears 

of 
former 
Years. 

37. 

Balance  in 

Treasurers' 

Hands  on 

31st  Dec. 

1868. 

38. 

Total 
Absbts. 

5. 
6. 
7. 
8. 
9. 
10. 

11. 
12. 

13.  ( 

14.  ^ 
15. 
16. 
17. 
18. 

19. 

30. 

21. 
22. 
23. 
24. 
25. 

26. 
27. 
28. 
29. 

80. 
31. 
82. 
83. 

34. 
35. 

36. 
37. 

A      i.    d. 

1,872  17  10 

57  10    0 

10,587     0     0 

4,786     2     6 

834  10     0 

24250     0     0 
/22,490    0     0 
i24,257  10     0 
2,635     0     0 
2,295     0     0 
2,010     6     0 

2,091  17     0 

3,802     0    0 

1,371   13  11 
o4,555     0     0 

320     0     0 

2,000     0     0 
1,800     0     0 

837  10     0 

1,681     5     7 

688     0    0 

2,683  10    0 

5,178  16     6 

4,073     5  11 

16,150     0     0 
4,486  11     1 

2* 

3 

4 

1 
3 

5 
3 
8 
2 
2 

2 

4 

1 
1 

None 

4 

.** 
None 

1 
None 

1 

3 

3 
2 

£     9.    d. 
50     0     0 

•                - 

40  19     7 
10     0    0 

7     0     0 
50     0     0 
50     0     0 

50     0     0 
124     1     7 

£     8.     d. 
3     9     1 

33  19  10 
5  19     3 

4,889  12     2 
58     8     2 

9  15     3 
40     8     5 

38  10     6 

16  16     1 

7  12     1 
127     1  11 

11  10     8 
35     0     8 

A     9,    d. 
47     5    0 

1  17     3 

13    3     1 
112  17    0 

22  19     6 
94     6     9 

£        9.    d. 

1,973  11  11 

57  10    0 

10,587     0     0 

4,820     2     4 

840     9     3 

42  16  10 

2,250     0     0 

27,379  12     2 

24,315  18     2 

2,635     0     0 

2.304  15     3 
2,060  14     5 

13     3     1 

2,091  17     0 

3,914  17     0 

1,371  13  11 
4,593  10     6 

320     0    0 

2,000     0     0 
1,300     0     0 

844  10    0 

1,748     1     8 

688     0     0 

2,764     1     7 

5.305  18     5 

4,229     3     4 

16,150     0     0 
4,645  13     4 

£     9.    d. 

39    0    0 
171     5    0 

345    0    0 

9     3    4 

3     4     4 
102    0     0 

112     8     2 

A    9.d, 

92  11     0 

H     9.    d. 

H     9.     d, 
14    5    0 

163    2  10 

H       8.    d, 

159  14    2 

13    9    5 

171  17     1 

425     2  11 

97     8     6 

11     3     8 

13     8     8 

122     0     4 

40     9     7 

171  11  11 

258     0     3 

130  11     2 

238     4     8 

179  17     4 

1,117  11     4 

110     9     1 

431  15     2 

163  16     3 

314  19     5 

80     6     6 

184  18  10 
61   14     0 

68  12     0 

64  11     1 

70  18     2 
588  12     5 

£    #.    d 

159  14     2 
13     9     5 
171    17     1 
425     2  11 
111   13     6 

11     3     8 
13     8     8 
122     0     4 
40     9     7 
171   11  11 
297     0     3 
171     5     0 

130  11     2 

238     4     8 

179  17     4 

1,462  11     4 

110     9   ,1 

594  18     0 

163  16     3 

314  19     5 

89     9  10 

184  18  10 
64  18  4 
92  11     0 

170  12     0 

64  11     1 

70  13     2 
701     0     7 

142,882  14  10 

-      - 

632     1     2 

6,372     5     6 

292     8     7 

149,179  10    1 

782     0  10 

92  11     0 

- 

177     7  10 

6,674     2     4 

7,726     2     0 

i. 

2. 
3. 
4. 

5. 
6. 

7. 

8. 

9. 
10. 
11. 

12 
18 
14 
15 
16 
17 
18 
19 
20 

1,500     0    0 

200     0     0 

2,950     0    0 

5,550     0     0 

534  12     0 
100     0     0 

z  2,940     0     0 
1,200    0     0 
2,250     0     0 
3,100     0     0 
5,050     0     0 

7,300    0     0 

5,160     0     0 

758    0    0 

.     1,495     0     0 

900     0     0 

.      1,450    0     0 

900     0     0 

2 

4 
3 

4 

4* 
5 

1 

5 

\8. 

Id. 

H 
1 

3 

4 

3 

8| 

4 

W5     8    4 
33     4     5 

25  10  11 

15     0    0 

9  19     5 
4     0    0 

5,082    0     0 

11  18     0 

5  12     6 

2,587     0    0 

5  19     9 

128  19     1 

158  17     4 

21  0    0 
35     0    0 

22  19  11 
53     0     6 
42     0    0 

56  12     0 
458  12  11 

1,500    0     0 

375     8    4 

2,950    0     0 

10,632     0     0 

534  12     0 
100     0     0 

2,985     2     5 
1,205  12     6 
4,837     0     0 
3,105  19     9 
5,050     0     0 

7,485  11     1 
458  12  11 

5,344     8     3 
779    0     0 

1,545     0     0 

932  19     4 

1,507     0     6 

942    0    0 

11  10    0 
35     5     d 

- 

•            • 

10    7  11 

15     6    8 

• 

303     8     5 

290  16     7 

125  13     8 

28  12  10 

59     1     8 
281  15     5 

66  12     4 

52     9     5 

198  17     7 

351     8     8 

277     6     3 

64     0    8 
143     7     4 
245     4     3 
261     6     9 

27  14  11 
225  15     9 

62  11     1 

303     8     5 

290  16     7 

186     1     7 

28  12  10 

59     1     8 
281  15     5 

78     2     4 

52     9     5 

198  17     7 

351     8     8 

277     6     3 

35     5     0 

64     0     3 
143     7     4 

260  10  11 

261  6     9 
27  14  11 

225  15     9 
62  11     1 

e  For  debts  of  58/.  /Bednoed  by  consent  of  creditors.  g  Including  5,5002.  at  4  per  cent,  and  10,645/.  not  bearing  interest 

m  For  debts  of  150/.  n  For  debt»  of  241/.  49,  o  Including  852/.  lOff.  at  4^  per  cent  p  For  debts  of  200/. 

t  For  debts  of  490/.  12s.  6d.  u  For  debts  of  388/.  8«.  1  Id.  x  For  debts  of  200/. 

66  For  debts  of  850/.  cc  For  debts  of  I'M. 
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ABSTRACT  STATEMENTS  OF  INCOME  AND  EXPENDITURE  OF 


NAMES  OF 
COUNTIES  AND  TRUSTS, 


I 


Balance      j     Balance 
in  TreasoreTB' '    dne  to  the 

Hands  on      Treararors  on 
1st  Jan.  1868.    Ist  Jan.  1868. 


INCOME. 


Revenue 

'  receiTedfrom 

ToDb. 


Parish 
CompositiQii 

in  Ben  of 
Statute  Doty. 


8. 


Estimated     ;  Revenue  i  Revenue 

Value  of  -^  fixMu 

Statute  Duty        "^*™  ,  Incidental 

peribrmed.        Fines.  •  Receipts. 


tbeSttii^ 
oftMi 


COUNTY  OF  HANTS-wal.       ! 

SI.  Southampton,  North  District,  and  i 
Winchester  and  Wahham  (united)  t 
SS.  Souttiampton,  South  District        -  ' 
93.  Stoekhri^  and  Basingstoke 
%4.  Stookhridge  and  Winchester 
25.  Titchfield  and  Coaham 

86.  Whitehurch  and  AMennaston 

87.  Whiteparish,  Romaey,  and  South-  . 

ampton 
S8.  Windiesler  Road 
29.  Winchester,  Upper  District 
ao.  Winchester    and    Alton,    Lower  . 

District 

31.  Winehesler  to  Newtovn  River 

32.  Win^etter  and  Pelenfield  -        •  \ 


£  *. 

</. 

15  18 

4  . 

188  U 

2  > 

119  11 

4 

223  6 

2 

15  17 

2 

89  9 

4 

365  14 

10 

231  0 

3 

43  2 

10 

oi£  in 

o 

23  12     4 


6  15     3 


COUNTT  OF  HEREFORD. 


1.  mm  MaMle  HaU 
a.  Bromyard 
3.  Herefordc 
•C  Kii^ttm 
5.  Ledfhuy 
C  Leomiwter 
7.  LcomoHtcr  and  Ledbvry 
a.  Pl«Bte%«e 
9.  Rom 
IOl  Whitchurdi  and  Uangamm 

11.  WhitMy  and  BredvardiM 

12.  Wvceide 


4,575  14     6  f  2,257  12     7 


133  14  11 
449  14     7 

18  1  3 
150  9  4 
110     8  11 

98  11   10 


203  19     0 

230     13  5 

70  10     5 

206     2     0 

4     7     0 


£       1,678  12     8 


COUNTT  OF  HERTFORD. 

1.  BaMockaadBonshri<^    • 

2.  ~    ' 
3. 
<Raifii«aadHmfield 

5.  St  AlbttM  aad  B«mK 

6.  Spaiftw^i  Bene 


732  16    6 
3$8    3  11 


8.  WaimmaU 
9l  Watmn 
la  Velwvm 


325  2 
660  19 
919  3 
159  IS 

331  10 
102     O 

332  T 


210    9  11      . 


4.162  11     4     . 


COUNTT  OF  HTXnXGDOX, 


460  2  2   466  1  9 


£      9.    <L 


585  6  4 

477  15  7  . 

231  14  3  I 

188  6  4  I 

696  7  6  ; 


I         . 
£     M.   d.        £     s,    d.\    £    s.   d.\ 

I  i 

20  0  0  I  - 


£    s.   d 


t 


4  0  0 

5  0  0 


119  18  1 

400  6  11 

396  6  8 

839  14  1 

525  0  0 

324  15  10 

435  0  0 


30  0  0 


7  0  0 


«  U 


32  6  10  - 


13  2  6 

30  0  0 

32  0  8 

4  0  0 

12  0! 


15,287  14  0  1 4,878  14  4 


20    0     0  !     0     9     6 


-r 


261     4    4 


34468-         -         --        -        -- 

1,430     00        169     00.-         -         -.- 
4,458  13     1-         -        -.-         .        -. 

1,430     00 .- 

1,710     00 

Ij020     00 

23400-         -         -,-         -         -- 

710  14     8        196  11     3      -         -         -  .  . 
2,300    00-        -         --         -         -060 

221     0  10     -         -         -  .  -        -         -     - 

324     00-         -         --         -         -        076 

206  10     0  87  12  10-        •         -       020 


14,389     5     3        453     4     1      - 


4^13  19     3        252  10    •     - 


m  1  0 


tv^vk. 


i  Iseftadb^  ccamct 


15  0  0 

24  17  6 

^888  3  11 

107  4  0 

40  18  9 

48  10  0 

17  0  0 

18  0  0 

30  18  0 

4  0  0 

21  3  3 

11  10  0 

0  15     6     1,227     5    5- 


528    43 .... 

2,147     84 *         -- 

215     07 -.-- 

2/165    00 -A  75  15    0 

54000-         -         --        -        --  -         21  18    7 

1.755     00-         -         --        •        --  -  4256 

359  16     8-         -         -•        -         --  -    A26»  10    8 

806  10    0-         ------  ,--. 

45500-         ------  .<--- 

49256 ---- 

9,383     54 -40699 
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10. 
Total 

iMdOME. 


EXPENDITURE. 


11. 


lAbonr* 


12. 

TeamI<aboiir 

and 
Ouriaffeof 
Matenali. 


13. 

Materials 

for 
Sor&ce 
Bepain. 


14. 

Land 
purchased. 


15. 

Damage 

done 

In 

obtaining 

Materials. 


16. 

Tradesmen's 
Bills. 


17. 


18.  19. 

Salaries  of 


TretMsrett 


Clerk. 


Surveyor. 


«.   d^ 


605     6  4 

481   15  7 

S36  14  3 

188     6  4 

738     7  6 

119  18  1 


413  9  5 
896  6  8 
869  14     1 

557  0  8 
338  15  10 
468     8  10 


20,448     2    2 


359 

1,623 

5,846 

1,537 

1,750 

1,068 

251 

925 

i,33l 

225 

345 

305 


6     8 
17     6 

17  0 

4  0 

18  9 
10     0 

0     0 

5  11 
4  0 
0  10 

10     9 
14  10 


16,070  10     3 


1. 
2. 
3. 
4. 

5. 

6. 
7. 
8. 
9. 
10. 


598    4 

2,147    8 

215    0 

2,160  15 

561  18 

1,797    6 

628     7 

805  10 

455     0 

492     5 


9,791  15     1 


1,297    9 

717    6 

1,807 


792    8     6 
892    3     4 


5,006  10     3 


£     9.    d. 


J35  18 

213  19 

a  60  19 

53    5 

86  18 


&  180  13  6 

22     5  2 

293  16  0 

244r    5  7 

60  16  0 

98     6  1 


7,871  15     6 


127 
479 
e4,745 
204 
620 
487 

19 

276 

/698 

82 
144 

57 


17  4 
4  3 
13  11 
10  3 
6  0 
13  3 
13     6 

0  6 

1  2 
10     0 

8  10 
17     7 


7,893  16     7 


lOT     5    2 

478  16     0 


536  15 
76  17 
458  0 
/617  2 
336  0 
219  10  10 
161  10     6 


2,986  17     8 


800  16  4 
215  16  II 
177  6  7 
a  538  10  0 
184    0  -0 


1,416     9  10 


£    9,    d. 


47  16  11 
98    4     6 


11  13     6 
67     7     2 


15  9  0 
85  18  9 
23     4     6 

42     8  10 

36  14    0 

144  13     6 


1,464  16     4 


86  14     8 

328     5     8 


405  14  2 
386  1  5 
182     1     2 


168  14     9 

333     9     4 

29  19     8 


1,821     0     5 


45     4    4 
512  12     6 


330  11  5 

323     7  8 

25  11  7 

14  11  0 

27     4  4 


1,279     i  10 


259  13  5 
200  3  11 
188  19     9 


157  12  11 


806  10     0 


89  15     6 
6     2     0 


10  12     1 
72     9     3 


385  12     7 

82  10     0 
29     8     8 


1,731  11     4 


72    7     4 
277  12    9 


420  18  11 

56  18     2 

232     1     4 


110     1  6 

135     4  6 

14  17  0 

5r76  19  0 

^39     8  6 


1,486     4     0 


67  14 
618  10 


199  12  11 


i  319     7 

•  571   10 

26  11 

28  15 

2     0 

"     47    4 


1,881     5     4 


240  9  8 
111  16  2 
298     2     9 


154^    4    0 


804  12     7 


£    9.    d. 


56     6     0 


56     6     0 


6  16     8 


14     2     9 


20  19     5 


£    9.    d. 


30     0    0 


35  10  10 


35     5     0 


2  10     0 


37  15    0 


12  10     6 
43  14     0 


11     9  10 


7  10     0 


75     4     4 


5     6     6 


22     2  10 

3  10     7 

4  5     9 


35     5     8 


d  Indnding  proceed  of  sale  of  Tmst  property, 
i  Inclodmg  team  fiibonr,  &c         k  ladodrng  proceeds 


if. 


13  2  7 
48  9  3 


8  14  8 

21  12  5 

0  18  7 

21  19  4 

8  9  5 

19  8  4 

58  14  0 

24  8  3 

12  9  7 


646  3  9 


13  2  11 
26  11  3 
158  18 
11  12 
28  4 
10  7 

0  15 
32  1 
30  15 

8  18 
10  16 

7  15 


829  14  3 


21  16  2 
36  13  11 
6  6  0 
87  11  8 
27  12  10 

104  II  1 
24  13  4 

107  5  6 
47  2  5 
16  18  2 


480  11  1 


33  18  2 
87  4  10 
59  \t  5 
22  12  I 
69  14  5 


223  3  II 


£    9.    d. 


5  0  0 
2  2  0 

10  0  0 


2  2  0 


54  4  0 


5  0  0 


5  0  0 


10  0 
25  0 
20  0 


5  0  0 


5  5  0 


65  5  0 


10  0  0 

10  0  0 

20  0  0 

15  0  0 

6  6  0 


61  6  0 


£    9.    d. 


19 
25 
10 
20 
20 
7 

25 
25 
90 

30 
30 
15 


887  15  0 


9  12  4 
25  0  0 
87  10  0 
35  0  0 
30  0  0 
10  0 

9  9 
27  11 
40  0 
10  10 
10  0 
10  0 


304  12  10 


60 
15 
70 
20 
40 
25 
30 
20 
32 


£     9.   d. 


34  0 
45  0 


20 
SO 
30 
12 


25  0 
25  0 
54  12 


40 
35 


1,186  2  0 


30 

100 

303 

100 

120 

100 

20 

50 

100 

20 

20 

15 


'B 


a 


978  6  8 


39  0 
130  0 


194  17  0 


100 
40 

100 
80 
50 


312  0 


50  0  0 

30  0  0 

25  0  0 

7  10  0 

35  0  0 


147  10  0 


738  17  0 


60  0  0 

60  0  0 

70  0  0 

45  0  0 

60  0  0 


315  0  0 


I 

^    1  ^,wf  ^"^^"^"fi^®^^-^^-^^- ^«»»ceP«^<l  over  to  Wghway  boards  on  the  TnifitceMln^ 
of  sale  of  Trust  property.    /  Including  522r4,.  paid  to  &e  highway  Ccts   ^e^7c 
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ABSTRACT  STATEMENTS  OF  INCOME  AND  EXPENDITURE  OF 


NAMES  or 
COUNTIES  AND  TRUSTS. 

BXPENDITURE-.CMi<iiiii€d 

20. 
Law  Charges. 

21. 

LiterefltoT 
JML 

22. 
Lnprorements. 

23. 

Debts 
paldotfl 

loeideDtAl 
Expenses. 

Estimated 

Value  of 

Statute  Duty 

perfenned. 

Toiu. 

COUNTY  OP  HANTS-iJomt 

21.  Soathampton,  North  Diftrict,  and 

Wmohe8terandWaltham(imited) 

22.  Soathampton,  Sonth  District 

23.  Stockhridge  and  Basmgstoke 

24.  Stockbridge  and  Wmchester 

25.  Titclifield  and  Cosbam 

26.  Whitohorch  and  Aldermaston 

27.  Whiteparish,  Boinaej,  and  Soath- 

ampton           -            -           - 

28.  Winchester  Boad 

29.  Wmchester,  Upper  District 

30.  Wmchester    and    Alton,     Lower 

District            -           -           - 

31.  Wmchester  to  Newtown  Biyer 
82.  Winchester  and  Petenfield 

M 

COUNTY  OF  HEREFORD. 

1.  BlaeManUeHaU 

2.  Bromyard             -           _           - 

3.  Hereford 

4.  Kington              ... 

5.  Ledbury           -              -             - 

A.  T>knniinftf<»r              ... 

£  ».    d. 

8    6    0 

11  10    8 
14     1     2 

5    5    6 

13     5     5 

7  15    6 

10    6    0 

12  18     0 
60    6     6 

1     6     2 

£    s.   d. 

£    ».   d. 

£    s.   d. 

£    9.    d. 

a91     7    3 
18    3     1 

18  17     8 

19  14    8 
7     6    6 

,      11     5    0 

48  17     5 

19     8    6 

1  15     6 

18    2     7 
11     7     6 
18     9     8 

£     9.     d. 

20    0    0 

459  6  i 
496   811 
249  11  \ 
161  5  « 
745  5  ♦ 
93   51* 

495  17  4 
266  19  IS 
937  9  J 

524  11  } 
323  0  r 
446  dlf 

36    8    4 

4    0    0 

216     8     8 

42    4    9 

58  12     1 
68     0    0 

13  10    0 
66    6    4 
25    0    0 

10    0    0 
8  14    4 

5  89    5    0 
<?204  17    0 

100  .  0    0 

€27  18     8 
6140    0    0 

289    3     7 

1,294    7     9 

160     I     3 

2,084  16     8 

812  18    4 

20    0    0 

18^39   6  U 

CO 

1 

. 

9  15  10 
174  18  11 

138  10    7 
75  17     7 

8  15     0 

/200    0    0 
400    0    0 

10  11     3 
57     1  10 
74    9    6 
85    4    8 
27     1     8 
29    5    3 
7    4    6 
17     610 

7  19    2 
9    8  10 

21     8    8 

8  0    9 

.         •          . 

S15   1   8 

i;dsi9  8 

.     5^64  18   8 

1^51  11    4 

1,751 18  10 

1,001   810 

251   0  0 

961   8  J 

2,195  17  0 

153  16  S 

436   1  6 

261  18  i 

7    lifioininstAP  And  XiAdbnpv        .         • 

198  17     8 

200    0    0 

^690    0    0 

A99  10    0 

S 

8.  Presteigne           ... 

9.  Roes         .... 

10.  Whitcharch  and  Llangairon 

1 1.  Whitney  and  Bredwardine 

12.  Wyeside            ... 

£ 

COUNTY  OF  HKRTPOBD. 

1.  Baldock  and  Boarabridge    - 

2.  Cheshont             ... 

3.  Dunstable           ... 

4.  Beading  and  Hatfield       - 

K     fit     A1>Mn«  ikvwl  Dsi^pt               .            . 

6     8    8 

10     1     8 

6    2    4 

8    8     0 

73    8    4 

150    5    9 

26  15     4 

50    9     1 

115    7    9 

.        . 

31     0    8 

815    4    2 

8  15    0 

1,783    7    8 

305     2    6 

' 

15,749  19  J 

29  16    0 
il30    6     8 

A262  14    4 

50    0    0 

6    2    9 
140  18    9 

25  15    0 
228  15    4 

300    0    0 
800    0    0 
150    0    0 

5  4  11 
57     5    4 

12     9    6 

3  3    0 
22     5  11 

/165     5    4 
20    6    0 

6  6    0 

4  11     6 

. 

378  11  « 

2,149  19  & 

337    8  » 

2^400  15   S 

617   0  7 

1,661  U   5 

959  17   5 

649  18   9 

534  12  9 

419  10  * 

6.  Sparrow's  Heme 

7.  Stevenage  and  Biggleswade 

8.  Wadesmill            ... 

9.  Watton        .... 
10.  Welwyn             -             -             - 

£ 

COUNTY  OF  HUNTINGDON. 
1.  Bory  and  Stratton 

4.  Kimbdlton           ... 

5.  Somersham           ... 

16    4    8 
30  14    2 

10     1  10 

80  14    4 

.        . 

27  10    8 
74  16    2 

27    7    3 

100    0    0 

479  17     8 

380    2    8 

281  17    7 

850    0    0 

296  17    6 

. 

10,109   4  8 

16  10    6 

10    2     8 
9     6     6 

162  15    0 
20    8    0. 
73  14     1 
86  11    0 
32  16    0 

76  11    0 

»818  10    0 

22    2    0 
35  14    9 
II 101     6     6 
16     5    0 
30    5  11 

... 

1,188    8  3 

V2I    4 
1,364  16  1 

745    1 

833   5   8 

35  19    8 

376    4    1 

75  11    0 

818  10    0 

205  14    2 

. 

4,842  16   ^ 

a  Inelnding  702. 2«.  6d  for  lighting.  ^  For  debts  of  150iL  c  For  debts  of  350/L    . 

5Fordebt8of700£.  A  For  dd>t8  of  1002.  tlnchidiiig  lOOL  advanced  on  aoeonnt  of  a  Chancery  soJt. 

m  For  debte  of  3252.  11  Lichiding  682.  5«.  to  Sooth  Dirisioii. 
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TURNPIKE  TRUSTS  m  ENGLAIJD  A3SD  WAIVES,  1868. 


Si 


DEBTS. 

ARREARS   OF    INCOME. 

27. 

Bonded 

or 

Mortgage 

Debts. 

28. 

Hate 
of  In- 
terest 
per 
cent 

29^ 

Floating 
Debts. 

SO.                 81. 

Balance 
Unpaid           due  to 

Treasurers 
Interest      onSlstDec. 
1868. 

32. 

Total 
Dbbts. 

38. 

Arrears 

of 

Tolls  for 

enrrent 

Year. 

84. 

Anean 
of  Parish 

Oom- 
position 

ibr 
current 

Tear. 

89. 

Arrears 

of  other 

Receipts 

ror  current 

Year. 

36. 

Arrears 

of 
former 
Years. 

37. 

Balance  in 
Treasurers* 

Hands 

on  3l8t  Dec. 

1868. 

38. 
Total 

A88BT8. 

i, 

L 
t. 
k. 
5. 
S. 

7. 

B. 
9. 

0. 
1. 
2. 

£       s.    d, 

850    0    0 

1,700     0    0 

100     0    0 

8,600     0    0 

1,056     0    0 

1,550     0     0 
<;  5,426     6     0 

800     0    0 
2,075     0    0 
1,000     0    0 

Id. 

8 

4 

? 

4 
2 

4i 
3 

A     9.    d. 

A    s.    d, 

0  16     1 

25  10    0 

192     7  11 
62  15     8 

3  18     0 
286    0     0 

£    9.    d. 
I     0     0 

A     ».   d. 

850  16     1 

1,725  10     0 

100    0    0 

8,792     7  11 

1,118  15     8 

1,553  18     0 
5,712     6     0 

300    0    0 
2,076    0     0 
1,000    0     0 

A   M.    d.    A  s.   d. 
0     3    4- 

13  16     8     - 

-  50    0    0 
6  10     9     - 

90  18     4     - 

-  32    6  10 

«    «.    d 

A   $.   d, 

•            — 

I 

1 

£     «.   d. 

101  18    3 
174    0  10 
106  14     5 
1     9     0 
210     8     8 
42     9     5 

7     1     5 
495     1     8 
163     4     7 

75  12     6 

238  18     9 

162  1     7 
174    0  10 
106  14     5 

15     5     8 

260     8     8 

49     0    2 

7     1     5 
585  15     0 

163  4     7 

75^2     6 
271     5     7 

65,994  18     0 

-      - 

263    3     1 

8,725  14     9 

516     4  11 

75,500     0     9 

157  19     1 

32     6  10 

- 

25  14     7 

4,743     2     8 

5,009     3     2 

1. 
2, 
3. 

4. 
5. 
6. 
7. 
8. 
9. 
10. 
11. 

12: 

200    0     0 
3,700     0     0 

2,752     0     0 
1,640     0     0 

1,706  18     7 
1,350     0     0 
3,300     0     0 
1,150     0     0 
1,352  18     5 
2,946     0     0 

5 

-^ 
5 
4 

None 

30  15    0 
99  15  11 

23     5     0 

85  17  11 

136     6     & 

20  14    6 
46     3     5 

— 

200     0     0 
3,780  15     0 

2,752    0    0 
1,789  15  11 

1,706  18     7 
1,350     0    0 
3,300    0    0 
1,193  19     6 
1,464  19     9 
3,082     6     8 

110    0    0 
15  10    0 

62  10    0 

27  10    0 
14    5    0 

177  19  11 
369  12     5 

336     2    0 
108     8  10 
165  13     0 

167   16     9 
366     0     5 
141  15     1 
117  11     3 
48    3     6 

177  19  11 
369  12     5 

336     2     0 
245  18  10 
165  13     0 

230     6     9 
380     5     5 
157     5     1 
117  11     8 
48     3     6 

20,097  17     0 

-     - 

376     0    6 

66  17  11 

- 

20,540  15     5 

125  10    0 

62  10    0 

41  15    0 

- 

[1,999     3     2 

2,228  18    8 

.1. 

2 
3 

4. 
5 
6 
7 
8 
9 
10 

3,400    0     0 

[       3,650     0     0 

.       2,850     0     0 

1,050     0     0 

700     0     0 

600     0     0 
.       1,870     0     0 

"id." 

None 

4 
4 

250    0    0 

450     0     0 
25     0     0 

35    0    0 

*** 

'  -         •        • 

- 

3,435    0    0 
250    0    0 
8,650     0     0 
2,850    0     0 
1,050    0    0 
700     0     0 

450    0     0 

625     0     0 

1,870     0     0 

- 

m                      « 

- 

10     0     0 

882    9     3 
385  12  10 
202  13  10 
420  18     9 
864     1     5 
295     9     4 

257  16     9 
252  14     6 
283     5     1 

882    9    3 
385  12  10 
202  13  10 
420  18     9 
864     1     5 
295     9     4 

267  16     9 
252  14     6 
283     5     1 

14,120     0     0 

725    0     0 

85     0    0 

•    - 

14,880     0     0 

- 

- 

- 

10     0    0 

3,845     1     9 

3,855     1     9 

.       4,650     0    0 
260     0     0 
1.       1,600     0     0 
I       2,884  19     5 
\.         820     0     0 

4 

n 

8 

4 

50    0    0 

42     0    0 

•              • 
300     6     3 

122     6     3 

4,650    0     0 

560     6     3 

1,692     0    0 

3,007     5     8 

820    0     0 

— 

— 

— 

— 

140  16     9 
169     7     1 

af7o    3    0 

140  16     9 
169     7     1 
270    3    0 

10,214  19     5 

50    0     0 

42     0     0 

422  12     6 

10,729  11  11 

- 

- 

- 

- 

580     6  10 

580     6  10 

tflnoUi^fiiig  226/!.  6«.  not  bearing  interest 
k  IiKilnding  eosts  of  opposing  a  bill  in  Parliament 


« For  debts  of  50^  /For  debts  of  260/. 

/  Including  155/.  compensation  to  officers. 


£  2 
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ABSTRACT  STATEMENTS  OP  INCOME  AND  EXPENDITURE  OP 


NAMES  OF 
COUNTIES  AND  TRUSTS. 


Balance 
in  Treasurera* 

Hands  on 
l8t  Jan.  1868. 


3. 


Balance 

dne  to  the 

Treaaurerton 

1st  Jan.  1868. 


INCOME. 


4. 

Kerenae 

reoeiyed  from 

Tolls. 


Parish 
Composition 

in  Uea  of 
Statute  Duty. 


Ertimated 

y  aloe  of 

Statute  Duty 

performed. 


7. 

Berenne 
from 
Fines. 


8. 

Berenne 

from 
Inddental 
Beoeipts. 


ofXmey 

borroie&Qi 

theSeoBiiy 
oftbeM 


1. 
2. 
3. 
4. 
6. 
6. 
7. 

8. 

9. 
10. 
11. 
12. 
13. 
14. 

15. 
16. 
17. 
18. 
19. 

ao. 

SI. 
St. 

23. 
24. 
25. 
26. 
27. 
28. 
29. 
30. 
81. 
32. 
33, 
34. 
35. 
36. 
37. 
38. 


COUNTY  OF  KENT. 

Ashibrd  and  Ham  Street  - 
Ashfbrd  and  Maidstone 
Benenden  -  -  - 

Bethersden  -  -  - 

Biddenden         •  .  - 

Brandbridges        ... 
Caoterbory  and  Barham  - 
Canterbury  and  Ramsgate  : — 

Second  District 
Canterbury  and  Sandwich 
Dartfbrd  and  Strood 
Dover  to  Barham  Downs  - 
Dover  and  Sandgate 
Dover  to  Sandwich,  through  Deal 
Dover  to  Sandwich,  through  Wal- 

dershare 
Fbversham,  Hythe,  and  Canterbury 
Folkestone  and  Barham     - 
Goudhurst  -  -  - 

Goudhurst,  Gore,  and  Stilebridge  - 
Gravesend  and  Wrotham  - 
Greenwich  and  Woolwich,  Lower 
Boad      .... 
Hawkhnrst  Junction 
Heme  Bay        -  -  -  ! 

Kipping's  Cross  and  FlimweU  -  I 
Kipping's  Cross  and  \^^lsley  Green</ 
Maidstone  and  Biddenden  -  j 

Mallinff  and  Strood  -  -  ' 

Sandwich,  Margate,  and  Ramsgate 
Sevenoaks 

Stockershead  to  Bagham's  Cross  -  ! 
Tenteiden  •  -  -  j 

Tonbridge  •  •  . 

Tonbridge  and  Fghtham    -  .  | 

Tonbridge  and  Maidstone  >  j 

Wadhurst  and  West  Farleigh  -  | 
Whitsuble  •  .  -  f 

Woodchurch        .  .  -  i 

Wrotham  Heath    -  -  -  , 

Wrotham  and  Mudst<me  -  .  ' 


£    *.    d. 


134  0  8 

593  9  4 

41  11  5 

86  7  3 

236  19  2 

516  16  6 

U2  9  1 

161  0  11 

90  11  n 

101  15  2 

294  17  U 

63  9  1 

2  2  7 


200  4 
823  12 
95  16 
62  0 
188  4 
193  14 


709  14  6 


86  10  0 
281  8  7 
341  10  9 
107  I  6 
226  9 
309  4 
368  12 

74  19 

92  8 
529  14  11 

23  16  7 


541  19 
808  6 
185  0 
730  0 
313  10 
703  7 


&    *.    d. 


37  19  11 

101  8  11 

79  15  6 


£  «.  dL 


357  12  0 

212  5  11 

56  5  6 

328  3  7 

451  11  4 


£      8,556  12  2 


r 


COUNT*  OlF  LANCASTER. 


I 


and 


1.  AdliBglMi  and  WesaKMi^ton 

2.  Barton  Bridge  and  Moees  Gat* 

3.  Barton  Bridge  and  Stretford 

4.  Bladibun    to    Addingham 

Cocking  End     ... 

5.  Bbckbnm  and  Proton    - 

6.  BUckbom  to  Walton  Cop 

7.  BohoB  and  Blttekbun       - 

8.  Bohon  and  Nightingales  * 

9.  Bolftm  and  St.  Helen's  - 
la  Bolton  and  Westhongbton 
IK  Burnley  to  Edenfield  Cliapc) 

12.  Bory  to  Bla^bura,  WhnUfy,  j^c« 
13^  Bnrr  and  BoHon  ... 

14.  Clitheroe  to  Bbckbvm  and  Mdlor 

Biook    .... 

15.  Crossford  Bridge  and  ^faw  hntu  - 

16.  DryckMgh*  Shaw,  and  Rodkdale   - 

17.  EdcnficU  Chapel  to  Litde  Bolton  . 


190    1    0 


90    3    8 


115     4    0 


573  12  9 

270  4  1 

813  11  11 

1,035  8  4 

576  4  1 

715  5  4 

1,058  0  0 


394  13 
1,538  7 
331  5 
212  10 
410  17 
502  16 


115  4  0 


200  17  5 


1,935  0 
535  16 
374  13 
201  16 

1,498  8 

154  13 

90  10 

208  8 

76  4 

170  13 


22  0  1 

214  4  2 

613  15  10 

1,034  14  0 


1,351  13 

148  0 

412  0 

385  0 

394  IS 

769  11 

586  16  10 

630  15  10 

305  6  8 
90  0 

943  10 
1,108  0 

226  18 

767  11 

489  3 

259  2 

212  10 

558  1 
1,300  0 


£  s.   d. 


116  15  5 
35  0  0  i 
8  0  0  1 
125  0  10  ' 

294  13  4 


£  9. 

8  10 

8  0 
42  0 

6  18 
13  0 
51  19 

1  0 


7  3  0 
39  0  0 


35  17  4 
10  0 


80  14  6 


86  0  10 


46  18 
55  3 


ti: 


60  0  0 


9  0  0 


115  18  11 


22,653  13  8  ,  1,171  15  11 


I 


0  19  0 


15  0 


0  10  0 


8  10  0 
34  1  6 


e 501  19  3 


85  13  6 


4  0  0 
128  18  0  I 

4  16  6  I 
68  5  0 
10  0 
86  1 

8  16 
17  1 
48  8 


0 
0 
6 

0 : 

0 


I 
2  14  0  I  1,186  7  7 


826 

1,548 

249 


«  Inclnding  5iL  5k.  gntaity. 

/  Includiag  pnjnents  to  pntirfws. 


4,687  17 
1,050  0 
1,007  2 
1,746  5 
2,800  0 
1,562     8 

846  12 
1,865  17 
5,178     8 

942  15 

1,100  0  0 

2,200  0  • 

1,226  0  0 

2,061  4  3 

4  Indnding  contmeC  work, 
f  Indnding 


£  f .  L 
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EXPBNDITUBE. 


1. 
2. 
8. 
4. 

5. 
6. 
7. 

S. 

9. 
10. 
11, 
12. 
13. 

14. 
15. 
16. 
17. 
18. 
19. 

30. 
21. 
22. 
23. 
24. 
25. 
26. 
27. 
28. 
29. 
SO. 
31. 
32. 
33. 
34. 
35. 
36. 
37. 
38. 


10. 

Total 
Income. 


11. 

Haniial 
Labour. 


12. 

Team  Labour 

and 

Carriage  of 

Materials. 


13. 

Materials 

for 
Surfiu» 
Bepain. 


14. 

Land 
purchased. 


15. 

Damage 

done 

in 

obtaining 

Materials. 


£  «.  <fL 

545  9  1 

816  6  2 

264  19  11 

838  7  0 

406  5  6 

755  6  9 

574  12  9 

270  4  1 

820  14  11 

1,074  8  4 

576  4  1 

751  2  8 

1,059  0  0 

894  18  1 

1,569  2  8 

448  0  6 

247  10  0 

427  7  4 

661  19  0 


56  9  1 

166  6  4 

21  15  0 

96  2  4 

88  18  6 

170  5  6 

68  15  3 


1,646 
148 
412 
385 
896 
856 
586 
630 
341 
136 

1,003 

1,236 
291 
835 
508 
295 
332 
575 

1A13 


6 
0 
0 
0 
12 


77  12  11 

156  5  6 

&  249  9  1 

6302  0  0 

219  2  0 

35  6  3 
242  6  11 
59  12  6 
31  16  11 
88  19  2 
81  18  6 

252  19  3 
22  13  9 
44  10  10 


11  3 
16  10 

15  10 
0  2 

18  9 
18  6 

13  0 

14  10 

16  8 
3  9 
3  2 


224 
186 
132 
157 
196 

43 
152 
290 

87 

306 

/116 

85 

34 
266 
431 


16  4 
3  11 
5  4 
8  5 

12  5 

1  10 
0  2 

2  10 
14  10 
12  7 
19  0 

1.  4 


1. 
2. 
3. 

4. 

5. 

6. 

7. 
1.8. 

9. 
10. 
11. 
12. 
13. 


14. 
15. 
16 
17 


24,964  11  2 


5,144  14  6 


382  19  6 

1,543  13  4 

253  15  3 


4,726  12 
1,421  0 
1,013  2 
1,750  8 
2,328  17 
1,652  16 

347  11  10 
2,004  13  0 
5,331  18  4 
.  947  10  8 


^972  16  8 

87  19  2 

806  6  4 

156  19  3 

5264  17  8 


1*500  0  0 
334  8  9 
100  15.  11 
590  9  7 

1,466  9  4 


1,204  17  8 

2,230  16  1 

1,262    2  3 

2,121  17  0 


154  11     5 
876    0    4 


0  17     4 


128  0 
94  9 
29     2 

175  8 
71  15 

168  19 


19  14     6 


1   10    0 

12  19     6 

96  13     0 

91     0     1 

309     0  10 


19     0  6 

148  12  1 

78  14  0 

65  14  9 

9  19  4 

2     5  0 

268  10  0 

45  14  4 

6     0  9 


681  16  11 
143  13     0 


127     4 

91     8 

7  15 

222  19 

644  16 

28  19  11 

312     9     8 

5  15     0 

100    9     7 

59     8  10 
156  12  II 


4y421   IS     2 


54  13  6 

11     4  6 

179  11  9 

6  17  9 

65    8  8 


88  19  .4 

34    2    8 

243    0    2 

555     8    7 


103    8    2 
171     8    0 


0    3    9 


86    3  8 

370     5  6 

16     0  0 

216  17  1 

54  13  1 

40  17  8 

9     6  0 


166  3  6 
608  15  10 
30  9  9 
211  4  3 
186     8     6 


94  19 
464  12 
20  18 
43  13 
33  15 
222  17 


290  10     3 

36     5     3 

101     1     3 


171  19 

66  18 

93  4 
189  11 

40  18 

25  16 
157  1 
403     4 

29     3 

147  16 

1     8 

28  12 

43  14 

45  19  11 
513  19     1 


5,260     0  10 


462    8  3 

23  12  3 

650  13  9 

108     7  8 

227    4  7 


121  10  1 

45    2  5 

726     1  3 

1,026  15  1 


77     6    6 
965  14    2 


&    9.    d. 


94    5  10 


40  0    0 

127  13.10 

10  0     0 

40  0.    O/ 

repealed  on  tbe  Slst  December  1868.  (.  « Inohiding  850/.  from,  sale  of  toU-booseB,  &c,  and  134i!.  9f.  SdL  deficiency  made  good  by  the  IVostees. 

t  AUowanoe  to  townships.  k  To  bankers  for  commission.  /  For;l^  year. 


£    *.    d, 

17     1     6 
8  19    0 


42  17  10 


2     0    0 


22     1     3 


12     6     6 


105     6     1 


24  12     9 
4    0    0 


16. 

Tradesmen's 

fiills. 


17. 


18. 

Salaries  of 


19. 


Treasurer. 


Clerk. 


Surveyor. 


37     1  4 

69     8  0 

7  10  2 

35     8  8 

15  7  8 
59  11  3 

9     9  11 

2  11  0 

25     5  10 

33     8  1 

12     I  I 

17     6  8 

43  11  1 

9     4  3 

163  18  10 

2     0  5 

17     6  8 

16  12  6 
67  18  3 

5  10  9 

80     8  11 


5  6 
43  2 
43  11 
23  12 
50  13 
38  1 
18     4 

4  11 
49  17 

29  0 
9     2 

18  14 
13  6 
18  10    3 

6  18     5 
18  11     4 

30  19     5 


1,158     5     6 


19     9     8 

117  19     8 

15     8     6 

86  8  2 
4  3  10 
4     7     1 


68  19  11 
88  4  2 
28  2  8 
56  12  6 
255  18  8 
8  15     0 


15     0  10 

206  17     6 

40  13     9 

80  11     7 


&    9.  d. 

a  10  10  0 

12    0  0 

5  0  0 
7     0  0 

6  0  0 


10    0     0 

c20     0     0 

10     0     0 


5     0    0 


10  0  0 

clO  0  0 

10  0  0 

15  0  0 

20  0  0 

3  0  0 


5  0  0 

10  0  0 

10  0  0 

10  0  0 


188  10    0 


5     0    0 
36  ^0     0 


ASO  0  0 
20  0  0 
10    0    0 


his    0    0 

A5     3     3 


5 
10 
10 
10 


10  10 
10  0 
20    0 


15 
25 
45 
20 
30 
20 


10  0 
30  0 
16  9 
10  0 
10  10 
20     0 

30  0 
10  0 
25  0 
15  0 

cl6  16 

10  0 

31  10 
15  0 
42  0 
10  10 
25  0 
80  0 


0 
0 
0 
0 
0 
0 
0 

0 
0 
0 
0 
0 
0 

0 
0 

4 
0 
0 
0 

0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 


£  «.    d, 

20  0     0 

50  0     0 

30  0     0 

20  0     0 

45  0     0 


40     0  0 

77  10  0 

65     0  0 

30     0  0 

54  12  0 


20  0 
10  10 
15  0 
10  0 
42  0 
75     0 


811     0    4 


10    0    0 
86     0    0 


40 
7 
30 
80 
30 
22 
20 
21 
100 
26 


20    0.  0 


/40     0     0 
45     0     0 


25 
90 


16     9 
22     8 


5 
20 


35     0     0 

2  12     0 

30     0     0 


25 
80 
30 
60 
10 


40     0 
70     0 


20 
51 


30  0  0 

tlO  0  0 

.  40  0  0 

100  0  0 


1,194  12 


50  0     0 

10  0.   0 

155  0     0 

25  0     0 

30  0     0 

30  0     0 


80 
20 
80 
200 
20 


£3 


Digitized  by 


Google 


ABSTRACT  STATEMENTS  OF  INCOME  AND  EXPENDITUBB  OF 


BXPENDITUBE-^coRiuittedl 


NAMES  OF 
COUNTIES  ANB  TRUSTS. 


20. 


Law  Charges. 


21. 

Interest  of 
Debt. 


22. 


ImproTemeiits, 


28. 

Debts 
paidoC 


24. 
Incidental 


25. 

Eetiiaated 

Value  of 

StateteDuty 

perfionned. 


TOUL 

EZFEHDITCB. 


£    ^   d. 


COUNTY  OF  KENT. 


Ashford  and  Ham  Street 
Ashford  and  Maidstone 
Benenden  .  -  - 

Bethersden  ... 

Biddenden  -  .  - 

Brandbridges  •  -        - 

Canterborjr  and  Barfaam 
Canterborj  and  Bamsgate: — 

Second  District 
Canterbury  and  Sandwich    - 
Dartford  and  Strood 
DoTer  to  Barham  Downs 
Dorer  and  Sand^te 
Dover  to  Sandwich,  throogh  Deal 
Dover  to  Sandwich,  through  Wal- 

dershara  .  -  - 

Farersham,  Hythe,  and  Canterbory 
Folkestone  and  Barham 
GoodhurBt  ... 

Goodhnrst,  Gore,  and  StOelnidge  - 
Grayesend  and  Wrotham     - 
Greenwich  and  Woolwich,  Lower 

Boad        .  .  .         - 

Hawkhnrst  Junction 
Heme  Bay  .  -  - 

Eipping's  Cross  and  Flimwell 
Kipping*s  Cross  and  Wilsley  Green 
Maidstone  and  Biddenden 
Mailing  and  Strood 
Sandwich,  Maigate,  and  Bamsgate 
Sevenoaks  -  -  . 

Stockershead  to  Bagham's  Cross  - 
Tenterden  -  -  - 

Tonbridge  -  .  - 

Tonbridge  and  Igfatham 
Tonbridge  and  Bfaidstone     - 
Wadhorst  and  West  Fariei^ 
Whitstable  -  .  - 

Woodchurch  -  -         - 

Wrotham  Heath        -  -        - 

Wrotham  and  Maidstone 


6  11 

17    0 

2    2 


8  2  10 

11  7  10 
10  3  0 
22  11  5 
21   10     3 

17  14     0 

20  10  10 
74  12  7 
32     4     9 

9  1  7 
4  15  0 
8  19     2 


10  10    0 


8  15     4 

8     1     8 

51    6  n 


29  17     1 


2     2  0 

2     8  11 

14  14  0 

20    2  0 

9  17  0 

5  11  0 

13  13  0 


444     5  10 


COUNTY  OF  LANCASTER. 

1.  Adlington  and  Westhoug^ton 

2.  Barton  Bridge  and  Meaes  Gate     - 
S.  Barton  Bridge  and  Stretfbrd 

4.  Blackburn    to    Addingham    and 

Coding  End        .  .  . 

5.  Blackburn  and  Pieston 

6.  Blackburn  to  Walton  Cop    - 

7.  BoHon  and  Blackburn 
B.  Bolton  and  Ni^tingalet 
9.  B<^ton  and  St  Helen's 

D.  Bolton  and  Westhou^toa 

1.  Burnley  to  EdenfieM  Chapel 

2.  Bury  to  Blackburn,  Whalley,  &c  • 

3.  Bury  and  Bolton        ... 

4.  Clitheroe  to  Bhckbum  and  Mdtor 

Brook        .... 

5.  Croasford Bridge  andMandiester  - 

6.  Diydough,  Shaw,  and  Bodidale  - 

7.  EdeafieM  Ch^iel  to  Little  Bolton  - 


14  17  4 
39  9  4 


£«.<£. 


64  7  0 


20  2  8 

82  12  9 

64  10  5 

209  7  11 

72  11  1 

35  5  4 

80  0  8 

37  1  5 


55  9 
42  17 


69  17  5 

57  15  2 

59  18  8 

57  0  8 

23  5  0 

77  3  4 

43  2  1 


45  6  9 
107  17  0 


309  6  11 
12  0  0 

58  15  8 


157  19  0 


57  13  6 
46  19  10 


1,948  1  6 


84  19 
10  16 
81  10 
30  0 


42  0  0 
44  17  11 

1  10  4 


38  5  11 
22  0  8 
68  11  7 

385  16  9 
310  16  1 
186  18  11 
475  IS  2 
332  IS 
144  9 
68  7 
134  17 
225  14 
197  0 


£    a.    d. 


10    0    0 


£    *.    d. 


a97     0    0 


20  12  10 


blOO 
a60 
cl36 
rf267 
e346 


326  14     2 


/346     0     0 
150    0     0 


50  0  0 

50  0  0 

^599  5  0 

A 100  0  0 

150  0  0 

<fl21  17  5 

400  0  0 


a87     0    0 
1*260     0    0 


A 107     0    0 


/40     0    0 
1 112     0    0 


e311  10    0 


dS9  10    0 


857     7     0 


574  17    0 


994  16 
356  19 


854     7     9 


3,980     2     5 


£    t.    d. 


6  12 
2  11  3 
1  1  9 
9  0  6 
4  15  10 


1     0     0 


1  18  10 
4  18  9 
23  6  8 
11  11  7 
33  13  0 
11  12     1 


32     6 

39  18 

7     1 

9     2 

12     4 

7     5 


96  13  11 
14  6  0 
17  6  6 
8  8  7 
37  16  2 
12     6     2 


6  17  10 
2     3     0 

6 

7 

5 

6 


3 
23 
25 

5 


16  12 

10     9 

22  19 

5     6 

2     3 

2     0 


532     1     8 


400     0    0 
50     0     0 


a  1,935     0     0 
450     0     0 


p  1,046  11     8 

91,500    0     0 

rS50    0    0 


200  0  0 
(600  0  0 
«195     0    0 


r  1,900    0    0 


2  17  4 
83  2  0 
13     6     1 


19  16 
1  19 
16  7 
10  0 
23     5 


4  10    2 

9  16     7 

212     3     5 


31  0 
x878     5 

28  13 

32  19 


6     - 

8 
8 

4 


£  Li 


53719  1 

783  19  I 
812  3 

780  8  1 

496  5  { 

933  1  ( 
599  19 

6€  S  I 

778  U  I 
1,166  18  } 

848  n 
790  U* 

964  i:  J| 


25,541   I  I 


475  IS 

1,884  15 

244  14 

4,352  15 
1,089  10 

827   9 
1,653  15  I' 
2,454  18 
1,764  11 

33117 
2,108  7 
5,026  6 

852  0 

1,211  * 

2,467  19 

1,159  1 

2,408  1 


a  For  debts  oT  lOOJL 

A  For  debts  of  1781. 
chiding  2Q0L  at4  per  cent. 


5Fordebtsofl20f. 

/  For  debts  im.  oA«K«  m  jBfx  ueow  oi  i»u».  »  jcv»  usvw  «»  •»--'*.  ••Mitf. 

(For  debu  of  974t  U.Od.         «  For  debU  of  3001  x  Inelnding  90^  lis.  %L  rents, and  193i:  2^.  8<i foriniic^ 


e  For  debts  of  2002.  <f  For  debts  of  3C  Of. 

I  of  325/:  »  For  debts  of  140£. 


e  For  debts  of  ^ 
aFordebts<tfl,WOi 
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DEBTS. 

ARREARS   OF  INCOME. 

27. 

SoQded 
or 

Debts. 

28. 

Bate 
of  In- 
terest 
per 
cent. 

29. 

Floating 
Debts. 

30. 

Unpaid 
Interest 

31. 

Balance 

dneto 

Treasurers 

on  31st  Dec. 

1868. 

32. 

Total 
Debts. 

33. 

Arrears 

of 
Tolls  for 
current 

34. 

Arrears 
of  Parish 

Com- 
position 

for 
corrent 

Year. 

35. 

Arrears 

of  other 

ReceipU 

for  current 

Year. 

36. 

Arrears 

of 
former 
Years. 

37. 

Balance  in 
Treasurers' 
Hands  on 
31st  Dec. 
1868. 

88. 

Total 
Assets. 

£     «.    d. 

i,eoo  0  0 

460     0     0 
2,503  13  11 

1.802  10     0 
5.746     9     6 
2,500     0     0 

2,300     0     0 

1,600     0     0 

450     0     0 

1,989  16     0 
983     0     0 

1,400     0    0 
750    0    0 

3.803  10  10 
1,950     0    0 

700     0    0 
4,600     0     0 

1,194     3     2 

16,250     0     0 

1,450     0     0 

5,180  10     0 

[      8,543  10     0 
.      2,520     0     0 
.      l,4O0     0     0 

975     0     0 
.      5,125     0     0 

.      4,862  10     0 

'.      1,950     0    0 

.      2449  14  11 

4, 

4 
3 
3 

n 

2 

4 
5&4i 

3 
6 

3 

4 

H 

3 
3 
2 

2^&3i 
5 
3 
2 

4 
2 

4 

'l(t 
3 

None 
2 

£    8.   d, 

3    0    0 

16  19  10 

85  14     9 
132     0  11 

81  13     6 

35     1     3 

90  13  11 
73     2     3 

248     4     4 
502     2  10 

13  18     0 

20     0-    0 

45     8     8 

401     2     6 

£    8.   d, 

37  11     0 

213  19     9 
121     3     4 

65     0    0 
3  18     0 

23     2     1 
468  11  11 

50  10     0 

333     0     0 

17  10     7 
20,216  14    6 

275     6     8 

254     4     0 

46  10     0 

•        «.        • 

£    8.    d. 

64     0     3 
167    9  11 

£     s     d. 

1,600    0    0 

463    0    0 
2,541     4  11 
1,802  10     0 
5,960     9     3 

2.638  3     2 

2,365     0     0 

1.639  12     9 
582     0  11 

2,094  11     7 
1,451  11  11 

1,485  11     3 
750     0     0 

3,808  10  10 

2,040  18  11 
778     2     3 

4,933    6     0 

1,459  18     1 

37,032  17     7 

1,450     0     0 

5,194     8     0 

8,818  16     8 
2,774    4    0 
1,446  10     0 

975    0    0 
5,145     0     0 

4,862  10    0 

167     9  11 

1,995     8     8 

2,149  14  11 

401     2     6 

£   8.  d. 

76    9    4 
90  16     8 

35     2     8 
23     3     4 

65  10    0 

£  8.  d. 

86  13    4 
11    6    7 

£    8,    d. 

11    0    6 

20    0    0 
0  15    0 

14     7    0 

£   8,   d. 
79  14    1 

£     8.     d. 

141   10     8 
625  16     3 

94     7     9 
144     6     2 
146  19     4 
340     1     9 

87     2     3 

365     2     0 

132  12     2 

9     5     1 

27  13     1 

23  18     9 

96     4  11 

228  13     7 
459  12     7 
150  13     9 
38     5     7 
260  10  10 
225     8     6 

923     4  11 

128     2     6 
213  19     3 

119  U     6 
463  12     9 
272     3  11 
238     6     1 
61  14     7 
141     6     0 
209     5     2 
170     1     8 

322  18     8 
198     3     3 
71  15     8 
321   18     2 
641  19     4 

£     8.    d. 

141  10    8 
625  16    8 

94     7     9 
144     6     2 
146  19     4 
340     1     9 

87     2     3 

365     2     0 
209     1     6 
100     1     9 
27  13     1 
34  19     3 
175  19     0 

263  16     3 
459  12     7 
173  17     1 
38     5     7 
260  10  10 
225     8     6 

1,009  18     3 

128     2     6 
213  19     3 

119  11     6 
463  12     9 
272     3  11 
258     6     1 
61  14     7 
152     6     7 
209     5     2 
236     6     8 

322  18     8 
198     3     3 
71  15     8 
336     5     2 
641   19     4 

86,739     8     4 

-      - 

1,698  17    9 

22,127    1     5 

231  10    2 

110,796  17    8 

291     2     0 

97  13  11 

46     2     6 

79  14    1 

8,096     8     5 

8,611     0  11 

1.  1,450    0     0 

2.  500     0     0 
8.     1,400     0     0 

4.  7,526  13     4 

5.  o  16,158    2    6 

6.  7,406  10    0 

7.  13,005     0     0 

8.  10,161  10     0 

9.  2,630     4     8 
U).     1,370     0     0 

11.  «2,180    0     0 

12.  4,000     0     0 

13.  8,646  15     3 

14.  11,550     0     0 

15.  .           -         - 

16.  20,174  10     0 

17.  9,887  15     1 

2 

4J 
5 

4 
2 
3 

«i 

3 

4 

5 

5 

5 

2 

5 

■ys" 
H 

25     1     0 

78  10    7 
1  11     6 

31  13    0 
5    0    8 

69  16     1 

7     0    0 
18     4     0 

132  13     1 

170  17     3 

328     4  10 

26     0     7 

24     0     0 

36     0     0 

29     7  11 

392  14  10 
322  16     1 

491  19  10 
23     0     3 

1,457     0    0 
1,010     3  10 
1,425     1     0 

7,659     6     5 

16,328  19     9 

7,813     5     6 

13,032  12     1 

10,161  10     0 

2,661  17     8 

1,375     0     8 

2,204     0    0 

4,000     0     0 

8,682  15     3 

11,579     7  11 

23     0    3 

20,627     0  11 

10,210  11     2 

— 

•          • 
78  15  0 

•                       m 

2     5     8 

•            • 
260  14     7 

47     8     0 
99     4     6 

2,308  16     7 
867     6  10 
560     6     6 
298     8     9 

1,372     6  10 
42  18     6 
106     4     7 
104  14     4 
381   16     3 
266     8     9 

15  13     4 

716  16     7 
748     9     8 

47     8     0 
99     4     6 

2,308  16     7 
867     6  10 
639     1     6 
298     8     9 

1,372     6  10 
42  18     6 
106     4     7 
104  14     4 
384     1   11 
266     8     9 

15  13     4 

716  16     7 
1    1,009     4     3 

/  For  debts  of  850/.  g  For  debts  of  600/. 

o  Including  800/.  at  5  per  cent  p  For  debts  of  1, 1021  lis.  Sd, 

y  Under  new  Act  to  be  reduced  to  2  per  cent  after  one  year. 


A  For  debts  of  333/:  6«.  8c/. 
q  For  debts  of  1,666/1 13«.  Ad. 


i  For  debts  of  500/. 
r  For  debU  of  881/.  Ot.  id. 


E  4 


2  For  debts  of  1,987/^17».  \d. 
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ABSTRACT  STATEMENTS  OF  INCOME  ANJ)  EXPENDITURE  OF 


NAMES  OF 
a)UNTIES  AND  TRUSTS. 


COUNTY  OF  LANCASTER— €011/. 

18.  Elton  and  Blaekbnni 

19.  Finnington  and  Chorley 

20.  Garstang  and  Heiiing-syke - 
il,  Haslingden  and  Todmcvden 

22.  Holton  - 

23.  Ince,  Hmdlej,  andWerthoughton  - 

24.  Kirkbj  Kendal  and  EirkHy  Ireleth 

25.  Liverpool,   Presoot,  Aahton,    and 

Warrington  -  -         - 

26.  LiTerpooi  and  Preston 

27.  Livesey  Branch        -         -  - 

28.  Mandiester     and    Ashton-nnder- 

Lyne  New  Road 

29.  Manchester  and  Bury  New  Road  - 

30.  Manchester,  Oldham,  and  Anster- 

lands  .  -  - 

31.  Manchester    to     Rochdale,    &c., 

Manchester  District 

32.  Manchester  and  Saltershrook 

33.  Mather  Fold         .  -  - 

34.  Moses  Gate  District 

35.  Ditto,   Ringley  District     -      - 

36.  Oldham  and  Ripponden 

37.  Pendleton  Roads 

38.  Penwortham  and  Wrightington     - 

39.  Preston  and  Garstang 

40.  Prestwich.  Bury,  and  Radcliffe     - 

41.  Radcliffe 

42.  RidghUl  and  Lanes,  and  Holehoose 

43.  Rochdale  and  Burnley 

44.  Rochdale  and  Edenfield    - 

45.  Rochdale  I^me-end  to  Land's-end 

in  Heaton  .  -  - 

46.  Rochdale  and  Manchester 

47.  Sharpies  and  Hogbton 

48.  Standedge  and  Oldham    • 

49.  Ditto,  Dobcross  Road    - 

50.  Ditto,  Delph  Road 

51.  Sudden  Bridge  to  Bury 

52.  Ulverstone,  Milnthorpe,  and 

caster 

53.  Warrington  to  Lower  Irlam 

54.  Warrington  and  Wigan 

55.  Wigan    and    Preston,    North 

Yarrow 


2. 

Balance 
in  Tteasurers' 

Hands  on 
1st  Jan.  1868. 


Lau- 


of 


165  17  8 

316     2^11 

541     0  I 

138     1  3" 

212  17  1 

233  17  5 

1,408  15  6 

153     0  5 

119  13  7 


446     6  3 

421     3  3 

918  18  5 

325     7  9 


27  14 
327  14 

1,879  11 
896  10 

1,207  10 
142  8 
426     3 

1,362  14 
464     9 


1,451     3     0 


310  10     9 

573  17     9 

2,188     2    7 

182  18  11 

4  18  11 
'  569     5     3 

57,0  12  4^ 
218  14  0 
652  12     5 

229     7     8 


25,899  10    5 


3. 

Balance 

due  to  the 

Treasurers  on 

1st  Jan.  1868. 


127    3    9 


44    8     6 


149    0 
42     3 


0     16 


563     9     8 


COUNTY  OF  LEICESTER. 

1.  Ashby-de-Ia-Zouch  -      *-  - 

2.  Bridgeford  Lane    and    Kettering 

(South   Part   of  Northern   Di- 
vision) -  -  « 

3.  Burton  Bridge  to  Market  Bosworth 

4.  Desford        .  -  -  - 

5.  Hinckley  and  Lutterworth    - 

6.  Hinckley  and  Melbourne    - 

7.  Hmckley  and  Narborough 

8.  Hinckley  and  Narborough  (through 

Sapcote) 

9.  Leicester  and  Lutterworth 

10.  Leicester  and  Peterborough,  Lei- 

cester District 

11.  Leicester  and  Welford 

12.  Loughborough  to  Ashby-de-la- 

Zouch,  &C.,  and  Loughborough 
to  CaTendi^  Bridge  (united)    - 

a  Including  materials. 
k  Subscribed  to  complete  the  road. 


915  4  I 


114  6  4 

^,005  18  9 

137  12  1 

252  11  0 

233  18  8 

222  12  1 


156  15     6 


INCOME. 


Rerenue 

reoeiyedftom 

Tolls. 


Parish 

Composition 

in  lieu  of 

Statute  Duty. 


6. 

Estimated 

Value  of  . 

Statute  Duty 

performed.^ 


Rerenue 
firom 
Fines. 


8. 
Reremie 

ttOSD. 

Tn^i«V>frtal 
Receipts. 


&     s.  d. 

640    0  0 

286     4  4 

"545  10  0 

3,742     0  10 

750  16  8 

650     1  8 

380    0  0 

5,161   11  1 

3,682     0  8 

52     0  0 

733     6  8 

1,900    0  0 

3,372     1  8 


1,120 

3,348 

71 

1,478 

495 

763 

8,100 

1,125 

1,040 

2,218 

958 

605 

4,486 

650 


0 

0 
10 

6 
17 

0 


15  10 
0     0 


6     8 
0     0 


373  10  6 

3,450    0  0 

329  13  3 

568     0  0 

30     5  11 

26     2  1 

1,051     8  6 

741     1  0 

168     0  0 

708  16  8 

940    0  0 


86,246     2     4 


£     «.    d 


96  17     1 
30    0     0 


371   19  10 


3a    0     0 


1,011  16  11 


£     #.   d. 


624  13 
334  16 


40  16    4 


1,200  15 

0 

482  14 
715  0 
320  5 
481  10 
867  15 
1,185  9 

11 

0 
0 
0 
0 

1 

110  0 
628  15 

0 
0 

1,358  10 
808  0 

0 
0 

1,369  0 

0 

£    «.    dL 


2  17     6 
2    3     6 


24  12     6 
14  10  11 


0    2     6 


3  19     9 


0     13 


0    4     9 


53     5     5 


£     *,    d, 

4  5  11 
6  1  3 
1  13  11 
173  1  5 
0  14     8 


6  10     6 
61   19  10 


24  14     1 

70  14    5 

35  12  10 

14  10  7 

74  16  7 

0     8  10 

696  17  6 

17     2  6 

6    5  5 

745     0  4 

2     0  6 


149     5  6 

26  15  1 

6     8  0 

92  15  2 

1  15  6 

5  17  4 

59     0  5 

23     1  0 

13  18  0 


A  676 
13 


7    9 
1     5 


21  9     1 

2  7     6 

20  14    0 

5  16  10 


2,940     4  10 


3  19     6 


0  14     0 


1  16     6 


£112  13  11 
33    2    6 


6     6    3 


b  Including  90^  ISs.  lOd,  from  Rin^qr  branch.  e  For  2  years, 

t  Including  100/.  3«.  Bd,  from  the  Southern  DiTiriOD,  and  81  2«.  5d  frtmi  Northern  DiTison* 
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IB. 
19. 
20. 
21. 
22. 
83. 
24. 

25. 
2«. 

27. 

28. 
29. 

30. 

31. 
32. 
33. 
34. 
35. 
36. 
37. 
38. 
39. 
40. 
41. 
42. 
43. 
44. 

45. 
46. 
47. 
48. 
49. 
50. 
51. 


55. 


12. 


TURNPIKE  TRUSTS  IN  ENGLAND  AND  WALES,  1868. 


10. 

Total 
Inoomb. 

£     s.    J. 

644  5  11 

389  2  8 

547  3  11 

3,947  19  9 

753  14  10 

650  1  8 

380  0  0 

5,192  14     1 

3,758   11     5 

52     0     0 

758     0     9 
1,970  14     5 

3,407  14     C 


1,134 

3,t22 

71 

1,675 

512 

769 

8,845 

1,127 

1,040 

2,367 

985 

983 

4,583 

651 


10     7 

16  7 
19     2 

4  2 
19  10 

7  11 

10     2 

0     6 

0  0 

17  0 

1  9 
7   10 

5  3 
15     6 


3,509  9 
393  12 

d  120    0 

0  1,158  13 

343  16 

233  16 

1,011     0 


379  7  10 
3,509     0     5 

352  15     6 

576  18  0 
30     5  11 

822  9  10 
1,094     4  11 


52.1  762  10  1 
53.1  170  7  6 
54.         729  15     5 


945  16  10 


90,371     9     C 


1,204  14     6 


595     8  10 

748     2  6 

320     5  0 

481   10  0 

874     1  3 

1,186     3  1 

no   0  0 

628  15  0 

1,360     6  6 

808     0  0 


1,869    0    0 


EXPENDITURE. 


11. 

^'anoal 
Labour. 


I  12- 

I 

I  Team  Labour 

and 
I    Carriage  of 
I     Materials. 


13. 


14. 


Land 


Materials 
for  I 


15. 

Damage 

done 

in 

obtaining 

Materials. 


16. 


I  Tradesmen's 
Bills. 


17.  18.  19, 

Salaries  of 


Treasurer. 


a  152     2    2 


987  3  5 
417  0  9 
263     3     8 


1,535     3     5 
1,329     0     1 


155  19  8 

196  13  6 

808     0  9 

226     6  7 

1.104     2  1 


407     0     3 
221   14  11 


854  15     1 


294  18     O 


153  19  10 
190     0     0 


2i,030     8     6 


237  17     0 


108  13     3 
197     2     8 


47  15  0 
167  6  4 
340    7     5 


98  10     4 

177     4  II 
85  10     2 


/900    0    0 


277  15  6 
136  16  1 
115  IS     5 


80S  10  10 
394     4     1 


25  6     4 

78  4  10 

273  5     6 

201  4     2 

335  5     3 


172  12     9 
98     5     8 


1,548  14  U 
91    14     6 


156  12  4 
101  16  3 
136  3  10 
421   12  10 


349  15     5 


95  18     7 


10     0 
3     9     0 


80     0     0 


7,349     6  10 


709  17  4 
275  6  U 
135     0     1 


1,132  12     9 
1,376  II   10 


177     18  9 

901     2  8 

982  19  4 

332  12  0 

1,318  16  8 


284     7     0 
249     0     2 


3,418  14     5 
383  13     8 


1,131  6  6 
282  19  0 
117  9  6 
823     1   11 


887  10     8 


103  11     2 


194  12     3 
30     0     0 


87     0     0 


J 


19,678  16     7 


181     5  10 


I  \ 

I 
Clerk.        '    Surveyor. 


£     9,    d,\ 


£     M.    d,, 


15     0     0 


3  12  0 

18  15  3 

100     9  6 

42  17  3 


12  10     9 

259  9     11 
63     6  10 


3     0     1 


0  10     0 


1   19     0 


1     0     0 
11      1     6 


61     3     4 


16  12     8 
26  11     4 

53  14     3 

33  18  11 
91   13     5 


89     0  6 

14  13  4 

22     3  3 

242     1  0 


143  15  10 
26     4  6 

141     0  8 

85  15  8 

0     4  8 

5  11  0 

144  6  4 


43     9     6 


2 
26 


9  10 
3  11 


£      $.    d. 
5     0     0 


10     0     0 
25     0     0 

10     0     0 


50     0     0 

50     0     0 

1     1     0 


50     0     0 


I 


£     s,    <L        £ 


15    0    0 


10  10  0  i 

5  5  0  ; 

20     0  0  i 

10  10  0  I 

15     0  0  !  - 


20: 
10 
5 
120 
40 
25 


1 


10  10  0 

75     0  0 

5     0  0 

20     0  0 

42     0  0 


42     0     0 


5 

21 

5 


0  : 
0  ! 

0| 


- 

85 

0 

6 

- 

- 

105 

0 

0 

c20  0 

0 

40 

0 

0 

10  0 

0 

10 

0 

0 

10  0 

0 

26 

5 

0 

- 

- 

31 

10 

0 

25  0 

0 

20 

0 

0 

- 

- 

21 

0 

0 

I 


20  18     7 

1   11     0 

39  18  11 


2,770     8     8 


108     9     1 


55     6     5 
t9     7     7 


54  10  9 
58  17  10 
74     8     9 


359  15     0 


294  17     9 
826     1     8 


68  18     7 

93  17  10 

421    10     6 


6     3     3 

169     2     0  ! 
3  15     0 


326  17     2 

365     3     7 
110  14  10 


30    0     0 


5     3     3 


10     0 

7   10 

15     0 


0 
0 

0  \ 


21  0 

70  0 

25  0 

/78  6 


5     0     0 


424  14     3 


25  0  0 

10  0  0 

10  0  0 

10  0  0 

20  0  0 


1,457     8     0 


12     0 
30     0 


29 

% 

0 

31 

7 

9 

79 

2 

2 

15 

3 

0 

12 

6 

11 

47 

18 

7 

75 

8 

7 

8 

6 

1 

50 

7 

9 

79 

8 

11 

38 

15 

11 

34 

2 

5 

- 

- 

42 

10 

0 

. 

20 

0 

0 

- 

. 

15 

0 

0 

. 

- 

6 

6 

0 

- 

- 

25 

0 

0 

10 

0 

0 

25 

0 

0 

- 

- 

47 

10 

0 

"    " 

- 

32 

10 

0 

. 

, 

37 

10 

0 

• 

- 

37 

10 

0 

10 

0 

0 

30 

0 

0 

d  Paid  to  townsliipi.  e  Including  eontmet  work. 

k  Inoluitng  pay  for  extra  scnrices. 


/For  nearly  4  years.  ^  For  }  year. 

/Oontmet  irmk. 
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280     0     0 
225     0     0 


10     0     0 
4ft     0     0 


80     0     0  i     200     0     0 


65     0 
169  14 


1 

50 

20 

20 

347 

c  120 

10 

80     0 

12     0 

30     0 

1:25     0 

6     6 


20  0 

145  0 

10  0 

^45  0 


20     0     0 


5     0     0 


3,241     8     1 


55     5     0 


50     0 
40     0 


30 

0 

0 

45 

0 

0 

61 

15 

0 

10     0  0 

42     5  0 

A  62  13  3 

48  15  0 


10     0     0 


40 


ABSTRA.CT  STATEMENTS  OF  INCOME  AND  EXPENDITURE  OF 


I 


i 


NAMES  OF 
COU^'TIES  AND  TBUSTS. 


COUNTY  OF  LANCASTKB— c«i/. 


18. 
19. 
SO. 
21. 
S2. 
23. 
24. 
25. 

26. 
27. 
28. 

29. 
30. 

31. 

82. 
33. 
84. 
35. 
36w 
37. 
S& 
3». 
40. 
41. 
42. 
43. 
44. 
45. 

48. 
47. 
48. 
49. 
50. 
51. 
52. 

53. 
54. 
55. 


Ehon  and  Blacklnrn 
Finnington  and  Chorley   - 
Gantang  and  Hcbing-syke 
Haalingden  and  Todmorden 
Hnlum    -  -  -  - 

Inee,  Hindley,  and  Westhoughton 
KUby  Kendal  sad  Kirkby  Ireleth 
Liverpool,  Prescot,    Ashton,    and 

Wanington        .  -  - 

Lhrerpool  andPitston     - 
LWesej  Braneh    -  -  - 

Manchester     and     AshtoD-under- 

Lyne  New  Road 
Manchester  aod  Bnry  New  Boad  - 
Manchester,  Oldham,  and  Auster- 

landt      -  -  .  - 

Manchester    to    Rochdale,    &c., 

Manchester  Diatriet 
Manchester  and  Saltersbroo^ 
Mather  Fold  -  .  . 

Moses  Gate  District 

Ditto,     Rin^lay  District  - 
Oldham  and  Ripponden  - 
Pendleton  Roads  -  -  - 

Pienweftfaam  and  Wfightinglon    - 
Ptestcttand  Oaxatang 
Prtstwich,  Bury,  and  RadcUfFe     - 
Raddilfe 

T^^^gmi  and  Lanes,  and  Holehonse 
RoiSidale  and  Bnmley      - 
Rochdale  and  Edenfteld    - 
Rochdale  Lane-end  to  Land's-end 

in  Hcaton         ... 
Rochdale  and  Manchester 
Sharpies  and  Hoghton 
Standedge  and  CMdham     - 

Ditto,  Dobcross  Road 

Ditto,  Delph  Road 
Sadden  Bridge  ta  Bory     - 
Ulverstone,  AGhith<Nrpe,  and  Lan- 
caster    -  .  -  - 
Warrington  to  Lower  Irlam 
Warrington  and  Wigan    - 
Wigan    and    Preston,    North    of 

Yarrow  ... 


EXPENDITURE. 


SO. 


hskw  Chargi^. 


lutereit  of 

Debt. 


22. 


2i. 


I 


ImprovL'meQta, 


Debia 

paid  oE 


s.    d.\ 


11  8     3 

42  3     9 

19  1     3 

52  5  11 


65  19     0 

-  I 


£    $.  d. 

146  15  2 

18     7  10 

808     2  6 

448     2  10 

4  18  9 

89  15  8 

67     2  0 

165  14  3 

79  17  0 


a4. 

luddeutal 
EjtpeiLfie& 


2fi. 

Estimaied 

Vala^  of 

Btatufce  Datj' 

^>erfonned. 


£     8.    d. 


£     s.    d. 


£    s.    d. 


a  500     0     0 


27   10     0      - 


c 400     0     0 
<i515     0     0 


23     1 
31   15 
1     7 
68 


15  12     I 


115     2  11 
15  13     8 


50  17   10 


65  10     9 


3  I 
0 
0   ! 

2     6 

6     4  i 


■  t 


589  16  11 


230     0     0 
860     0     0 


19     9 
34     1 


3»  15  11 

55  14  0 

35     0  0 

4  14  4 

10  1  0 

2  14  8 

23     7  0 

37  14  2 

69  19  0 

11  18  10 

1  6  8 

83     7  8 

2  15  0 


3     3  8 

71   14  2 

131    16  4 

286     1  2 

30     7  10 

20     6  8 

128  13  2 

74  15  0 

108     9  8 

84     0  0 

539   18  0 

146     9  6 


31     5     9  i  - 
71     6     2 


ell9     0  0 

/500     0  0 

^750     0  0 

629  17  0 

400     0  0 


t 


241     7   10 

37  12     3 

1     2   10 

1     8     9 

63  17     0 

93  14  11 


A  53  15     0 
765     0     0 


A  394     8     6 
431   13     0 


10     8 


324     4   10 


2   11      1 


98     8     8 
16     8 


155  13  11 


•  12     3 
18     5     1 


114     6     8 
509  19     0 

784     6  11 


/800     0     0- 


200  0  0 

300  0  0 

m  1,124  0  0 

n400  0  0 

320  12  0 

120  0  0 


680     0     0  ;  - 

-  !    9  500     0.  0 


507     0     0 
«200     0     0 


43  14 

81  19 

4  4 

30  I 

tl05  18 

4  19  10 

329  13  11 

25  7  10 

41  1  11 

16  12  7 

23  13  2 

54  14  3 

8  15  4 

1  15  1 

0  302  17  0 

9  0  0 
35  10  10 

0  9  5 

0  2  6 

7  16  9 


I  - 


13  2  4 
0  11  4 
2     5  3 

14  H  3 


1" 


£'     1,152   10     a       y,253     7     8^    M77     0     2  |  30,U6   17     2;      S,666     2     6 


.  COUNTY  OF  LEICESTER. 

1.  Ashby-de-la-Zooeh 

2.  Bridgisford  Lane  and  Eettering 
(South  Part  of  Northern  Di- 
Tision)  •  -  -  - 

3.  Barton  Bridge  to  Market  Bosworth 

4.  Desford    -  -  - 

5.  Hinckley  and  Lntterworth 

6.  Hinckley  and  Melbonme    « 

7.  Hinckley  and  Narboroogh 

8.  Hinckley  and  Narborough  (through 
Sapoote) 

9.  Leicester  and  Lutterworth  . 

10.  Leicester  and  Peterborough,  Lei- 
cester District    -  -  - 

11.  Leicester  and  Welford      -  . 

12.  Loughborough    to     Ashby-de-la- 
Zouch,  &c,  and  Loughborough  j 
to  Carendiah  Bridge  (united)     - 

a  For  debts  of  HM.  h  Including  15,898/.  lOt.  10(f.  at  10«.  per  cent  c  For  debu  of  640/. 

1  Including  90/.  18«.  lOdL  to  Mo^ea  €hite  Trust  k  For  debts  of  639/.  /  For  debts  of  929^  1 U.  Id, 

r  Reduced  240/L  5«.  difference  between  composition  and  fhU  amount  of  a  d^bt  discharged  in  a  previous  year. 
z  For  debts  of  150/.  10«.  aa  Including  328/.  10«.  paid  to  Ae  Uppingham  District 

Digitized  by 


709  16  5 

254  15  3 

753  19  S 

3,308  19  § 
978    : 
721    1 

358  13  ID 


1      5,994  4  11 

3,630  18    I 

I          126  3  10 

I          922  IS   I 

2,103  9   4 

3,287  12   6 


1,426 

3,154 

67 

1,931 

902 

787 

9,969 

1,104 

1,078 

2,825 

1,148 

1,114 

4,300 

594 


0    1 
10  11 

2  It 

2 

2    5 
12 
17 
15 
13 

4 

15    8 
18  10 

1 
14 


401  10  6 

3,437  3  2 

49  6  1 

696  14  ! 

0  9  5 

794  1  0 

1,098  2  4 

831  0  11 
343  11  3 
595    8   I 

923  n 


95^911  W    * 


1^440  IS    E 


676    7  fi 

ua3  H  * 

301  U  I 

539  10  V 

53*    ^  * 

1,198  i%  ' 

no  »J  ^* 

720  Id  !^ 

1,491  10 

748    6  5 


1,085    9    0 


</l^  debts  of  542^  , 
m  For  debts  of  l,150t 
*  For  debts  of  802i:7#.8<i 
fro  For  debts  of  309A  18<. 
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DEBTS. 


27. 

Bonded 

or 

Mortgage 

Debts. 


28. 

Bate 
of  In- 
terest 
per 
cent. 


29. 

Floating 
Debts. 


30. 

Unpaid 
Interest 


81. 

Bakaoe 

due  to 

Treasurers 

onSlstDec. 

1868. 


32. 

Total 
Dbbts. 


ABBEABS    OF  INCOME. 


38. 

Arrears 

of 

Tolls  for 

corrent 

Year. 


84. 

Arrears 
ofPurUh 

Com- 
position 

tor 
current 

Tear. 


35. 

Arrears 
of  o&er 


for  corrent 
Year. 


36. 

Arrears 

of 
former 
Tears. 


37. 

Balance  in 
Troftsuren' 

Hands 

on  31 8t  Dec 

1868. 


38. 
Total 

ASSBTS. 


£ 


8.   617,855  10  10 
367  17     8 
11,024  19  10 
12,854  14     0 
50     0     0 
2,300     0     0 
1,448     0     0 


3,210     0  0 

1,950     0  0 

202  16  5 

8,298  10  7 

3,265     8  10 

1,036     6  0 

1,000     0  0 


5 


£    s.    d. 


12  19     3 


5 

4 
4 

4* 
4 
None 

\ 

None 


4* 


£    8.    d, 

16  14  11 

18     7  10 

5  12  8 

213  15  3 


86  11     3 


£     8.  d. 

17,872     5  9 

386     5  6 

11,043  11  9 

13,068     9  3 

136  11  3 

2,300     0  0 

1,448     0  0 


&    8.    d. 


£    8,    d. 


£    «.    d. 


-    96  17     2 

99     0     0      - 


£    s.    d. 


-  i 


£      8.     d. 


£    s.    d. 


88  11     4 


3,210     0 

1,950     0 

202  16 


48  13  11 


10     0     0     - 


63  18     4 


71     4     8 


8,362 
3,265 


8  11 
8  10 


66  13     4 


130  0 

335  0 

3,000  0 

10,800  13 

541  7 

400  0 

5,702  16  10 

1,800  0     0 
2,000 
2,124 
9,150 
5,041 


0 

9 

0 

10 


1,283  11 

p  2,100     0 

2,715     6 


873 

2,000 

r  5,518 


8,274  0     0 

7,471  0.  0 

14,469  0     0 

26,255  0     0 


34 

5 

5 

2i 
4 
5 
2 

4 
5 
4 
5 
3 

2i 

A. 

3     I 
3 

3     I 

None 
1    ' 

6   : 

3 


0  15 

107     8 

23     3 

47  16 

25     1 


24  12     1 


28     3     8 


186 
0 


1,156     4     7 
1,010    0     0 


44  17  10 

79     8     6 


0 
113 


188     5     3 
32  18  10 


280  11 


512 


916     7     9  1- 


6  \ 

.  I 


155  7   10 

470  12     6 

8,023  3  11 

11,034  14  11 

566  15     2 

400  0     0 

5,702  16  10 

1,800  0     0 

2,044  17  10 

2,593  6     2 

9,262  7     4 

5,041  10     0 


100  7  2        100  7  2 

7  8  6  j     104  0  10 

109  7  1  !     «08  7  1 

1,180  0  1  11,180  0  1 


141  17     7 
255     3     7 


130     8  11 
255     8     7 


607     4     8  t     607     4     8 

280  13     9        280  13     9 

45     9     9  ,       45     9     9 


697     4     2 


1,283  11 
2,128  1 
3,228 

113 

873 
2,916 
5,518 


123     6     5 
3,317     3     2  ; 


-  8,274  0  0 

-  7,594  6  5 
•  17,786  3  2 

-  26,255  0  0 


381  3  11 


281  13 

9 

348 

7 

1 

288  8 

4 

288 

8 

4 

1,039  0 

5 

1,039 

0 

5 

33  18 

3 

33 

18 

3 

224  2 

2 

224 

2 

2 

32  10 

4 

32 

10 

4 

1,490  8, 

7 

1,490 

8 

7 

278  5 

8 

278 

5 

8 

83  9 

6 

780 

13 

8 

164  IS 

5 

164 

13 

5 

387  10 

9 

^87 

10 

9 

905  6 

10 

905 

6 

10 

800  15 

4 

dOO 

15 

4 

- 

- 

381 

3 

11 

1,734  6 

6 

l,7«4 

6 

6 

14  18 

2 

14 

18 

2 

288  8 

1 

'    d88 

8 

1 

645  15 

0 

«45 

15 

0 

2,491  12 

0 

2,491 

12 

0 

$3  2 

s 

68 

2 

2 

119  15 

0 

29 

15 

0 

83  7 

9 

33 

7 

9 

565  7 

10 

565 

7 

10 

502  1 

6 

6oa 

1 

6 

45  10 

3 

45 

10 

3 

766  19     7  I     786  19     7 
351     5   11   !     361     5  11 


294,895   19     1 


-    1,632    3     4  I  6,290  18     9 


910     6     6    808,729    7     8 


862  17     6 


556  16  1      2     5     8   349     5  11 


23,72r   0     5   25,498    5     7 


400     0     0 


1,415  11     6 

y  1,193  14     7 

1,880     0     0 


4 


4,951   10  0 

198  10  0 

4,333     6  8 

2,961     8  10 


2,720     0     0 


None 
5 


34 


120  17 
209     3 


545     8     0 


400     0     0 


1,415  11  6 
1,314  11  11 
2,089     3     5 


65     0     0 
166  11     0 


5  16     2 


4,951   10  0 

;  198  10  S) 

4,878  14  8 

2,961     8  10 


2,725  16     2 


679     0     2 


679     0     2 


-  33     7     6         33     7     6 

-  1,530     1   11  '1,595     1   II 

156     2     0  '     156.    2     0 
194  li     0  '     194  II     0 

-  I     .571   11     6  !     738     2     6 
'208  16     7        208   16     7 


65     0     4 

493     9     0 
399     9     7 


65     0     4 

493     9     0 
399     9     7 


I 


243     0     8        243     0     8 


e  For  debts  of  264/.  8«.  7(f.  /For  debts  tff  1,000/.  y  For  debts  of  844/.  12#.  7rf.  A  For  debts  of  §6/.  5<.  7<t 

ii  For  debts  of  486/.  o  Inclnding  190/.  8*.  lOrf.  for  watering.  p  Including  720/.  at  4  per  cent.  q  For  debts  of  645/.  15*. 

t  Including  80/.  returned  to  Southern  DiTision.  u  For  debts  of  300/.  x  For  debts  of  240/.  y  Including  71/.  4«.  Id,  at  5  per  cent. 
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ABSTRACT  STATEMENTS  OF  INCOME  AND  EXPENDITURE  OF 


NAICES  OF 
COUNTIBS  AND  TRUSTS. 


2. 

I       Balance 
1  in  Treasurers* 

Hands  on 
:  1ft  Jan.  1868. 


Balance 

due  to  the 

Treasurers  on 

Ist  Jan.  1868. 


INCOME. 


4. 

Revenue 

received  from 

Tolls. 


Pariah 
Composition 

in  lien  of 
Statnte  Duty. 


6.  I 

Estimated 
Value  of    ; 
Statnte  Dnt>- ; 
performed,  i 

I 


8. 


9. 


Revenue 
from 
Fhies. 


1 
:     ««®«»P^-       of  the  m" 


COUNTY  OF  LEICESTER— 
eMtinmed. 


£    *,     d. 


13.  Market  Harhoroogh  and  Coventry  j 

11.  Market  Harborough   and  Lough-  , 

borDOgh  -  -  -  i 

15.  Melton  Mowbray        -  -        -  I 

16.  Melton  Mowbray  and  Grantham  -  ] 

17.  Moira  and  Gresley  -     "      -  ; 

18.  Tamworth  to  Harrington  Bridge 


788  4  0 

1,623  4  1 
588  0  6 
126  1  11 
516  11  5 
231  7  8 


8,871  17  2 


40  16  4 


COUNTY  OF  LINCOLN. 


•  \ 


9. 

10. 
II. 
18. 
13. 


14. 
15. 
16. 
17. 
18. 
19. 
SO. 
SI. 
22. 
23. 
24. 


Boom 
Bridge  End 
Deeping  and  Morcott 
Dexthcrpe  .  -  - 

Donington  .  -  - 

Foston  Bridge  and  Witham  Com- 
mon        .  -  -         - 
Grantham  andNottingham,  Eastern 
IMvision            •             -  - 
Leadenham  and  Southwell,  Eastern 
District             .             -  - 
Unooln: — 

Branston  Road 
Newark  Road 
SaxilbyRoad      - 
Sleaibrd  Road 
Lincohi,   Brigg,  Barton,  Caistor,  j 
and  Melton  -  -        -  , 

Lincohi  Heath  and  Maiket  Deep-  ' 

ing:—  ' 

Kllingboiough  District 
Boom  District 
Sleaford  District 

Ix>nth         -  .  -  - 

{^cftrtho         *  -  '^         * 

Sleaford  and  Tattersball 

Spalding  Barrier  Bank 

Spalding  and  Deeping 

Spilsby        -  -  -        . 

Ditto,  Burton's  Comer  District  - 

Swineshead  and  Fosdyke     - 


143  13    0     - 

S28     8     0  I  - 
47  2     9  '  - 


290 


19     7 
17     2 


141  9  6 

138  5  8 

16  8  4 

68  4  9 

3  2  9 

4  1  8 

88  14  9 


370     4     1 
190  10     4 

77     8     2 

151   12     1 
151   14  10 


76  17  10 


22     2     6 


440  17  1  - 

542     1  0  - 

35  13  0  i  - 

12  18  3  I  - 


2,952     5     0 


395  17     I 


COUNTY  OF  MIDDLESEX. 

1.  Commercial  Roads            -            -  |  6,470  6 

2.  Marylebone  and  Ffaichley              -  2,419  11 
S.  Metropolis  Roads   North    of  the 

Thames             -              -            -  |  4,922  17 

4.  Pinner  and  Rickmersworth  i          -  l  445  14 


14,288     9     2 


£      8.    d. 


1,528     8  4 

2,534     3  5 

968  15  4 

770     0  0 

1,126     0  0 

778     0  0 


17,283     1     1 


311  10  0 
460  5  11 
724  13  3 
538  1  0 
1,623  10     0 


611   16     8 

411     0     0 

271     3  11 

746  13  4 

363  6  8 

180  0  0 

650  0  0 

1,710  10  10 


290  5 
1,039  18 

992  13 

925  12 

264     0 

869  3 
65     0 

391  13 
1,404     9 

184     G     8 

102  11   11 


14,532     5     9 


14,518  5  6 

2,438  6  8 

23,648  6  8 

618  6  11 


41,218     5     9 


£    s.    d. 


£      9,      d,         £     9.     </. 


X   I.  i 


707     I     0 


70    0    0 


338     0     0 


4     6     0 


10  16     0 


9  9  0- 

0  17  6  ,  - 

•   . 

0  18  0  ,  - 

-   . 

163     7     2 


. 

15  5 

0 

. 

5  0 

0 

1  5 

4 

. 

1  14 

0 

3  IS 

! 

• 

0  10 

6 

41  15 

8 

- 

10     0     0 


1  10     0  !  . 


195  0  0 

. 

^    ^ 

^ 

241  13  10 

•    •    • 

- 

20  0 

0 

- 

442  0  0 

-    -    - 

• 

- 

4  0 

0 

- 

•    •    . 

170  0  0 

, 

. 

16  5 

1 

•• 

.    .    . 

280  0  0 

. 

- 

. 

- 

- 

214  14  10 

•    •    - 

- 

. 

2  12 

6 

- 

•    •    - 

,    -    _ 

. 

- 

</92  9 

2 

-    ^    - 

... 

. 

. 

8  I 

9 

384  7  6 

"    "    ■ 

• 

- 

*    * 

- 

2,522  17     2 


520     0     0 


17     4     6  i     206  16     7 


28  15  8  j 

0      3  0; 

1/4,669    5  4  I 

;  A  169  15  0  I 


4,767  19     0 


I  QiDtraet  wofk.        h  The  road  is  repaired  by  contract,  the  contractor  collecting  and  receiving  the  tolls  at  two  of  the  toll-gi»tes,  and  50/.  m  additoo. 
/InclodLag  3,901/.  18«.  4</.  renU  of  estates.  g  Including  payments  to  parishes.  h  Inc  hiding  accountant 

/  IncUiding  arrears  and  30/.  gratuity.  w  Including  arrears. 
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10. 

Total 
Income. 


EXPENDITURE. 


"N 


11. 

Manual 
Laboar. 


12. 

Team  Labour 

and 

Carriage  of 

Materials. 


13. 

Materials 

for 
Surface 
Repairs. 


£  9.    d. 


13.  1,M2  14  4 

14.  S,54d  12  5 

15.  969  12  10 
16.;  770  18  0 
17.,  1,126  0  0 

16.  778  0  0 


£  J».  d. 


358  13  9 

.508  12  B 

202  4  1 

143  0  & 

168  16  8 

206  17  2 


JL    8,    d. 


131  16  5 

148  11  4 
74  7  2 
62  10  9 
7  10  0 
76  6  11 


£  8,    d. 


328  6  9 

606  1$  3 
423  11  10 

329  4  0 
304  19  4 
173  14  5 


14. 

Land 
purchased. 


IS. 

Damage 

done 

in 

obtaining 

Materials. 


16. 

Tradesmen's 
Bills. 


17.  18,  19. 

Salaries  of 


Treasurer. 


I 
Clerk.  Sunreyor. 


£  8.     d. 


£  8.    d. 


£  $.    d. 


209  15  0  - 
50  0  0  ;  . 


5  J5  0   103  11  7 


186  2  6 

87  19  1 

35  10  10 

69  5  11 

40  19  4 


15  15  0 


£  8.    d. 


£  «.  d. 


60  0  0 


62  10 
40  0 
SO  0 
30  0 
25  0 


£  8.    d. 


60  0 

81  5 
52  0 
50  0 
52  10 
60  0 


17,407  4  3 


3,948  11  11   1,081  3  3 


5,034  8  6 


289  15  0 


1. 
.2. 
8. 
4. 
5. 

6. 

7. 

8. 

9. 

to. 

11. 

12. 

13. 


326  15  0 

466  II  S 

729  19  9 

608  I  0 

2,372  16  9 

11  16  8 

411  0  O 

271  3  11 

746  13  4 

363     6  8 

518     0  0 

650     0  0 

1,722     0  10 


192  14 

193  11 
343  13 

a  277     5 
446     0 


62  18  3 
47  13  11 
102  18     9 


127     8     6 

94     3     7 

196     2     4 


&60     0  0 

a  220     0  0 

138     5  9 

168     0  4 

160  15  8 

140  10  6 

392     1  10 


80     7     7 


870  10     1 


27     0  3 

125     6  1 

75  12  5 

76  1  10 
131  17  9 


26  13     8     1,119  17     4 


20     0     0 


556     6     0 


811     8     3 


7   19     0 


18  12  0 

19  0  9 
76  13  6 

188     8  10 

14  16  6 


c514  19     9  I       201     9     1  '       302     5     3 


14. 

485  5 

9 

1.5. 

1,301  12 

3 

16. 

1,438  IS 

4 

17. 

1,111  17 

7 

18. 

544  0 

0 

19. 

1,086  10 

4 

20. 

157  9 

2 

21. 

399  15 

1 

22. 

1,788  16 

10 

28. 

184  6 

8 

24. 

102  11 

11 

21  11     6 

514     4  II 

692  12     5 

*a483  13    4 


492     6 

42  11 

80     1 

e452     4 

29  10 

1     9 


1  8  10 
144  10  9 
178  17     9 


35  14  11 
227  3  6 
241     2  11 


-  1 


5     16 

17  14     0 

3     2     1 


8  2  7 
17  5  8 
16  17  5 
23  9  8 
30  18  6 

15  6 

14  15  6 

2     3  3 

65     2  2 

10  13  5 

4  19  11 

9  11  1 


10  10     0 


20  0  0 

25  0  0 

20  0  0 

15  0  0 


30  0  0 
21  0  0 
12  12     0 


39  0 

52  0 

39  0 

10  0 

70  0 

5  5     0 

5  0     0 

60  0     0 


7  10 
7  10 
7  10 
7  10 


7  10 
7  10 
7  10 
7  10 


30 
30 
30 
30 


7 
7 

*  1 
8  1 
0  i 
0 


103 

0 

4 

178 

5 

5 

45 

9 

2 

62 

6 

2 

26 

3 

11 

127 

17 

5 

272 

12 

0 

282 

12 

5 

4 

18 

0 

80 

9 

4 

35     2  11 
20  13  10 


26  14     6         20    0     0 


10  10     0 
5     0    0 


7  15     0 


30     0    0 


20  16 

9 

59  13 

8 

57  7 

11 

18  15 

0 

23  12 

7 

35  17 

11 

7  2 

3 

16  1 

8 

72  10 

11 

7  12 

8 

8  15 

11 

20  0 
30  0 
30    0 


6 
25 


20  0  0 

'       15  0  0 

I         5  0  0 

I       11  7  0 


140     0 


10  0 
72  16 
85  10 
20  0 
10  0 
40    0 


65     0     0 

15     0    0 

7  10     0 


17,799     4     0 


5,748     5     2 


1,708     6     8      3,143  13     5 


97     8     4       554     6     5 


76     0     0 


364  19     0 


866     1     0 


14,547     1     2 
2,438     9     8 


8.    28,212  12     0 
4.         788     1   11 


I 


545     0     0  i    1,842     1  10 


^5,965     9     0       4,783     1     2 
95     4     9  98  13  10 


1,818  18     4 


1,258     2     4      - 


330     0     0 


14,011     6     5 
70     I     4 


1,167     4     0 
98  12     9 


A486     9     2 
/65     0     0 


315     0     0 


989     3     4 
SI  90     0     0 


45,986     4     9 


6,605  13    9 


6,723  16  10 


15,900    6     1 


2,523  19     1 


881     9     2 


1,394     3     4 


c  Inoludinff  25iL  to  Brigg  Local  Board.  d  From  South  Holland  Drainage  Fund.  e  Including  cdBtract  vork. 

t  The  Local  Act  was  repealed  on  3l8t  December  1868.  k  Licluding  proceeds  of  sale  of  Trust  propeH|U 


F3 


Digitized  by 


Google 


ABSTRACT  STATEMENTS  OF  INCX)ME  AND  EXPENDITURE  OF 


NAMES  OF 
COUNTIES  AND  TRUSTS. 


EXPENDITURE— cwrfifiiiw/. 


20. 


Law  Charges. 


21. 

Interest  of 
Debt 


28. 


Ixuprovemeiits. 


2a. 

Debts 
I       paid  ofL 


24. 

Incidental 
Expenses. 


25. 

Kstimnted 

Value  of 

Statute  Dnty 

performed. 


26. 

TOIAL 
EXFBlllHTllUL 


COUNTY  OF  LEICESTER— 

continued, 

18.  Market  Haiboron^  and  Coventry 

14.  Market  Harborongh  and  Loogh- 

bofoogh  «  .  . 

16.  Melton  Mowbray        -         -        - 

16.  Melton  Mowbray  and  Grantham  - 

17.  Moirm  and  Gredey 

18.  Tamworth  to  Hairington  Bridge  - 


&    s.   (L 


5    0    0 


81 
10 


8     8    0 


COUNT^  OF  LINCOLN. 

Bonm         •  -  -         - 

Bridge  En^ 
Dee^ng  aid  Morcott 
Dextiiorpe|  -  -  - 

Donu%toii  •        -    . 

Foston  Bifdge  and  Witham  Com- 
mon      j- 
Oranthampnd  Nottingham,  Eastern 
Di^don  -  .  - 

Leadenhan^  and  Southwell,  Eastern 
District  .  .  -  - 

Lincoln  :-p 

Brannon  Road 

Newark  Road 

SaxilbyRond 

Sleaford  Roiid  -  - 

Lincoln,    Brigg,  Barton,  Caistor, 
and  Melton  .  .  . 

Lincoln  Heath  and  Market  Deep- 
ing:— 

Billingborough  District 

Boom  District 

Sleaford  District 
Lonth        i-  -  -         - 

Scartbo        .  -  -        - 

Sleaind  and  Tattershall 
Spalding  Barrier  Bank 
Spalding  and  Deeping 
Spilsby      :  -  -  -       - 

Ditto,  Btiiton's  Comer  District  - 
Swineshead  and  Fosdyke     - 


160    7  11 


41  12  10 


6    O 
8    4 


8  10    2 


6  10    O 


3  19    3 


£    *.  d, 

97     8  1 

31   12  9 

70     5  4 

198     1  0 

48  13  9 


870     2     2 


81   13     5 
142  18     6 


74  18     6 


142     6  11 
43     4   10 


51     0     2 


86  9  6 
62  3  9 
82  9  8 
90  2  0 
48  19  10 
92     3     8 


0 
16 

1 


10  0 
12  11 
2     6 


212  18     9 
243     0  11 


79     7     0 


COUNTY  OF  MIDDLESEX. 

1.  Commercial  Roads 

2.  Marylebon0  and  ilnchley     - 

3.  Metropolis,  Roads   North    of  the 

Thames  '  -  - 

4.  Pinner  and  Rickmeraworth 


92     7     6 


1,446  10     6 


25     2  0 

11   16  0 

74  17  8 

96     9  11 


208     5     7 


1,747     3     6 
164     0  10 


21     I     8 


1,932     6     0 


£    8,    d. 


729     2     7 
290  12     8 


1,630  13     8 


&  $.  d. 

a  500  0  0 

1,038  0  0 

100  0  0 

6  134  0  0 


2,908  U  11 


d99     0     0 
c295     0     0 


200     0    0 


76     9     6 


/271     5     2 


870  0 

150  0 

150  0 

0200  0 

A  150  0 


1*467   IT     6 


il451   15     0 


76     9     6  '    2,804  17     8 


142  18     0 


142  18     0 


/  5,303  14     0 
912,340     0     0 


368  10     6 


8,012     4     6 


d. 


51     9  11 

50    8  11 
13     9     1 

5  6 

6  9 


10 

9 


9  15     3 


697  11     6 


12  11  4 

14     8  8 

20  14  6 

6  12  8 

24  18  6 

6     8  8 

8     2  3 

1     2  0 


1  16 
1  16 
1  16 
1  16 


40     9     5 


6  14  6 
11  0  10 
18     4     0 

7  2     6 

23     6     6 


15     7  6 

4  15  0 

4  10  0 

4     4  0 


232  11  10 


881     0  4 

68     4  0 

1,245  10  3 

fi87     3  3 


2,281  17  10 


£    M.    d. 


70    0     0 


&    t.  d. 


1,708    1   6 

8,688  16   7 
1,244    8   7 

820  16  10 

985    4 

649  U  10' 


19,155  le 


462  15 
452  2 
789  6 
593  10 
2,001  19  II 


170    0     0 
280     0     0 


520    O     0 


92  19   e 

342  17   9 

260  18 

766  12 
375  12 
500  2 
612  17 

1,604  U   7 


522  16 
1^89  15  10 
1,506  18   € 
1,000    2  10 
522  12    ' 
1,169  11 
157    9 
499    0 
1,876    I 
148    8 
119  13 


17,718  16    € 


14,066    2    4 
2,584    0  10 

28,723    1    0 
1,233  16    0 


46,607    0    2 


V  For  debts  of  606/.  7«.  8</. 
y-FordfArtBof222/. 


^Fordebtsof  135i:  10«. 
A  For  debts  of  192/.  6s,  Id. 


c  Ineluding  675/.  not  bearing  interest 
I  For  debts  of  475/*  k  For  debts  of  500t 
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TURNPIKE  TRUSTS  IN  ENGLAND  AND  WALES,  1868. 


M 


DEBTS. 

ARREARS    OF    INCOME. 

27. 

Sonded 

or 

B£ortgage 

JDebto. 

28. 

Rate 
of  In 
teres! 
per 
cent. 

29.                    80. 

-      Floating           Unpaid 
t                         ! 

Debts.      1      Interest. 

i 

31.                    32. 

Balance 

due  to             Total 
Treasurers 

on  3 1  St  Dec        Debts. 
1868. 

33. 

Arrears 

of 

ToUs  for 

current 

Year. 

34. 

Arrears 
Of  Parish 

Com- 
position 

for 

current 

Year. 

35.        1         36.        1           87.                    38. 

-A^^^"         A«^-        Balance  in 
ofotkcr        ™"    ,  Treasurers'  ,     Toi:al 
^^«<^P*«        A»«na,     !    Hands  on     ' 
for  current!     ^^         31st  Dec.          Ashbts. 
Year,      j      ^«^-     ;        1868.        | 

r. . 
J- 

3.979     6     4 

1,650     0     0 
c788     0     0 
1,815     0     0 

3 

4 

4 
3} 

1 

£     s.    d, 
9     2     8 

1  - 

£,    s.    d,       £     s.    d. 
999     5     9  [  - 

21     6     4  i  . 
62  11     7  ;  - 

1 

! 

£     *.    rf. 

4,987  14     9 

1  , 

1,650     0     0 

809     6     4 

1,377   11     7 

^      8,     d.        i,    8,    d 

i 

-  !  - 
241     0     0      - 

.      M,     8,     d 

£    M.    d. 

j 

j.       £     8.    d. 

618  16  10 

482  19   11 
813     4     9 
76    8     1 
657     6     9 
359  12   10 

€     8,    d. 

618. 16  10 

482  19  U 
318     4    -9 
76     3     1 
667     6    ^ 
600  12   10 

1 

27,786     7  11 

1 
-      .          9     2     8 

1,964     8     7  j  ^ 

29,759  19     2 

472  U     0  j  - 

i 

1 

'  1  ■ 

7,082  14     5 

7,655     5     5 

1. 
9, 
3. 
4. 
5. 

6. 
8. 

I: 

1. 

2. 
8. 

4. 

5. 
6. 
7. 
8. 
9. 
0. 
1. 
t2. 
13. 
4. 

1,733  10     0 
3,100     0     0 

2,488  10     0 

1,100     0     0 
1,031     5     0 

1,166     6     8 

1,708     0     0 
1,250     0     0 
925     0     0 
2,736  18     9 
2,474     5  10 
2,575     0     0 

4,718  15     0 
[5,875     0     0 

3,695     0     0 

4 
3 

4 

2 
3 
3 
3 
2 
3 

4 
"   2i 

1 
1 

- 

17  12     6 

•         •         . 

1     4     5 

- 

79  17     2 

780     9     7 
191     3     7 

* 

9     3     1 

39   15     0 

4     3     3 

1,733  10     0 
3,117  12     6 

2,488  10     0 

1,100     0     0 

9     3     1 

1,032     9     5 

39   15     0 

1,166     6     8 

1,708     0     0 
1,829   17     2 
925     0     0 
2,736  18     9 
2,474     5  10 
2,575     0     0 

5,499     4     7 
5,566     3     7 

3,699     8     3 

93     0     8 

1 

1 

:    : 
:    - 

'  i 

! 

"  1 
"  1 

1 

i 

: 

7  12     8 

8  9     2 
319     1     1 

61   13     4 
79  19     8 

60     7     2 

206     8     is 

26     8     8 

48     5  10 

21   19     2 

206     0     0 

332  13  10 
102     6     8 

9  3     0 
89  12     3 

172  19     8 
68  13     5 

341   11     I 

454  14     0 

71   17     2 

i 

7  12     8 

8  9     2 
319     1     1 

61   13     4 
79  19     8 

60    7    a 

206     8     5 

26     9     8 

48     5  10 

2119     2 

206     0     0 

832  13  10 
102  6  8 
102     9     8 

89  12  3 
172  19     8 

68  13     5 

341   11     7 

454  14     0 

71   17     2 

36,077  11     3 

-      - 

- 

1,070     7     3  !  53     I     4  ;  37,200  19  10 

1                     ' 

93     6     8 

1 

- 

.  1  2.689  16     9 

2,783     8     5 

1. 
2. 

3. 
4. 

y 

i  30,702  10  10 
4,650     0     0 

5 
3      1 

-      -    J 

2,780    9     0 
),500    0     0 

821   18     0 
243  10     0 

1 
( 

31,524     8  10 
7,673  19     0 

3,500     0     0 

t45     3     3 

1 

;    ; 

1 

( 
1 

\ 
1 

1 

6,951     5     5  1 
2,804     0     4  ; 

4,412     8     0 

7,396     8     8 
2,304     0.  4 

4,412     8     0 

85,352  10  10 

-      -    ( 

(,280    9     0 

1,065     8     0 

-  1  42,698     7   10    A 

45     3     3  ■ 

i 

- 

■ "    '1 

13,667  13     9 

14,112  17     0 

! 

i- 

d  For  debts  of  100/. 
/  For  debts  of  5,682/.  15s.  Sd. 


e  Including  45/.  accented  in  discharge  of  debts  of  50/.  /  For  debts  of  274iL 

m  For  debts  of  2,350/.  it  Including  57/.  15s.  9d.  compensation  to  the  surveyor. 
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ABSTRACT  STATEMENTS  OF  INCOME  AND  EXPENDITURE  OF 


1. 

NAMES  OF 
COUNTIES  AND  TRUSTS. 


2. 

Balance 
in  Treasurers* 

Hands  on 
1st  Jan.  1868. 


Balance 

due  to  the 

Treasurers  on 

1st  Jan.  1868. 


CX)UNTY  OF  MONMOUTH. 

1.  Abercame  *  -  - 

a.  Abergaveimy        .  -  . 

3.  Bigswear- 

4.  Chepstow  .  .  .  - 

5.  Chepstow       and      Abergavenny, 

Shirenewton  Branch    - 

6.  Monmooth  .  .  • 

7.  Newport  -  - 

8.  Pontypool  -  -  •  - 

9.  Uskbistrict 


#.    d. 


190  15 
517  15 


54     9  10 


£      9,      d. 


18  11     0 


17  IC 
470  14 
157     I 

84  3 
187     1 


X  t    1,629  16  10  !       18  11     0 


1. 
2. 

3. 

4. 

5. 

6. 

7. 

8. 

9. 
10. 
11. 
12. 
13. 
14. 
15. 


COUNTY  OF  NORFOLK. 

Aylsham  and  Cromer 
Ely  to    Downham  (''The  North 
District")        -  -  - 

Lynn,  East  Gate  - 
Lynn,  South  Gate  - 
Lynn  and  Wisbech 
New  Buckenham 
North  Walsham 
Norwich  and  Fakenham    - 
Norwich  and  Scole 
Norwich,  Swaffham,  and  Mattishall 
Norwich  and  Watton 
Norwich  and  Yarmouth     - 
Stoke  Ferry 

Thetford    -  -  -  - 

Wells  and  Fakenham 


COUNTY  OF  NORTHAMPTON. 

B^bury  and  Lutterworth  Road  : 

1.  Banbury  to  Drayton 

2.  Lutterworth  to  Badby 

3.  Brackley  Roads,  Consolidated 

4.  Buckingham  and  Hanwell,  Lower 

Division  ... 

5.  Crowland  and  Eye  -          -  - 

6.  Dunchurch            -            -  - 

7.  Hardlngstone  to  Old  Stratford 

8.  Higham  Ferrers  -           -  - 

9.  Kettering  and  Newport  Fagnell  - 
id,  Kettering  and  Nortbampton 

11.  Little  Bowden  and  Rockingham    - 

12.  Market  Harborough  and  Brampton 
18.  Market  Harborough  and  Welford  - 

14.  Northampton  and  Cold  Bray  field  - 

15.  Northampton  to  Newport  Pagnell- 

16.  Old  Stratford  to  Donchurch 

17.  Oundle  and  Middleton  Lane 

18.  Peterborough  and  Wellingborough 

and  Ehon  Branch 

19.  Ditto,  Clapton  Branch 
BO.  OtiMfiiid  and  Kettering  - 
Jl.  Thomeyltoad      - 

2!i.  Towcester  and  Cotton  End 

23.  Wansford  Road     ... 

24.  Wansford  and  Stamford    - 

25.  Warwick  and  Northampton 

16.  Wellingborough  and  Northampton 


289  8  5 


27  2  8 

1,088  16  3 

238  1  10 

75  13  0 

43  3  2 

7  13  10 

1,269  5  0 
167  1  11 

270  19  8 

2,258  9  5 

98  13  4 


5,545  0  I 


72 

33 


18  1 
14  0 


26  5  10 


422  6  4 


489  18  7  !  - 

113  2  2  I  - 
444  5  0  j  - 


64  15 

66  9 

19  6 

25  6 
277  19 
671  17  2 
184  4  4 
589  14  3 
296  11  11 


86  2 
164  15 

77  7 


224  14  11 
183  18  10 
297  9  1 
106  9  2 

44  15     1 

188  16     1 

87  19     9 


4,655  18     9 


35     8     4 


242 


48  13     2 


7     8     2 


333  17     1 


INCOME. 


4. 

Revenue 

received  from 

Tolls. 


445  0  0 

2,855  0  0 

509  15  10 

936  16  6 

120  12  8 

1,683  11  7 

2,450  0  0 

606  0  0 

810  16  0 


Parish 

Composition 

in  lieu  of 

Statute  Duty. 


£    «.    d. 
99  16  10 


Estimated 
Value  of 


Revenue 
from 


Statute  Duty ' 
performed.    !     Fines. 


8. 

Revenue 

from 
Incidental 
Receipts. 


9, 

Amoont 

of  Money 

borrowed  oo 

theSecaritj 

of  tbeToH 


I 


A     s.    d..    A    8,    d.: 


d. 


I 


10,417  12     7        608  19     0 


80  11     2 
428  11     0 


2     0     3 
.15     0 


5     0     0- 

I     0     0  !  . 


69  17     4      - 

14     4     6  ,  - 

4  10     6      - 


3     5     3  i       94  12     4 


829     5     8 


595     0     0 


1,134  3 
1,060  10 
1,550  18 

273  n 

410 

523 

233 

768 

.392 

542 

477 

347 

469 


95  0  0 

1    i    1    1    •    1    1        lit 

0     4     0 


17   15     U        300     O     o 


0  19     8      - 


0     5     0 


22 

8 

3 

0 

5 

3 

1 

19 

6 

0 

14 

11 

4 

6 

5 

20 

0 

0 

0 

6 

0 

34 

11 

2 

1 

4 

5 

0 

17 

0 

3 

13 

6 

60 

0 

4 

I 

9,607     1     3  I       95     0     0 


0     9     6        175     I 


908     0     0  1  - 

484  15     0      - 

1,618  11     8  1- 


12     0     0 
10  16     1 


748     0     0 
121     0     0 


590  0 
675  0 
357     0 

1,134  0 
540  10 
279     1 

1,530  12 

1,165  8 
513  6 
545     6 

1,282  8 
278  10 


1,323  15  4 

43  15  0 

939     8  4 

358     1  8 

666  15  0 

879     6  8 

308  13  11 

1,.593     0  0 

522     0  0 


168   15     0  !  - 


262     3 

170     0 

94  17 


4  !  . 

Si: 


2     0  0  I 

0  17  6  i 

12     1  0  I 

20     0  0  i 


1 


104     0     4. 


70     7     4 


2  12     0  ,  . 
199     0    0  i  - 


28     0     0 

32  10    Q 

6     5     6 

50     6  11 


18,906     6     7 


5     2     6 

j       38   10     0 


870     3     0 


1     0     0 
26     4     2 


447     5     8 


a  iBcluding  materials,  &c 


b  For  i  year. 


c  Contract  work. 
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10. 

Total 
Incomk. 


EXPENDITURE. 


11. 

Mamml 
Labour. 


12. 

Team  Labour 

and 
Carria^  of 
Materials. 


13. 

Materials 

for 
Sarface 
Repairs. 


14. 

Land 
purchased. 


15. 

Damage 

done 

in 

obtaining 


16. 


17, 


I 


Tradesmen's  i 
Bills. 


18. 

Salaries  of 


19. 


Treasurer. 


Clerk. 


Surreyor. 


£  B.  d. 

544  16  10 

2,862  O  3 

iH>9  15  10 

939  1  6 

201  3  10 

2,112  2  7 

2,519  17  4 

620  4  6 

815  6  6 


£     t,     d. 


£    s.     d,\ 


£    8,    d. 


£    s.     d. 


£    s.     d,  £    $,     d. 


£    s.    d. 


c/. 


a  262  16 
686  2 

51 
473 


6 

0 

15  10 

0  11 


I 


263 

16 

127 


75 
855 
681 
308 


7  4 

4  8 
11  4 

5  5 


316  18  11 


11  0 
431  5 
528  15 

85  16 
144  19 


137  14 

1  11 

57  5 

10  18 
35  14 
221  5 
19  4 
80  16 


I   12  12  0 

i    4  5  6 


32  7  7 
87  12  6  i 
17  16  7  ! 

33  13  4 


\ 


I  14  6 

21  0  7 


4  18  0 

t   56  4  11 

,   62  8  11  !  -    -    -  I 

-  i  189  6  5  I 

,   14  16  2  i   17  5  1  i 


10  10  0 


10  0  0 


20  0  0 


10 

0 

0  , 

25 

0- 

0 

50 

0 

0 

140 

0 

0 

10 

0 

0 

7 

10 

0 

30 

0 

0 

100 

0 

0 

10 

0 

0 

15 

0 

0 

35 

0 

0 

78 

15 

0 

40 

0 

0  ' 

170 

0 

0 

67 

10 

0  , 

. 

. 

. 

21 

0 

0 

70 

0 

0 

1 11,124  9  2 


3,711  2  11  }  1,609  3  4!   564  10  5 


155  5  6  '  350  16  7 


1 


40  10  0  I  213  10  0   606  5  0 


1.1  1,147  5  2 


304  12  2 


690 

1,156 

1,060 

1,552 

274 

414 

543 

233 

802 

393 

543 

481 

413 

469 


19  8 

11  7 

15  3 

12  10 
6  7 
6  5 

11  8 

11  0 

12  10 
4  5 
8  8 
8  6 

16  1 
1  6 


109  0  0 
248  11  0 
300  13  10 
422  17  4 
106  7 
95  5 
186  1 
113  17 
290  13 
167  5 
193  18 

76  8 
123  3 

77  10 


1 


374  18  3 


287  15  11 


46  16  9 
368  14  10 
276  1 
227  14 

34 

48 

59  8  11 

24  17 
27  7 

25  4 
139  13 

42  7 
90  4 


0 
1 

8  11 

9  5 
1 
3 
7 
6 
7 
0 
3 


42  9 
330  17 
192  9 
303  7 

79  8 
104  0 
IS8  10 
107  18  10 
265  12  5 
122  9 
111  17 

48  16 

15  1 

28  11 


- 

- 

- 1 

30  10 

4 

- 

: 

- 1 

5  16 

0 

-  i 

• 

- 

" 

4  9 

0 

. 

- 

. 

1  12 

8 

• 

- 

-  i 

. 

.  ; 

- 

- 

-  i 

8  19 

6  ; 

- 

; 

-  i 

28  19 

6 

-  1 

60  2  0 


40  0  0 


40  0  0 


5 
13 
42 
51 
13 
24 
14 
10 
32 
18 
53 
21 
77 
16 


7  6  I 
16  11 
13  7 

10  6 

11  9  ! 

16  10  I 
19  11  I 

17  3 
15  8  : 

0  4  : 
4  1  ) 
6  9  i 
11  8 

18  6  I 


2  2 
2  2 


20  0 

26  0 

27  0 


27 

21 


. 

• 

so  0 

0 

10  10 

0 

20  0 

0 

. 

. 

16  16 

0 

. 

« 

SO  0 

0 

. 

. 

30  0 

0 

. 

* 

20  0 

0 

5  5 

0 

31  5 

6 

- 

- 

20  0 

0 

40 
58 
92 
100 
20 
25 
80 
40 
52 
35 
35 
SO 


40     0 
26     0 


i 

w 


I 


10,177  12     2 


2,816     6     4       1,780     6     4      2,229     1     7 


80     7     0  I     456  13     3 


19  19     0 


=1= 


339     1     6  I     663     0     0 


920 
495 


3.,    1,618 


O  0 
11  1 
11     8 


748 
121 
592 
675 
537 


334  19  2 

173  18  7 

467  2  8 

225  15  2 


9J  1,416 

10. 1  710 

11.:  373 

12.  1,533 


17  6 
16  0 


3 

10 


1,364 
513 
573 

1,314 
388 


18  8 

4  4 

8  4 

6  8 

6  8 

18  4 

15  10 


146  3  1 

c461  13  0 

c300  0  0 

318  12  7 

160  9  6 

33  0  1 

362  16  8 

383  18  6 

245  16  0 

142  6  1 

248  13  3 

197  3  1 


! 


128  18  10 

73  9  7 

202  9  5 

54  4  9 


101  17  4 


240  2  4 

136  18  0 

469  14  2 

307  17  3 


176  7  4 
28  0  0 


151  2  6 
102  8  10 

40  17  4 
276  9  9 
154  10  11 

79  4  3 
124  15  9 

88  5  1 

51  5  8 


159  11 
235  10 
136  10 
265  7 
466  15 

42  0  3 

247  17  5 

187  16  10 

0  17  6 


4  5  9 


17  9  1 
-  I   63  9  6 
14  16  4  I   52  6  5 


10  0  0 


10  10  0  i 
50  0  0 


1 


9  18  0 


14  6  7 


6  8  0 

9  17  9 

2  6  8 

82  19  5 


1,374  2  3 

114  2  4 

944  10  10 

358  1  8 

705  5  0 

379  6  8 

309  13  11 

1,619  4  2 

522  0  0 


472  18 
a  75  18 
368  4 

88  2 
114  9 

92  16 
110  7 
401  15 
213  2 


1  \ 

7  ( 

8 

5 

0 

5 

4 

2 

8 


275  18  8  !   346  10  5 


128  17 
101  11 

68  12 
117  16 

40  14 
217  9 

81  4 


208  2  2  ' 

44  17  9 

285  8  3 

43  4  0 

98  16  9 

476  16  10 

125  8  5 


9  7  10 
8  16  0 


25  15  1 
10  0  4 
12  15  8 
63  2  11 
27  18  6 

0  19  8 
48  4 
52  9 
17  6 

8  19 
71  10 


6  0 

0 

5  0 

0 

,  • 

.. 

15  0 

0 

10  0 

0 

20  0 

0 

15  0 

0 

12  12 

0 

20  0 

0 

20  0 

0 

10  10 

0 

L  * 

c 

55  0 

30  0 

70  0 

60  0 

S  0 

45  0 

10  0 

52  0 

70  0 

30  0 


25  18  4 


15  13  0  i 


0  10  0  54  5  1 

-  1  13  1  10 
15  3  7  !  88  10  4 

-  I  8  6  8 


t 


10  0  0 

10  0  0 

6  6  0 

10  10  0 


4  0  0 


\ 


23  13  3 

6  6  0 

88  0  4 

16  15  9 


4  4  0 

65  0  0 
15  0  0 


80 
25 
15 


SO  0  0 


8  0  0 


5  5  0 

SO  0  0 

26  5  0 

SO  0  0 


150 

120 

35 

50 

100 

35 

101 
14 
60 
20 
60 
20 
36 
80 


0 
0 
0 

0 
0 
0 

0 
0 
0 
0 
0 
0 
0 
0 
0 
0 

0 
0 
0 
0 
0 
0 
0 
0 


20,223  15  3 


6,139  16  9 


2,662  4  0 


4,730  10  3 


190  7  8 


801  6  1 


195  10  0 


SOS  IS  0 


1,305  0  0 


=F 


G 
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ABSTRACT  STATEMENTS  OF  INCOME  AND  EXPENDITXmE  OF 


/ 


NAMES  OF 
COUNTIES  AND  TRUSTS. 


EXPENDITURE— ccmhHuec/. 


20. 


Law  Chftrgei. 


SI. 

IntoKttof 
Debt 


SS. 


jbnprofiemeiitB. 


23. 

Debts 
paido£ 


24. 


Incidental 


25. 

Estimated 

Value  of 

Statute  Datj 

pecfi>nned. 


J6. 

TOIAL 
EXPEKDITTU. 


COUNTY  OF  MONMOUTH. 


1.  Abercarae  •  -  - 

2.  Abergavennj        ... 

3.  Bigswear  ... 

4.  Cl^pstow  ... 

5.  Chepstow      and      Aberig^yennj, 

Shirenewton  Branch 

6.  Monmouth  ... 

7.  Nefwport        -         -  - 

8.  Pontypool  -  .  - 

9.  Usk  District  ... 


COUNTY  OF  NORFOLK. 


I 


Aylsham  and  Cromer 
Ely  to  Downham    C*The  North 
District")  -  -  - 

Lynn,  East  Gate        ... 
Lynn,  South  Gate     -        - 
Lynn,  and  Wisbech 
NewBncke^iam        .        .  . 

Nortk  Walsbam 
Norwich  and  FiJLenlttm 
Norwich  and  Soole 
Norwich,  Swsffham,  and  Mattishall 
Norwich  and  Wattoa 
Norwich  and  Yannooth 
Stoke  Ferry  -  .  - 

Thetford    ... 
Wells  and  Fakenham 


COUKTY  OF  NORTHAMPTON. 

Banbury  and  Lutterworth  Road : 

1.  Banbury  to  Drayton 

2.  Lutterworth  to  Badby 

3.  Braddey  Roads,  Consolidated 

4.  Buckingham  and  Hanwell,  Lower 

Dirision        -        .         - 

5.  Crowland  and  Eye      ... 
%.  Dnnefaurch  ... 

7.  Hardingstone  to  Old  Stratford 

8.  Higham  Feners        .        . 

9.  Kettering  and  Newport  PagneU     - 

10.  Kettering  and  Northampton 

1 1.  Little  Bowden  and  Rockingham    - 

12.  BCarket  Harborough  and  Brampton 

13.  Market  Harborough  and  Welfoid  - 

14.  Northampton  and  Cold  Brayfield  - 

15.  Northampton  to  Newport  Pagnell  - 
le.  Old  Stratford  to  Dnnchurch 

17.  Oundle  and  Middleton  Lane 

18.  Peterborough  and  Wellingborough 

and  Elton  Branch 

19.  Ditto,  Clapton  Branch 

20.  aiamford  and  Kettering 

21.  ThomeyBoad         -         .  - 

22.  Towcester  and  Cotton  End 

23.  Wansford  Road        ... 

24.  Wansford  and  Stamford 

25.  Warwick  and  Northampton 

2e.  Wellingborough  and  Northampton 


rf. 


8  16    2 
32     2     6 

4  16     2 

44  14  U 

6     8     0 


96  17     9 


61     8     6 
0     5     0 


4  0  6 
13  15  8 
10  18     0 


0     5     0 
26     8     4 


117     1     0 


37   15     6 
18     6     3 


33  17     4 


20  10  6 

21  18  10 
5  13  2 

25  18  10 

26  7  5 

0 

4 


16 
41 


48  16 
34     7 


3 
34 


14  14 


14     1     9 


31     6     0 
2     5     0 


36  19     0 
5  10     0 


472  18     0 


\ 

a  Indnding  1,000^  not  bearing  interest 
ff  For  debts  of  200/.  h  For  debts  of  50/. 


£    $.   d. 


£    «.    d. 


£    $.   d. 


538  10     5 
314  19     8 


6765     0     0 


197     0     0 

39     0  11 

6     0     0 

85  18     3 


32  16     0 

327     0     7 

5  13     0 


c405    0     0 


1,181     9     3 


365     9     7 


1,170     0     0 


38     0     0 


5     1   10 


52     0     0 


13     0     0 


80   10     0 
102     0     0 
12     0     0  ! 


323     8     1 


20     0     0 
31     5     0 


114  10     6      . 


417     7     4  .       374     8     1 


491     0     8 


34     2     9 


38  17  10  - 

53  19  9  • 

115  10  0  - 

5  14  I  - 

60  13  3  - 


29     2     9 


52  10     0 
14  15     0 


23   19     3 


21      0     4- 


18  10     6 


14   16     0 


468  15     6  !       505  16     8 


115  12  11 


200     0     0 


yll7  0     0 


432   12   11 


A45     0     0 


t  65     0     0 


illOO     0     0 

/lOO     0     0 

400     0     0 


»t50     0     0 


ol4     5     0 
600     0     0 


120     0     0 


1,494     5     0 


£    $,  d, 

14     3  9 

14     2  9 

0  19  3 

0  10  0 

1  10  2 
67     8  8 

#76     7  8 

9     7  10 

21     6  4  I 


£    $.    d. 


205  16     5 


10  18     2  I 


1,156    6 


24     7 

6  0 
22  13 
26     3 

0  12 

7  4 
11  15 
14     9 


6 

4 

45 

24" 

4 


12  10 


I  . 


220  18     3 


5  15  0 
4  6  6 
8  17     6 


9,947 


8     4 

6  1 

14  19 

8  18 

15  7 

9  10  6 

7  4  2 

15  16  2 
35  n  5 
31   17  8 

2  17  6 

5     5  0 

14     8  6 

13     7  1 

19     9  3 

0     2  3 

16  17  8 
11     4  1 

106  18  7 

5  18  5 

11     0  4 

53  17  6 

19  17  4 


453  12     2 


1,315  16  1 

223    S  ^ 

899  17  9 

310    I  « 

336    8  10 

323    4  3 

1.446    5  ' 

530    5  0 


19,722  14    1 


6  For  debts  of  800/. 
t  For  debts  of  100/. 


k  For  debts  of  400/. 


c  For  debts  of  450/1 

/For  debts  of  W 
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DEBTS. 

ABBEAB8    OF    INCOME. 

27.          ,     28, 
^^^J^^         Rate 

or               tere«t 
Mortgagei      "^ 

29. 

Floating 
Debts. 

! 

30. 

Unpaid 
i  Interest 

31. 

Balance 

dne  to 

IVeasnren 

on3l6tDec. 

1868. 

32. 

Total 
Debts. 

i 

33. 

Airears 

of 

Tolls  for 

otuTent 

Year. 

34.      f         86. 

po^on      Beceipts 
cJSSnt    for  current 
Teii,.          Year. 

36. 

Arrears 

of 
fonner 
Years. 

37.          ' 

Balance  in 
Treasurers' 

Hands 

on  31st  Dec 

1868. 

38. 
Total 

ASSBTS. 

1. 

2. 
3. 
4. 

5. 
6. 
7. 
8. 
0. 

^      s.    d,\ 

a  3,721   15  3 
15,105  10  0 
11,723     0  0  1 

2,600     0  0 
c/ 4,835     0  0 
1,100     0  0 
1,000     0  0 
2,510     7  2 

4&5 
4 
3 
8 

H 

i,    $,    d. 
7  10    0 

A      s,    d. 
39  16    0 
66     0    4 

2,809     0     0 

23  10     0 

£    J.    d. 

£     «.    d. 

3,761  11     8 
15,105  10     0 
11,789     0     4 

5^9     0     0 
4,886     0     0 
/1,100     0     0 
1,081     0     0 
2,610     7     2 

£    «.    d. 
78  10    0 

A    s.   d. 

£           t.        dl 

£     s.    d. 

-  i 
1 

i 

£     s.    d. 

891     4    2 

684  18     7 

61   12     7 

126     2     8 

73  16  10 
322  12     7 
524     0     1 
123     6    0 
159     6  U 

£     «.    d. 

891     4    2 

884  18     7 

61   12    7 

208  12     6 

78  15  10 
822  12     7 
624     0     1 
128     6    0 
169     6  11 

42,595  12  5 

-    • 

7  10    0 

2,938     6     4 

. 

45,541     8     9 

78  10    0  1  - 

. 

- 

2,465  18     3 

2,544    8     3 

1. 

2. 

3. 

4. 

6. 

6. 

7. 

8. 

9. 
10. 
11. 
12. 
18. 
14. 
15. 

300     0  0 

1,300     0  0 

2,500     0  0 

5,100     0  0 

300     0  0 

500     0  0 
575     0  0 

5,700     0  0 

5 
4 

H 

2 

4 

"   4 

4 

2 

•                - 

69     0    0 
51     0    0 

288     0     0 

i 
298     9     9 

68     7     3 

76     1     4 

156     2     2 

95  13     0 

598     9     9 

1,300     0     0 

2,637     7     S 

5,227     1     4 

456     2     2 

695  13    0 
863     0     0 

5,700     0     0 

— 

m                              m 

1 

8    0    0 

309     6     5 

1,160  14     7 

272     7   10 

408     3  11 

41   16     0 

1,042  18     6 
149     5     « 

241     4     6 

2472  14    8 

149     6    4 

3     0     0 

309     6     5 

1,160  14    7 

272     7  10 

408    8  11 

41   16     0 

l/>42  18     6 
149     5     6 

241     4     6 

2^72  14    3 

149     5     4 

1 
16,275     0  0  j  -      - 

-  i     408     0     0 

694  13     6 

17,377  18     6 

- 

" 

- 

3     0     0 

6,047  16  10 

6,05016  10 

U 
2. 
3. 

4. 

5. 

6. 

7. 

8. 

9. 
10. 
11. 
12. 
13. 
14. 
15. 
16. 
17. 

18. 
19. 
20. 
21. 
22. 
23. 
24. 
25. 
26. 

3,300     0  0 

1,400     0  0 

3,020     0  0 
;  1,653     0  0 

3,533     6  8 
195     0  0 

2,288     0  0 
1112,691     0  0 

2,760     3  2 

4,200     0  0 
1,460     0  0 

500     0  0 
120     0  0 

1         700     0  0 

'      4,869     0  0 

j     p5\5    2  11 

25     0  0 

|.           .         . 
430     0  0 

1 
None 

"  H 

I 

3 

? 

8 

4 

1 
None 

None 

'  H 
6 
3 

4 

5 

1  ' 

115  10     9 
12  12     0 

1 

1 

2  10     0 
5     8     0 

351     9     8 

269     3     5 
521   15  11 

'  32     3     1 

45     0     0 
22     0     0 

15  10     0 
16,528    4     0 

3  0     0 
49  16     3 

m                       m                       m 

1     297     9     4 

10     2     2 
15   13     2 

3,800     0     0 

1,402  10     0 

3,026     8     0 

1,653     0     0 

3,884  16     4 

195     0     0 

2,557     3     5 

13,328     6     8 

12  12     0 

2,792     6     3 

4,497     9     4 
1,495     0     0 

522     0     0 
120     0     0 

715  10     0 

21,407     6     2 

516     2  11 

28     0     0 

495     9     5 

89     6     8 

9  IS     4 
19     6     8 

1  ■      I 

28     0     0 

i  - 
1  " 

!  I           I 

1  I           1 

686  12  11 

97  19  10 
181    10    8 

98  12     3 
70     5     1 
65  14     0 

i         1  15     7 

290     7     6 

748    a    8 

249     3     9 

;     577     9     8 

I     556  13     1 

70  12     1 

30     1     9 

107     2     8 

'  38     7     9 

•     288     1     1 

74  18     6 

842     2     2 

j     154     9     2 

'       87  18  11 
175     5     7 
261     0     4 

686  12  11 

97  19  U) 
181  10     3 

98  12     8 
70     5     1 
65  14     0 

1   15     7 

290     7     6 

746     3     8 

249     3     9 

577     9     8 

556  13     1 

T8  12     1 

30     1     9 

186     2     8 

89     6     8 

38     7     9 

292  14     5 

94     5     2 

342     2     2 

!  154     9     2 

87  18  11 

j  175     5     7 

261     0     4 

1                              • 
43,649  12  9      -      - 

128     2     9 

i 
17,846    0     4  j     323     4     8 

61,947     0     6 

68     6     8 

- 

1              ■                 i       -     ■ 

28     0    0     -              -    5,146     7     6  '5,242  14     2 

r  — ^ ^^ '     ■           '•t ' iz 

d  Including  186^  at  4^  per  cent.  e  iaelndiog  RmnDey  Bridge  annuity, 

t  For  debts  of  88/.  n  Including  1,804/.  at  5  per  cent.  o  For  a  debt  of  19/. 

G  2 


/Exclusive  of  Rnmney  Bridge  debt. 
p  Including  202/.  18«.  9d.  at  4^  per  cent 
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ABSTRACT  STATEMENTS  OF  INCOME  AND  EXPENDITURE  OF 


NAMES  OF 
COUNTIES  AND  TRUSTS. 


2. 

Balance 
in  Treasarers* 

Hands  on 
1st  Jan.  1868. 


COUNTY  OF  NORTHUMBER- 
LAND. 

1.  Alemouth    and  Hexham,  Eastern 

District  ... 

2.  Allendale  ... 

5.  Alnwick  and  Egtingham     - 

4.  Berwick,  Norham,  and  Islandshires 
i>.  Cow  Cawsey  and  Buckton  Bum   - 

6.  Elsdon  and  Reedwaiter 

7.  Ford  and  Lowick 

8.  Hexham    .  .  -  - 

9.  Newcastle-upon-Tyne  to  Carlisle  - 

10.  North     Shields     and    Newcastle- 

upon-Tyne  -  -  - 

11.  Ponteland  ... 

12.  Shields  and  Morpeth 

13.  Wooler  and  Adderstone    - 

14.  Wooler  and  Breamish 


£  8,  d. 

27  9  9 

94  10  5 

309  13  8 

1  0  8 


154 

10 

8 

176 

0 

0 

13 

6 

10 

64 

6 

2 

245 

18 

7 

57 

6 

9 

495 

5 

7 

1,639     9     1 


COUNTY  OF  NOTTINGHAM. 

1.  Bawtry  and  Scrooby 

2.  Bingham  -  -  -  [ 

3.  Clown  and  Bodby 

4.  Dunham  Feny 

5.  Foston  Bridge  to  little  Drayton   -  \ 

6.  Hockerton  and  Kirklington  -  \ 

7.  Kirklnr  and  Pinxton  -  -  | 

8.  Man^Seld  and  Tibdidf       - 

9.  Manffield  to  Woi^sop       -  >  | 

10.  Nottin^^iam  and   Derby,  Satteni  j 

Division  -  -  •  i 

11.  Nottingham  and  Qrantham^Westem 

DivisioD  -  -  -  j 

12.  Nottingham  and  Bkeston    -  -  ; 

13.  Nottingham  and  KettertngyNorthem 

District  -  -  -  -I 

14.  Nottingham  and  Loughborough    -  ! 

15.  Nottin^^iam  and  Mansfield  -  j 

16.  Nottiuffham  and  Newhaven,  First  : 

District    •  - 

17.  Ketfbrd  and  Gainsborough  -  { 

18.  Retford  and  Littleborough  -  j 

19.  Worksop  to  Kelham  *  -  j 

20.  Worksop  to  Retford 


£ 


190  12     0 

119     0     4 

280     6     8 

12  18  11 

1,727     5     4 

249     8     2 

115  16     4 

45  13     4 

338     2  11 

11     9     8 


35  4  4 

1,483  2  1 

399  5  4 

161  6  6 

74  9  6 

273  10  8 

646  9  0 

127  1  1 


6,291      1     9 


COUNTY  OF  OXFORD. 

1.  Asthall  and  Buckland 

2.  Aylesbury,  Thame,  Oxford,    and 

Shillingford        ... 

3.  Banbur}',  Brailes,  and  Bareheston  - 

4.  Barrington  and  Campsfield 

5.  Iticester,  Aynho,  and  Finmere 

6.  Botley  and  Newland     t        -        - 

7.  Burford,    Chipping  Norton,  Ban- 

bury, and  Aynho    -        - 

8.  Charlbury  Roads 

9.  Deddington  and  Kidlington 

10.  Drayton  Lane  to  Ed^lml  - 

11.  Enstone,  Heyford  Bridge,  Bicester, 

Weston,  and  Kiitlington     - 

12.  Faringdon  and  BurfoM 

13.  Gallej  Hill  and  Clanfield  Cross     • 

14.  GosfordBo^d 

a  Contract  work. 


46    2     4 


93  15 
38  11 

3 
11 

189  18 
843  0 

5 
U 

149  7 
230  19 

6 
9 

8  4 

10 

245  13 

5  14 

45  14 

405  1 

0 

2 

6 

11 

3. 

Balance 

due  to  the 

Treasurers  on 

1st  Jan.  1868. 


£     8.  d. 

51  11  3 

383  17  0 

293  9  2 


728  17     5 


55  17     9 


1,672     1     1 


1,727  18  10 


65  10     7 


809  10     9 


INCOME. 


Revenue 

received  fix>m 

Tolls. 


Parish       |     Estimated 
Composition  \     Value  of 

in  lieu  of    j  Statute  Duty 
Statute  Duty.  I    performed. 


£  8,    d. 

500  0  0 

1,258  19  11 

228  0  0 

3,606  10 

1,688  16 

148  19 

990  7 

482  0 

675  0 


610  18  0 

1,000  0  0 

840  11  8 

274  7  6 

1,016  15  0 


13,221  4  11 


618  10 
272  10 

66  0 

85  0 
584  0 

249  6  8 

180  0  0 

515  19  8 

871  0  0 

869  16  0 

918  0  0 

825  0  0 

335  0  0 

890  16  8 

1,070  0  0 

2,220  0  0 

500  0  0 

268  0  0 

608  6  8 

475  10  0 


12,422  15  8 


218  0  0 

1,185  0  0 

802  10  0 

463  11  11 

502  0  0 

1,325  0  0 

1,387     2  3 

546  10  0 

542  14  3 

241     0  0 

795     0  0 

352     0  0 

136     0  0 

162     6  8 


£     8.    d. 


733     9     7 


303  5  1 
152  2  10 
116     4  10 


1,305     2     4 


32     3     8 


150     5     0 

72     0     0 

153  18     2 


408     6  10 


92  15     4 


125     6     7 

167     1     0 

62     3     0 


90     4     7 


A     t.    d. 


150  10    JO 


I     0     0 


15110     0 


Revenue 
from 
Fines. 


£     8, 

0  17 


8. 

Revenue 

from 
Incidental 
Receipts. 


9. 

AmoQor  I 
of  Money  ; 

borrowed  CO ; 

the  Seoiritj  i 
of  theToU.  1 


1  13 
0  5 


£  1.  </.  '  £    t.    d. 

46  2  0  - 
15  13  0  • 


0  : 


3  0 
81  10 
21  0 
10  0 
37  0 

7  10 


4!: 

0  ;  - 

0 ;  - 

01- 
0  I  - 

oi. 


12  0 
38  15  0  j 

13  10  0  1 


2  16  3 


0  2  3 
0  4  9 


0  1  9 


0  2  6 


27  6  0  I  • 


313  6  4  . 


11  18  6 


6  0 
14  8 

74  10 


10  0  0 


0  17  8 


42  7 

10 

5  7 

3 

9  1 

0 

3  2 

4  2 
6  7 


0  11  3  ,  191  2  1] 


1  9  2 


0  4  0 


45  0  0 


1  2  6 


6  6  0 


20 


6  0  0 


b  For  i  year. 


c  For  2  years. 


2  18  6  . 


d  Including  materials,  &c. 
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10. 

Total 
Income. 


EXPENDITURE. 


11. 


Manual 
Labour. 


12. 


I 


Team  Labour  | 

I  and  i 

Carriage  of    I 

Materials.     I 


13. 

Materiali 

fbr 
Sur&ce 
Repairs. 


14. 


15. 


Damage 
Land  done 

I  ^° 

purchased,   j     obtaining 
Materials. 


16. 


17. 


I 


Tradesmen's  | 
Bills. 


18. 
Salaries  of 


19. 


•  Treasurer. 


Clerk. 


Surveyor. 


I. 
2. 
3. 
4. 

5. 
6. 
7. 
8. 
9. 

lO. 
11. 
12. 
13. 
L4. 


546  2 
1,275  10 

228  0 
4,344  13 
1,770  6 

169  19 
1,803  17 

671  2 


£ 


</. 


698  14  10 

622  18  0 

1,038  15  0 

854  1  8 

274  7  6 

1,044  1  0 


217  15 

376  9 

«158  2 

al,635  0 

637  0 

37  1« 

303  13  2 

319  10  5 

2.54  17  4 

77  12  3 

896  6  7 

868  14  7 

79  5  8 

216  0  5 


£  t.    d. 

133  15  3 
167  4  8 


£  $.    d, 

123  16  1 
202  11  5 


£  s.    d. 


£  «.  d. 

2  3  0 
6  4  2 


£  9.    </. 


165  13  3 

7  16  0 

158  4  8 

88  4  2 

72  19  0 

22  8  0' 

115  1  9 

158  10  4 

58  5  8 

264  7  4 


212  8  5 

46  10  9 

198  0  0 

9  18  0 

57.4  7 


16  4  10 


0 


0 


6  0  2 
6  8  10 


53  14 
127  12 
113  14 

97  19 
263  4 


14,842  9  10 


5,078  5  10 


1,412  10  1 


1,506  14  7 


6  18  0 


3  10  0 


25  13  1 

53  4  8 

0  13  4 

156  11  6 

99  19  4 

9  4  1 

34  8  7 

17  4  11 

11  10  8 

16  5  2 

37  10  7 

24  0  10 

15  18  S 

88  13  9 


47  16  0 


540  18  8 


£  «.  d. 


30  0  0 

4  0  0 

30  0  0 

M5  0  0 


10  0  0 

20  0  0 

5  0  0 

20  0  0 

7  10  0 

25  0  0 


£  s,    d, 

20  0  0 
30  0  0 


40 
clOO 
10 
15 
20 
20 


15  0  0 


20  0 
12  10 
12  10 


166  10  0 


815  0  0 


£  8,    d. 

25  0  0 
60  0  0 


77  10  8 

125  0  0 

50  0  0 

50  0  0 

45  0  0 

5  0  0 

50  0  0 

46  0  0 
7  10  0 

40  0  0 


588  0  8 


1. 
2. 
3. 
4. 
5. 
6. 
7. 
8. 
9. 

10. 

11. 
12. 

13. 
14. 
15. 

Ifi. 
17. 
18. 
19. 
20. 


630  8  6 

304  13  8 

72  0  5 

99  2  9 

658  10  2 

899  16  8 

180  0  0 

525  19  8 

871  0  0 

870  13  8 

918  2  8 

828  10  3 

877  9  7 

897  8  11 

1,079  1  0 


283  9  6 
175  10  0 


84  10  1 
11  8  9 


85  6  6 
875  19  5 


11  12  7 
171  4  6 


(/24  0  0 

129  9  9 

106  14  8 

a  645  0  0 

a  275  0  0 

e 170  0  0 

a  228  0  0 

122  5  2 

a  883  0  0 


51  13  5 
45  2  0 


30  0  0 


2,223  2 

654  7 

846  7 

762  7 

475  10 


1,064  8 

</195  0 

60  14 

139  1 

63  1 


17  19  7 
56  12  2 
17  3  9 


80  14 
58  17 


11  11  10 
153  8  6 


7  5  5  1 
10  1  9  I 

13  19  9  ; 

4  11  11  I 
58  6  6  I 


0  1  2 


92  10  8 
46  0  7 


24  18  3 


1  10  0 


58  1 
95  19 
39  2 


5  I 
5  • 
8 


0  18  0  '  . 
13  3  2 

21  6  2  :  - 

26  5  0  ,  . 

i 
88  19  10  i  . 
18  1  10 


21  16  8 
48  15  8 
59  2  7 

38  10  1 

3  16  10 

5  18  9 

31  5  3 

22  9  4 


20 
25 

2 
10 
60 

5 


5  5  0 


0 

0 

2 

0 

0 

0 

12  8  6 
15  0  0 
87  1  0 

21  0  0 

21  0  0 
21  0  0 

21  0  0 

21  0  0 


26  0  0 

40  0  0 

5  0  0 

70  0  0 

20  0  0 

37  0  0 

30  0  0 

80  0  0 

5  0  0 

10  0  0 

16  0  0 

40  0  0 

85  0  0 

50  0  0 


40  0  0 

20  0  0 

20  0  0    10  0  0 

42  12  10  I   42  0  0 

29  4  4    80  0  0 


13,174  6  8 


4,425  19  7 


447  1  10 


655  14  8   . 


1  10  0  ;  444  9  1 


5  6  2 


448  8  8   495  0  0 


810  15  4 

1,231  9  2 

802  10  0 

464  14  5 

502  0  0 

1,825  0  0 

1,393  8  8 

671  16  7 

730  6  11 

303  3  0 

801  0  0 

852  0  0 

226  4  7 

185  5  2 


195  19  10 

343  17  4 

182  13  11 

^303  13  1 

218  2  8 

</490  0  0 

582  4  3 

a  232  0  0 

246  8  0 

68  12  2 

882  7  2 

50  5  2 

134  16  1 

57  7  8 


2  14  0 


/504  9  2 

80  3  0    181  16  5 

28  16  5  I    59  0  5 

49  17  11  I    16  3  0 


256  2  0 


146 

8 

0 

69 

18 

5 

164 

14 

4 

29 

8 

7 

20  10  10 

46 

4 

« 

2  5  0 


42  18  2 


6  12  0  1. 


12  10  0 


I 


19  6  2 
17  19  0  !  - 


10  0  0 


337  19  5 

4  4  11 

131  7  9 

115  15  7 

17  13  11 

72  16  3 


78  15  0   . 


21  18  6 
43  7  0 


35 
15 
14 


5  11 


2  11  9 

i 
0  17  6  ! 

0  10  10  I 

1  10  0 
4  8  4! 


21   1 

19  14 

2  1 

14  1 


20 
10 

8 
21 


\\ 

I 
7  .' 
6 
0 
8 

6  < 
9  < 
5  1 


10 
5 


25 
21 
80 
25 
21 


20  0  0 

60  0  0 
10  8  0 


87  2  0 


10  0  0 


25 
10 


25 
20 

110 
20 
15 
20 


5  5 

10  0 

5  0 


25 
21 


0 
0 

12  10  0 
12  12  0 


40  0  0 

20  0  0  - 
20  16  0/ 


f  Allowance  to  parishes. 


/Including  team  labour. 

G  3 


g  Including  contraet  work. 
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ABSTftACT  STATEMENTS  OF  INCOME  AND  EXPENDITURE  OF 


i 


EXPENDITURE— «oiKtiMC€d: 


NAMES  OF 
COUNTIES  AND  TRUSTS. 


20. 


21. 


22. 


I    Interefft  of     | 
Law  Charges.  ;  ImpToyements. 

Debt.        ! 


COUNTY  OF  NORTHUMBBR. 
LAND. 

1.  Alemouth  and   Hexham,  Eastern  < 

District  -  -  -  -  j 

2.  AUendale  -  -  -  -  ' 

3.  Alnwick  and  Eglingham  -  -  ' 

4.  Berwick,  Norham,  and  Islandshires  : 

5.  Cow  Cawsey  and  Buokton  Bum  - 

6.  EIsdoD  and  Reedwater 

7.  Ford  and  Lowick  - 

8.  Hexham  .  .  -  • 

9.  Newcastle-upon-Tyne  to  Carlisle  • 

10.  North  Shields  and  Newcastle-upon 

Tyne      -  -  -  - 

11.  Ponteland 

12.  Shields  and  Morpeth 

13.  Wooler  and  Adderstftee    - 

14.  Wooler  and  Breamish 


£    $.     d. 


COUNTY  OF  NOTTINGHAM. 

Bawtry  and  Scrooby 

Bingham  •  .  . 

Clown  and  Budby 

Dunham  Ferry    - 

Foston  Bridge  to  Little  Drayton    - 

Hockerton  and  Kirklington  - 

Kirkby  and  Pinxton 

Mansfield  and  Tibshtlf 

Mansield  to  Worksop 

Nottingham  and  Derby,    Eastern 

Drfinon  -  -  . 

Nottingham  and  Grantham,Westeni 

Difision  -  .  - 

Nottingham  and  Ilkeston  - 
Nottingham  andKettering,Northem 

District  *  .  - 

Nottingham  and  Loughborough    - 
Nottihgham  and  Manifield 
Nottingham  and  Newhaven, 

District .  -  . 

Retford  and  Gainsborough 
Retford  and  Littleborough 
Worksop  to  Kelbam 
Worksop  to  Retford 


First 


9. 
10. 
11. 

12. 
13. 

1^4. 


and 


COUNTY  OF  OXFORD. 

Asthali  and  Buoklaod 
Aylesbury,  Thame,    Oxford, 

ShiUingfbrd        ... 
Banbury,  Brailes,  and  Barcheston 
Barrington  and  Campsfield  - 
Bicester,  Ayaho,  and  Finmere 
Botley  and  Newland 
Burford,  Chipping    Norton,   Ban- 

buiy,  and  AyvHtiO 
Charlbury  Roads  - 
Deddington  and  Kidlington 
Drayton  Lane  to  Ed^hill    - 
Enstone,  Heyford  Bridge,  Bicester, 

Weston,  and  KirtHngton    - 
Faringdon  and  Burford     - 
Galley  HiU  and  Clanfield  Cross    • 
GosfordRoad       .  .  . 


33     4     8 


290     0     9 
5  18  10 


8     8     5 
34  15     4 


8     1     6 


375     4     6 


8     8    0 

6  14  10 

10     7     7 


1     8     1 


14  15     8 
6     1     6 


9     2 

18  19 

4  17 


97   13     8 


16  18     4 

10  12  10 

17  2     0 


33  16     8 


5     2     9 

18  U     4 
5     7     0 


£    $,    d. 


£     s,    d. 


23. 

Debts 
paid  off. 


24. 
Luidentai 


25. 


Estimated 
Value  of 
,    Statute  Duty 
I     perfotmad. 


36. 

Total 

£zp£31dituib. 


£      8,    d. 


400     0     0 


541     8  11 

39     0  0 

17  11  0 

107  11  2 

8  15  6 

17     1  6 

142  10  0 

271   10  9 


42   12     3   a  1,602  10     0 


183  18     6 


1,329     2     4 


-  '  147  5  0 

.  I  100  0  0 

-  I  280  0  0 

-  c'125  0  0 


42  12     8       2,654  15     0 


300     0     0 
60     0     0 


17  11  11  I  - 
13  10  0  J  - 
92  18  0  ,  - 
75  19     5      - 

10     2     8     • 

79  6  11  - 
86     4     0      - 


200     0     0 


£    $.    d. 

18  16  8 
14  18  6 
9  7  5 
20  14  6 
18  11  11 
14  3 
17  10 
1  11 
5     0 


6 

14 

6 

4 


3     6     0 
7     1     0 


11   13 
28  10 


164  18  10 


J396  15     6 


I    e372  18  11 
'       501     0     0 


233  15  10  -           -         -  !    y293  10  0 

188     4     6  -           -         -  {       400  0  0 

i 

7  12     5  255  12     2          250  0  0 

160     5     6  -           -         -  t    A286  15  0 

10     0     0  16  10     0            50  0  0 

408     0  11  

187  10     7  •           -         -       «200  0  0 


12  12     0 

13  8     5 
0  10  11 

0  18     6 
38  10  11 

2     0     9 
.4  11     0 

14  15     0 

1  2     0 


1,591     2     8  632     2     2       2,950  19     5 


68     4  7 

20     1  9 

13  12  10 

/103     2  2 

19     7  9 

48  16  6 

96  19  0 

1   10  0 

0  18  6 

1  7  6 
1     0  6 


453  .  5     7 


£    $.    d. 


£    t,  i 

566  19    1 
1,840  12  11 

172  3 
4,179  12 
1,428  18   2 

136  I 
1,171  a 

688  13  11 

609    6  11 

629    4 

1,066  16 

858    0 

293  18  11 

1,075    9 


14,217    3   9 


150  10     0 


1     0     0 


716  14 
395  10 
32  1 
74  1 
923  12  11 
417    6  10 

55  2 
451  15 
760    0  11 

795  12   « 

827    3    1 
826    0   i 

399    1    4 

832    6 

1,140    0  II 

1,803  2 
688  17 
250  2 
816  19 
589  12 


151   10     0  ,    12,795    3    6 


24     8     4 


162     0 

130     6 

5     0 

65  11 


269     6     6 


36     8     0 
33     0     0 


103     9     6 

134  17     1 

21   18     1 


18     0     0 


I 


181     0     0      A3^     0     0 

53  18     4  !  - 
2     0     0       /188     0     0 


5     2     0 

12     3     8 

10  10  11 

7     8     4 

5     3     6 

43  16     9 


m  25     0     0 


11   18 

0 

24  18 

10 

14     0 

3 

0  18 

0 

7.  7 

3 

9  10 

1 

2  12 

0 

0  11 

8 

286    9    6 

1,136  16  4 
645  10  10 
489  17  0 
420    5 

1,438    6 


1,453  13 
571  2 
613  5 
301  17 


797    0  1 

398  IS  6 

240  19  1 

247    4  3 


a  For  debts  of  1,766/.  I3s.  Ad. 
g  For  debts  of  40C/.  . 


b  Including  8,875i!.  not  bearing  interest 
h  For  debts  of  333/.  6«.  %d. 


c  For  debts  of  850/. 
I  For  debts  of  206/. 
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ft3 


DEBTS. 

AEEEARS   OF  INCOME. 

27. 

Bonded 

or 

Mortgage 

DebtB. 

28. 

Rate 
of  In- 
terest 
per 
cent. 

29. 

Floating 
Debts. 

30. 

Unpaid 
Interest.    . 

31. 

Balance 

due  to 

Treasnrers 

on3l8tDec 

1868. 

32. 

Total 
Debts. 

33. 

Arrears 

of 

TolU  for 

current 

Year. 

34. 

Arrears 
of  Parish 

Com- 
position 

for 

carrent 

Year. 

35.     ; 

Arrears 

ofotilier 

Receipts 

for  current 

Year. 

36. 

Arrears 

of 
former 
Years. 

37.                      .38. 

Balance  in 

Treasurers'  i      Total 
Hands  on     | 
31st  Dec.    j     Assets. 
1868. 

I. 

2. 
3. 
4. 
5. 
6. 
7. 
8. 
9. 

10. 
11. 
12. 
13. 
14. 

£      $.    d. 

8,200    0    0 

16,492     0    0 
900    0    0 
565     0     0 

4.299  0     0 
6  4,475    0     0 

400     0     0 

5,420     0     0 
13,577     0     0 

5.300  0     0 

6,000     0     0 

None 
«i 

5 
3 
3 

4 

None 
8 

£    s.    d. 
286  11     4 

1 
1,389    0  10 

£    J.    d. 
364  19     7 

i 
1 

42     8     6 

161     3     3 

•              • 

£      $.    d. 

8,200     0     0 

236  11     4 

16,856  19     7 

942     8     6 

565     0     0 

4,460     3     3 

4,475     0     0 

400     0     0 

1 

6,759     0  10 

18^77     0     0 

5,300     0     0 

6,000     0     0 

£    s.    d. 

*£*.</. 

£    g.    d. 

&    s.    d 
270    0     9 

£     *.    d. 

6  12     8 
29     7   U 

4     5     6 
474  14  10 

34  18     9 

136   19     7 
265     7   11 

7  0     5 
36     4     5 

242     0     1 

38     0     4 

463  17      I 

£     *.    d 

6  12     8 
29     7  11 

4     5     6 
474  14  10 

34  18     9 

136  19     7 
265     7   11 

7  0     5 
36     4     5 

242     0     1 

38     0     4 

733  17   10 

65,628     0     0 

-     - 

1/J75  12    2 

864  19     7 

203  11     9 

67,772    8     6 

' 

- 

- 

270     0     9 

1,739     9     6 

2,009   10     8 

I. 
2. 
8. 
4. 
5. 
6. 
7. 
8. 
9. 

10. 

11. 
12. 

13. 
14. 
15. 

16. 
17. 
18. 
19. 
20. 

7,616  15     3 

680     0     0 

450     0     0 

2,322  10     0 

1.133     0     0 

250     0     0 

2,142     5     0 
2,161   13     8 

7,000     0     0 
4,850     0     0 

7,166  13     4 

200     0     0 

8,651     0     0 

4,845     0     0 

U 

2 
3 

4 
4 

4 

3 
3 

"  Si 

4 

4 
5 

4 

60  18     0 

154     7  10 
80  10     8 

45     6     8 

... 
675     1     3 

1,575  16    4 

•              • 

7,616  15     3 

680     0     0 

450     0     0 

2,322  10     0 

1,239     4     8 

250     0     0 

2,142     5     0 
2,161   13     8 

7.000     0     0 
4,350     0     0 

7,166  13     4 
1,775  16     4 
9,480     9     1 
4,425  10     8 

144   13     4 
74     3     4 

- 

4  11     3 

224  17     2 
no    0    0 

1U4     6     2 

28     3     3 

320     5     8 

38     0     4 

1,462     2     7 

231    18     0 

240  13  10 

)     119  18     0 

449     2     0 

86   11      1 

35     1     5 
37   14     6 

1,461   10     4 
464     3     0 
100     6     7 

494     9     8 
239     0     5 

591    17     0 
12  18     8 

104     6     2 
253     0     5 
820     5     8 
38     0     4 
1,462     2     7 
231    18     0 
350  13   10 
264   11     4 
449     2     0 

86   11      1 

35     1     5 
37  14     5 

1,461   10     4 
542   17     7 
100     6     7 

494     9     8 
289     0     5 

591   17     0 
12   18     8 

48,468  17     8 

-      - 

295  16     6 

720     7  11  i  1,575  16    4 

1 

51,060  18     0 

218  16     8 

- 

4  11     3 

834  17     2 

6.518     2     5 

7,076     7     6 

1. 

2. 
3. 
4. 
5. 
6. 

7. 

8. 

9. 

10. 

11. 
12. 
13. 
14. 

1,220  17     8 

3,600     0     0 

4,326     0     0 

100     0     0 

1,595     0     0 

10,700     0     0 

1,262  10     0 
1,100     0     0 

3,377     0     0 

2,150     0     0 

780     0     0 

2 

? 

5 

4 
3 

! 

3 
5 
8 

114     4     0 

10  0     0 

11  14     1 

127  15     0 

118  19     4 

3  10     6 

64     0     0 

894     0     0 

38     0     0 

96     0     0 
43  18     8 

90  13     2 
192     8  10 

1,220  17     8 

3,727  15     0 
4,444   19     4 

308     7     8 

1,659     0     0 

11,094     0     0 

1,262  10     0 

1325     8   10 

10     0     0 

3,473     0     0 

2,205   12     9 

730     0     0 

42  10     0 

'          -i 

-  1 

4     0     6 

70     8     2 

183     8     1 
195   U     1 

271   13     0 
729   14     6 

89     3     2 
331   13     5 

9  10     3 

249  12   11 
19     0     8 
31     0     0 

343     2  10 

70     8     2 

188     8     1 
195   11      1 

271    13     0 
729   14     6 

89     3     2 
378     3   11 

9   10    3 

249   12   11 
19     O    8 
31     O    0 

343     %  10 

MVw6thlBai45SL 


il  For  debts  of  600/. 


#Fov  debts  of  4l4i:  15s. 


/Xnclodiqg  80A  to  Soutbeni  Division,  and  8/.  2f.  6d,  to  Centra  Divitioo. 
/  For  debts  of  200/.  m  For  debts  of  50/. 
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ABSTRACT  STATEMENTS  OF  INCOME  AND  EXPENDITURE  OF 


I)  AMES  OF 
COUNTIES  AND  TRUSTS. 


Balance 


I 


Balance 


in  Treasoren*  I    doe  to  the 

Hands  on      Treasurers  on 
Ist  Jan.  1868.    Ist  Jan.  1868. 


COUNTY  OF  OXFORD— con/. 

15.  Henley  and  Dorebester     - 

le.  St  aemenfs  -  -        - 

17.  Stokendiarch  and  Woodstock 

18.  Ditto,  Islip  Branch 

19.  Thame  and  Bicester 
SO.  Thame  and  Postcombe 

ai.  Woodstock  and  RoUright  Lane     - 


COUNTY  OF  RUTLAND. 

1.  Grantham,  South  District     - 

2.  Leicester  and  Peterborough,  Up- 

pingham District 

3.  Nottinfffaam  and  Kettering,  South 

Division  -  .  - 

4.  Oakham  -  - 


1. 
3. 
8. 
4. 

5. 
6. 
7. 
8. 
9. 
10. 

11. 
12. 
13. 
14. 
15. 
16. 
17. 

18. 

19. 
20. 
21. 


INCOME. 


Revenue 

received  iW)m 

Tolls. 


Parish 
Composition 

in  lieu  of 
Statute  Duty. 


7. 


Estimated 
Value  of 
Statute  Duty 
performed,   j     Fines. 


Revenue, 
from 


Revenue 

from 
Incidental 
Receipts. 


9. 

Amoont  of 

MuDcy 
borrowed  OB 
the  SecoritT 
oftheTdL 


£      s.   d. 


286     7  11  I 

\,!i55     2  11   I 

539  19     9 


17     8     0 
8  19     2  I  - 
43  12     9 


4,753  15     0 


16     3     9 
101     5     9 

4  17     8 


122     7     2 


375     1     4 


16  18     6 


16  18     6 


COUNTY  OF  SALOP. 

Bishop's  Castle,  First  District 
Bridgnorth  and  Shitfiial 
Bnrltun  and  Llanymynech 
Cleobury  Mortimer  District 
Cleobuiy  North  and  Ditton  Priors  • 
Coalbrookdale  and  Wellington 
EUesmere  District 
EUesmere,  Wem  Division      - 
Leighton  and  Buildwas 
Ludlow    Roads    (Three    Districts 

consolidated)        -        -  -  j 

Siiinsterley  and  Churchstoke  -  | 

Morville  and  Shipton         -  -  ! 

Oswestiy     -         -  -  -  } 

Preston  Brockhurst  -  -  t 

Shiffiial  District       -  -         -  . 

Shrewsbury  (Nine  Districts)  -  | 

Shrewsbury,  Wenlock,  and  Bridg-  i 

north  -  -  -  i 

Wem    and    Bron-y-Garth,    First  | 

District        -        -  -        -  > 

Ditto,  Second  District  -  . 

Weston  Gate  (Bewdley  Act) 
Whitchurch  and  Maddey  -  ' 


43 

6 

3 

4 

5 

2 

105 

8 

10 

71 

1 

0 

244 

4 

3 

446 

12 

0 

101 

19 

11 

165 

12 

7 

674 

18 

8 

54 

19 

1 

76 

12 

3 

38 

3 

9 

451 

10 

2 

42 

7 

0 

341 

7 

0 

254     0     5 


398  15  0 

278     5  8 

155     7  4 

262  19  2 


543  10  10 


£      3,960  15     1 


COUNTY  OF  SOMERSET. 

1.  Bath 

S.  Black  Dog        -  -        • 

3.  Bridgwater 

4.  Bruton  «... 

5.  Chard        ... 

6.  Crewkeme 

7.  Frome        -  .  - 
6.  High  Ham  and  Ashcott 

a  Pftid  to  parishes. 


992  5  1 
142  5  3 
210  12  11 
345     4     6 

99  17     0 

398  15     8 

53     8  10 


797  11     3 


66  15  10 


d. 


975  13  4 
908  6  8 
1,602  0 
94  0 
435  0 
145  0 
422  10 


13,261      5     1 


406     0  0 

413  14  5 

505     3  0 

454  15  0 


d. 


£      s.    d.\     £    s.    d. 


537  10     6 


1   13     2 


6     0     0 

5     0     0 

32     3  10 


40     0     0  i 
0     2     0 


165     0     6  1- 


1,779  12     5 


I 

0     4     0!          1    15  0 

-  c335  10  6 

-  d9\   12  0 


I 
0     4     0  ;     428  17     6  :  - 


1,194  0  11 
204  5  1 
303  5 
826  13 
348  10 
294  11 
469  6 
151  0 
82  13 


334  14     6  i  - 
80     0     0  '  . 


32  18     5 
0     3     6 


2,676  10  8 
266  0  5 
101     8 

2,692  10 

1,340     0 
295     3 

1,917  12 


1,292  11     6 

455  16  8 

25  10  11 

184  15  9 

GOO     0  0 


54     0     0 


20  11 
15     0 

1  5 

2  2 
10     0 

2  16 


22  13     8      - 


76  10     0 
79  16     0 


87     2     3 
28     b  10 


25     4    -0 


4     1     6 


74     4     2 

12     1     0 

8     0     0 


979    15     4 


40     0     0 


2  19     5 
38  17   11 


15,722     5     8        690     4     6  '  - 


-  I     4     1     6  1     358  18  11         979   15     4 


5,732  4 

1,385  0 

3,120  0 

1,190  8 

742  17 

1,570  0 

1,845  7 

49  0 


235  15     0 


0     7     0 


161  0 
57  7 
14  18 


0  '  - 
0  •  - 
0      - 


.  I 


118     5     0     . 


b  Induding  team  labour. 


c  Inclnding  328/.  10#.  itceiTed  from  Leiocftar  District. 
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- 

EXPENDITUBE.                                                                                     '^ 

10. 

Total 
Inoomb. 

11. 

MftTlttftl 

Labour. 

12. 

Team  Labour 

and 

Carriage  of 

Materials. 

13 

Materials 

for 
Sar&ce 
Repairs. 

14. 

Land 
pnrchased. 

15. 

done 

in 

obtaining 

Materials. 

16. 

Tradesmen's 
Bills. 

17.                    18.                    19. 
Salaries  of 

Treasurer. 

OeriL. 

Surveyor. 

15. 
16. 
17. 

la 

19. 
20. 
21. 

JS     «.   d. 

981  13    4 
913     6    8 
1,634    3  10 
94     0     0 
475     0     0 
145     0     0 
422  12     0 

£     8.    d. 
224  18     8 

£    t.    d. 
196    3     5 

£    t.    d. 

239  12     1 

£     s.   d. 

£    «.   d, 
13  10    0 

£    $.    d. 

34    0    2 
29  14     8 
18     1     7 

£    $.   d. 

£    «.    d. 
100     0     0 

£    s.   d. 
150    0    0 

292     5  11 

a  69  10     6 

124  14  11 

15     1     1 

162     4     2 

316     9     9 

.    50a  19     3 

- 

1     1    6 

- 

45     0     0 

80    0    0 

34     4     4 

6  239  15     6 
6  49     1     5 
' 16  10     8 

^          r           n. 

2  10    0 
9     3    4 

12     4     1 

1     7     0 

25  14     7 

7    0    0 
3    0    0 

10     0     0 

5     0     0 

35     0     0 

30    0     0 

6     0     0 

52     0     0 

13,965     9     3 

4,372     2     7 

1,441  15     2 

2,522     0     9 

- 

146     1  11 

346  10     3 

65  10     0 

472  14     0 

698     4     0 

1. 

% 

8. 
4. 

407  19     0 

^49     4  11 

596  15     0 
454  15     0 

145  18  10 

147  11  10 

147  14     I 
178    9  10 

48     8     0 

80  12     1 

78    0    5 
47  19  10 

64  17     8 

160  13     1 

232     1     0 
128  16    2 

-           .           - 

5    0    0 

.825 

12     4  10 

33     5     9 
23  15     7 

20    0     0 

10     0    0 

10     0     0 
20    0     0 

89     0.0 

39     0     0 

89     0    0 
50     0     0 

2,208  13  11 

619  14    7 

255    0    4 

586    7     6 

. 

5    0    0 

77     8     7 

.        .         - 

60     0     0 

167     0     0 

1. 
2. 
3. 
4. 

5. 
6. 
7. 
8. 
9. 

10. 
11. 
12. 
13. 
14. 
15. 
16. 

17. 

18. 
19. 
20. 
21. 

1,561  13  10 
284    8     7 
303     5     0 
847     4     8 
417  10    0 
295  16     8 
471     8     1 
161     0     0 
85     9     9 

2,699     4     4 
342  10     5 
181     4     4 

2,779  12     8 

1,368     3  10 
295     3     4 

2,021     1  11 

1,304  12     6 

463  16     8 

1,005     6     3 

227  15     2 

638  17  11 

588     8     4 

61     6     4 

120  19     9 

267  19     0 

128     0     6 

58     6  11 

149     1     4 

43     0     2 

12  13     5 

1,059  18     1 

84     8     2 

31   14     3 

1,531     8     2 

327  17     8 

e 140     0     0 

/1,053     9     0" 

587     7     0 

188     8     6 

165     5     6 

80  15     4 

206  18     I 

348  17     9 
34  14     0 
13     1     4 
75  14     7 
58  14    3 
28    0     0 
31     9     7 

4  14     6 

560     0     5 

20  19     7 

20  11     6 

137  16     4 

178     9     0 

471     7     5 

161     2     1 

83  15     0 

31  17    0 

60     1  10 

8  10     0 

. 

10  11     8 

27  11     6 
8     5     0 
1  10  11 

38     8     7 

35     0    0 

25     0     0 
10  10     0 

15     0     0 

120  0     0 
16     0     0 
16     0     0 
88     0     0 
30     0     0 
15     0     0 
40     0     0 

160     0     0 

15  12     0 

•  10     0     0 

105     0     0 
70     0     0 

121  1     4 

52     0     0 

20     0     0 
23     9     8 
12     0     0 
50     0     0 

17     2    4 

3  8     0 

602     9     6 
9  16     5 

4  10     0 
272  18  10 

91  10  11 

92  6     1 
19  17     5 

.           •           - 

4  0     0 

21  15     9 

15     8     0 
24  12  11 

*        •        •> 
15  17     0 

2  10     0 

5  0     0 

9     4     6 

6     0     5 

33     6     4 

5  15     3 

115     7     0 

2     7     9 

5  10  10 

80  10     5 

33  13    0 

4     9     0 

58     7  10 

30     2     2 

29     6  10 

10     0     0 
20  16     8 

10     0     0 

10     0     0 
6     0     0 

21     0     0 
15     0     0 
15     0     0 
50     0     0 
30     0     0 
25     0     0 
60     0     0 

30     0     0 

g2S     9     7 

5     0     0 

30     0     0 

40     4     3 
77     9     6 

97  14    3 

. 

- 

1  16     6 
14     6     4 

- 

17,755     5  11 

6,887     5     6 

2,847     1     1 

1,807     2     7 

- 

99  15     4 

501     0     2 

65  16     8 

380  19     7 

964     3     0 

1. 
2. 
3. 
4. 
5. 
6. 
7. 
8. 

5,893    4     1 
1,678     2     0 
3,134  18     0 
1,190     8     4 
742  17     6 
1,570     7     0 
1,463  12     9 
49     0    0 

1,259  16    3 
478  18  11 
748  17     9 
«570  11     3 
e400    0    0 
241  14    0 
698  15  11 

668  13     3 
186     1     2 
309  11     6 

1,804    4  10 

61     1     3 

506  17  11 

50    0     0 

90     5     9 

26  18     6 

5  15     0 

72  13     8 
23  16     1 
55  10     8 
60  16     6 
34  15     0 
72     6     9 
54  17     9 

70     0     0 
25     0     0 

20    0     0 
25     0     0 

10     0    0 
30     0     0 
70     0     0 
30     0     0 
40     0     0 
40     0     0 
50    0     0 
10     6     0 

290    0     0 

110     0     0 

190     0     0 

50     0     0 

14     1     0 

60     0     0 

220     0     0 

-     -     -y 

133     2  10 
241     6     1 

150    0     1 
57     6    7 

91     4     8 

30     1     8 
17  10     8 

" 

d  Including  80/.  from  Ncvthem  DiTinon 


e  Contract  work. 

H 


/  Including  materials.  g  On  account* 
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ABSTRACT  STATEMENTS  OF  INCOME  AND  EXPENDITURE  OF 


/ 


NAMES  OF 
CODNTIES  AM>  TEUSTS. 


COUNTY  OF  OXFORD— c<m<. 

15.  Uenlej  and  Dorcheeter 

16.  St  aement*fl 

17.  StoVGiicliarch  and  Woodstock 
IS.        Ditu>,  Mip  Branch 

19.  Thame  uud  BiceHter 

SO.  Thame  and  I'oHtcombe 

3L  Woodstock  aod  iloUright  Laae 


COUNTY  OF  RUTLAND. 

I,  Grantliam,  South  District      - 

a,  LeicesttT  and  reterbortitighi  Up- 
pingham District 

3.  Nottiflgham  and  Kettering,  South 
Diriflion        _         _  _        . 

4»  Oakham        -       • 


BXPENDITUBE-«m<dwcerf. 


20. 


Law  Charges. 


£    «.  d. 


102  IS  11 


6  10    2 


6  10    2 


COUNTY  OF  SALOP. 

Bighop's  Castle,  First  District        r 
Bridgtiorth  and  Shi6iial 
BurltOQ  and  Llanym}7iecL 
Cleohiiry  Mortimer  District 
t-li!obury  North  and  DUton  Priors 
Coalbrookdalc  aod  Wellington 
Elkwiiere  Discrtt-t        *        .         . 
EUc-^mcre,  Wem  Llivisifjn     - 
Lcighton  and  BT1jldwa^^ 
Lndiow    Roads    (Threi?    Districts 

con&olids^ted)         .  _  « 

Minsterle)'  and  ChuTChHtokf 
Morville  and  Shipton 
C?swc5try       _         - 
PrestOD  Brookhnrsjt 
8hiffna1  District 
Shrewsliiuy  (Nine  Districts) 
Shrcwab  ury,  Wenlock,  and  Bridg- 

north        "  -  *        - 

Wem    and    Bron-j'-Gartb,    First 

District  -  ^  _ 

DitKj,  Becond  District 
Weston  Gate  (Bewdley  Act) 
Wbitchurch  and  MadeJey 


COUHTY  OF  SOMERSET. 

U  Bath 

2.  IMack  Bog 

3.  Bridgwater 

4*  BratOn       ^  ..  _ 

5.  Chard  -  _  , 

6,  Crewkafne 

7*  Fi^nie  *  -         - 

L  8.  iHgh  Ham  and  Ashcott 

a  Inerc^aed  from  :]^  per  cent 
k  For  dt^titji  of  445/. 


21. 

Interest  of 
Debt 


£     «.  c^. 


14  3 
55  12 
569  12 
17  17 
67  10 
42  10 
40     0 


1,793  12    8 


31     0    2 
245*  19     0 


276  19     2 


22. 


Improyements. 


28. 

Debts 
paido£L 


A    s.    d. 


236  18  4 


22  14  6 
16  12  1 


20  18  4 
2  19  8 


7  10  0 


16  6  4 


86  0  11 


43  7  2 


5  16  6 
8  2  3 


97  2  2 

46  18  0 

38  1  9 

68  18  11 

62  17  0 

125  10  3 

156  10  3 

8  0  0 


63  19  1 


60  0  0 
119  9  8 
131  9  10 


176  8  1 

153  8  7 

85  10  0 

38  14  5 

46  17  6 


1,479  15  6 


826  11  0 

610  15  6 

131  2  6 

272  15  11 

18  0  0 

236  17  11 

33  12  2 

52  3  t) 


A     $.    d. 


1,471  8  0 


2,062  8  0 


24. 


Incidental 
Ezpenset. 


A   s.   d. 
19  14  9 


0  19 
6  12 
4  14 

3  0 

4  4 


195  6  5 


10  12  10 

21  19  S 

c42  19  S 
2  13  0 


78  4  4 


200  0  0 


45  0  0 


168  19  10 


165  0  0 


378  19  10 


109  18  7 
75  0  0 


35  0  0 
74  9  3 
20  0  0 


« 140  0  0 
/lOO  0  0 


A  400  0  0 

1 490  0  0 

120  0  0 


A600  0  0 


200  0  0 
o 165  0  0 


2,415  0  0 


p784  0  0 
1,067  10  0 


r398  0  0 
200  0  0 


25. 

Estimated 

Yalneof 

Statute  Dnty 

perfinrmed. 


A    t.    d. 


53    0 
I     8 

10  13 

41 
6 
0 


5 

0 

4 

11  10 

4     3 


10 

2 

13 

11 


4     3  8 

2  14  4 

2  10  6 

55     8  2 

22     9  1 

14  10  9 

44  14  8 


9     5     3 

6  12  0 
66  3  11 
12  9  1 
20  17  11 


386  13  11 


50  6  4 
32  18  6 
80  10  11 
23  1  11 
41  8  5 
31  17  6 
0     4     0 


b  Increased' from  3^  per  cent  c  Including  20/1  3«.  6d,  paid  to  Centre  Division, 

t  For  debts  of  500/.  k  For  debts  of  800/.  /  Including  1 ,400/.  at  4  per  cent 

q  Including  2,550/.  at  3/.  3«.  per  cent,  and  1,550/L  at  2/.  16«.  per  cent 
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DBBTS. 

ARBEABS    OF  INCOME. 

.       27. 

Bonded 

or 

Hortgage 

Debts. 

28. 

Bate 
of  In- 
terest 
per 
cent 

29. 

Floating 
Debts. 

80.                   81. 

Balance 
Unpaid           doe  to 

Interest      on  81stDec. 
1868. 

82. 

Total 
Dbbts. 

88. 

Arrears 

of 

Tolls  for 

current 

Tear. 

34. 

Arrears 

of  Pariah 

Oom- 

current 
Tear. 

35. 

Arrears 

of  other 

Beceipts 

for  current 

Year. 

86. 

Anears 

of 
former 
Years. 

37. 

Balance  in 
Treasurers* 

Hands 

on  81st  Dec. 

1868. 

38. 

Total 
Assets, 

15. 
16w 
17. 
18. 
19. 
20. 

21:. 

650     0     0 
18,692  12     0 
12,305     0     0 

550     0     0 
1,350     0     0 

850    0     0 

600     0     0 

None 

a4 

64 

5 

5 

4i 

£     i.    d. 

105    6  10 

5  16    8 

£      8.     d. 

27  14    2 

635     8     5 

55     0    0 

£    i.    d. 
6     0     9 

£     $,    d. 

677  14    2 
13,692  12     0 
18,545  10     8 

550     0     0 
1,356     0     9 

850     0     0 

660  16     8 

£    B,    d. 

0    6    8 
15  13     4 

£s.d. 

£«.</. 

£   $.    d. 

£    «.    d 

275  19    0 
911  14     3 
343  18  11 

29  18     9 
87     3     8 

£     9.     d. 

275  19     0 

911   14     3 

344     0     7 

15  13     4 

29  18     9 
87     3     8 

60,658  19     8 

-      - 

247     1     7 

1,599     1     1 

289     2     9 

62,794     5     1 

58  10    0 

- 

- 

4    0    6 

4,177     7     8 

4,239  18     2 

2. 

a 

4. 

672    6     6 
2,166  13     4 

4 

- 

512  17     9 

13  17  11 

672     6     6 
2,679  11     1 

13  17  11 

10  18     4 

. 

- 

- 

ifl     3     3 

132  10     7 

12     2     0 

51     3     3 

132  10     7 

22  15     4 

2,838  19  10 

-      - 

- 

512  17     9 

13  17  11 

8,365  15     6 

10  13     4 

- 

- 

- 

195  15  10 

206     9     2 

1. 
^. 
3. 
4. 

5. 
6. 
7. 
8. 
9. 

10. 
11. 
12. 
13. 
14. 
15. 
16. 

17. 

18. 
19. 
20. 
21. 

3,080     0     0 

1,150     0     0 

d  1,100     0     0 

2,700     0     0 

2,140     0     0 

3,106     0     0 

3,000     0     0 

160     0     0 

908     0     0 

y  1,558     0     0 
9,728     6  11 
10,900  -0     0 
2,779     4     6 
2,550     0     0 
840     0     0 
6,480  17     6 

4,000     0     0 

Z  2,000     0     0 

m  9,557     7  10 

1,400     0     0 

1 ,050     0     0 

3 

4 

51 

3 

4 

5 

5 

Id 

4 

U. 
3 

4 

None 
d&4 

Si 

5 
5 
2 
3} 

9     0     0 

89  16     0 

124     0     0 
95     0     0 

0  3     0 

6,319  11     6 
55     0     0 

123     3     6 

1  14     1 

65     0     0 
n        -        - 

220  IS  11 

14  13     8 
7  17     1 

8,300  12  11 
1,150     0     0 

1.139  16     0 
2,700    0     0 

2.140  0     0 
3,224     0     0 
3,095     0     0 

160     0     0 
908     3     0 

1,558     0     0 
9,728     6  11 
17,219  11     6 
2,834     4     6 
2,550     0     0 
840     0     0 
6,613     1     0 

4,016     7     9 

2,065     0     0 
9,557     7  10 
1,407  17     1 
1,050     0     0 

25     0     0 

7  10     0 

64     0     0 

84     0    0 
22     1     8 

29     7     3 
42  10     9 

11  11  11 

- 

95  10    0 

- 

106     4     5 
47     1     3 
353  10     7 
181  16     8 
248     8     9 
510  13     8 
151     0     9 
75     0     0 

644  12  10 
246  11     3 
107  19     6 

49  16  10 
419  11     7 

26     0     7 
195     4     2 

303  12     7 
2     0     5 

192   13     6 

25  0  0 
113  14  5 
111  1  3 
353  10  7 
265  16  8 
270  10  5 
510  13  8 
151     0     9 

75     0     0 

740  2  10 
246  11  3 
107   19     6 

49  16  10 
419  11     7 

26  0  7 
224  11     5 

42  10     9 

303  12     7 

2     0     5 

11   11   11 

192  13     6 

70,181   16     9 

-      - 

9     0     0 

6,823     8     1 

243     3     8 

77,257     8     6 

286    1     : 

r  - 

95  10     0 

- 

3,861    19     4 

4,243   10   11 

1. 
2. 
3. 

4. 
5. 
6. 

-^8. 

18,035     0     0 

30,539  19     1 

1,225     0     0 

^9,350     0     0 

550     0     0 

5,200     0     0 

600     0     0 

2,390     0     0 

4i 
2 

4 

4&5 
4 
4i 
If 

303  13  10 
16  15     4 

6     9     6 

39     0  11 
479  15     6 
100     0     0 

i     181  14     0 

. 

18,888  18  10 

80,539  19     1 

.     1,280  16     3 

9,829  15     6 

650     0     0 

5^00     0     0 

600     0     0 

2,528     8     6 

7   10     0 
10  15     0 

- 

- 

- 

855   18     8 

192     9     6 

177     7     1 

520  18     3 

106     7     3 

1       72  16     2 

1     212     1     9 

1       40     1   10 

863  8  8 
192  9  6 
177  7  1 
520  18  3 
105     7     3 

72  16  2 
212     1     9 

50  16   10 

d  Including  100£.  at  4  per  cent  e  For  debts  of  200/.  /For  debts  of  1 06/.  g  Including  858/.  at  8  per  cent. 

m  Bonds  actually  issqed  for  5,600/.  only.  n  None  has  erer  been  paid.  o  For  debts  of  200/L  p  For  debts  of  800/. 

r  For  debts  of  400/. 
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NAitES  OF 
COUNTIES  Am)  TRUSTS. 


COTJKTT  OF  SOMERSET- 


9, 

10. 
11. 

12< 
15* 
IS- 
17* 
IS, 
19. 
20, 
31, 
32. 
S3, 


Hcheiter             .            _  _ 

Eminfiter        -            ^          -  - 
Lanf^ort,  Somerton,    and    Castle 

Gary     .           -           -  - 
Mart(>ck  and  South  Petherton  Roads 

(united)            «            -  - 
"  Mm^hf^  Roads  '*  (anited) 

Iladfitock       -           -           -  - 
Sbepton  Mallet 

^untoQ        -            -            -  - 

Wedmote             -             _  - 

WeUfl      -            *        -        -  - 
Wells  and  Iligtibridge 

West  HoTptiy      _        -        ,  - 
Weston  H»uper-Mara  tmd  Worie 

WiDCUQton     -            ,         .  - 

WifeHscombe         -          -  - 

YeoTil        -        ,        -        -  , 


COUKTY  OF  STAFFORD. 

Albrigbton  and  Tong 
Afihborne  to  Leek  _  ,  * 
Ashbj^-de-lft-Zoncli  to  Tuthary  - 
Birmingbain  and  Wednefibuiy 
Bljth  Marsh  '  '  "  ," 
Barton- npon-Trent  to  Abbot's 
Bromley  ^  -  - 

Buttertoii  Moor  End 
Caonock  and  Tenkridge    - 
Cht^adle   (Five    Districta    consoli- 
dated) _  -.  - 
Darlastota          -          ,          -        - 
Darlej  Moor  and  Ellsmlon     - 
Gfeat  Chell  and  SUtlton 
Handswoiih  and  Perry  Bar  (nnitt'd) 
HacJey  and  Bucknall    - 
High  Bridges  and  I'ttoxeter  - 
Lawton,  Burslcnii  and  Newcuist  la- 
under-Lym^     _            ^  - 
Le^k,  Bn^ton,  and  Jlonyusfi 
Lxcbfield  (united)         _        •        - 
Kew  Biddulph        _            -  - 
Nt^wcastlc-under-Lym!*  and  Dray- 
ton      ,            -            *  - 
Newcastle-uuder-Tivme     and     Kc- 
clcshall            .            ^             - 
Newc-astlt'Under*Ijynif>  tn  Leek 
KewcaBlle-nnder-L)'me  and  Nant- 
irieh        ,            -             -  - 
Newport  and  Stonnall 
Rngfelcy  and  Stone,  and  Branches 

United 
Sandon,    ITiigbfidge,   1  [ildtrstone, 

and  Draycoll-tn-tbe-JItKirs 
Sedgley  Roiidj^     _        _        _        _ 

Ditto,  New  KondB 
Spath  aiid  Hanging  Bridge    - 
Stafford  District 

Stone ^  Lane  Etid^  and  Trentham   - 
Stourbridge  and  Bridgn(ulh 
Street  way    and   Wordeley    Green, 
and  Wolverhampton    and  Can- 
nock       -         - 

34,  Tamworth        *        .  *  _ 

35,  Tunstall  and  Bosley     -        -        - 

u  Indudiiig  material  B,  &c. 


L 
2+ 
3, 
4, 
5, 
6. 

7, 
8, 
9, 

10. 
IL 
1%, 
13. 
14, 
15, 
16, 

17. 
18. 
19, 
20. 

21. 

22* 
23. 

25. 

26- 

27. 
28. 
29, 
30, 
SI. 
32, 
33, 


Balance 
in  Treasurers* 

Hands  on 
1st  Jan.  1868. 


£    s.  d. 

38    6  8 

271     5  8 

679  14  5 

79  16  0 


530  19  9 

256     7  1 

81     2  8 

898  17  9 

246  18  2 

22     1  2 

65     5  6 

359  11  5 

266  17  3 


5,539  12     9 


24  10     8 


418     4     0 

128     1     1 

1,022  11     2 


73     4  5 

1,238     8  7 

316     7  6 

65  18  8 

5  10  2 


49     8     6 

492  13  4 

292  12  6 

144  15  4 

178     2  5 

533  17     6 

172     9     6 
1,148  11     0 

359  14     0 
443     2  10 

538  10  11 


387  11  11 
248  13  8 
106  2  2 
1,847  5  6 
335  2  9 
317  19     9 


141  8  1 
204  2  6 
207     2     6 


Balance 

due  to  the 

Treasurers  on 

Ist  Jan.  1868. 


98 
83 
38 


17  2 
13  7 
12     5 


287  19     0 


151   11     5 


6  13 
5  13 

63     8 
75     1 


35     4     6 


INCOME. 


Revenue 

received  from 

Tolls. 


&    8,  d. 

748    0  0 

1,503  11  8 

2,185  11  8 


725  0 
1,721  10 

962  11 
2,196  3 
3,391 

313 
1,805 

566 

632 


192     2     9 
986     0     0 


1,231 
1,300 


35,593  11     7 


185     0  0 

520     0  0 

856  IS  4 

4,454     5  11 

2,665     8  4 

309     0  0 

403     0  0 

132  0  0 
1,662  11  8 

928     6  8 

133  15  0 
205  19  6 
754  14  10 

1,985     0  0 

300     0  0 

2,402     0  0 

613     0  0 

1,013  17  1 

210  10  7 

552  10  0 

230     9  9 

2,250     0  0 

1,249     1  9 

494     1  8 

732     0  0 

642     0  0 

705  16  8 

635     0  0 

232  16  0 

2,088  11  0 

639     8  2 

470     0  0 


1,325     0     0 

1,011   16     4 

870  16     8 


5. 

Parish 
Composition 

in  lieu  of 
Statute  Duty. 


6. 

Estimated 

Value  of 

Statute  Duty 

performed. 


Revenue 
from 
fines. 


8. 

Revenue 

from 
Inddental 
Receipts. 


£    «.    d 


648     8    0 


51  10  10 


930  13  10 


256  11     0 


95  10     0 


75  10    0 


£   *.  d. 


0    6    3 
0     5     0 


1     8    0 
1     4     0 


0     3     3 
0     7     3 


4     0     9 


0     0     4 


0     5     6 


£     8.     d. 
18     7     0 

27     6    0 


0  4  0 

4  0  0 

35  8  6 

68  5  9 


31     0    0 


4  14     6 

0     2     0 

28  11     2 


20  18    0 


590     6  11 


19  12     4 
148     9     6 


17  12     4 


8  16    0 


60     0    0 


3     9    5 

3  15    3 

75     0    0 


11     4     3 
1   19  10 


2 

8 

15 

5     6 

4  11 

19     6 

35 
4 

17     6 
0    0 

b  Contract  wo^ 


c  Inclading  team  labour. 


Digitized  by 


Google 


TURNPIKE  TRUSTS  IN  ENGLAND  AND  WALESA  1««8. 


» 


la 
Total 

JXCOMR. 


9. 
10. 

11. 

12. 
13. 
14. 
15. 
16. 
17. 
18. 
19. 
20. 
21. 
22. 
23. 
24. 


£  «.  ^ 

766  7  0 

1,503  17  11 

2,856  10  8 


725 

1,723 

9vo 

2,232 

8,459 

313 

1,836 

566 

688 

192 

1,014 

1,231 

1,320 


0  0 
2  0 

11  0 

15  10 
6  II 
0  0 
0  0 
0  0 

10  II 
4  9 

18  5 
0  0 

18  0 


37,118  13  1 


1. 
2. 
3. 
4. 
5. 

6. 
7. 
8. 
9. 

10. 
11. 
12. 
13. 
14. 
15. 

16. 
17. 
18. 
19. 

20. 

21. 
22. 

23. 
24. 

25. 

26. 
27. 
28. 
29. 
30. 
31. 
32. 


33. 
34. 
35. 


185  0 

520  0 

876  5 

4,602  15 

2,665  8 


326  12  4 

403  0  0 

132  0  0 
1,927  18  8 

928  6  8 

133  15  0 
265  19  6 
754  14  10 

1,985  0  0 

300  0  0 


2,405  9 

787  15 

1,088  17 

210  10 


552  10  0 

230  9  9 

2,261  4  3 

1,251  1  7 

494  1  8 

732  0  0 

644  11  0 

714  1  7 

650  19  6 

232  16  0 

2,124  8  6 

643  3  2 

470  0  0 


1,325  0  0 

1,011  16  4 

870  16  8 


KXPKXDITUKK. 


IL 


12. 


13L 


14. 


15. 


IC    .    IT. 


IS. 


!«. 


"\ 


o«t 


^ : 


175  11 
225  4 


547  10  0  ! 


£  s.  ^ 

136  12  1 

111  6  I 

540  15  1 


a  514  18 
176  3 
287  6 
470  8 
986  10 


0. 

0 ; 

9  j 
1  I 
5 


£  «.  iL 

140  10  9 

103  9  10 

501  1  3 


359  4  0 

<f391  11  3 

232  17  9 

a  16  6  8 

a687  9  5 


406  2  8 


9,875  18  1 


69  12 

190  3 

295  19 

1,518  7 

b  1,430  0 


73  1  4 


32  10  2 
5  734  17  6 


256  15  3 

51  15  8 

49  11  3 

270  13  9 

356  9  3 

6140  0  0 


341  19 

133  14 

372  18 

62  17 


206  12  2 


49  11 
255  12 
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- 

2,098     0 

0 

- 

- 

- 

- 

- 

392     6     2 

392     6     2 

8. 

« 

.. 

^ 

^ 

,         . 

# 

^             _ 

. 

^ 

. 

, 

. 

. 

. 

14     6     8 

14     6     3 

4.     - 

- 

- 

- 

* 

- 

■• 

* 

* 

- 

A             « 

-V 

• 

1     8 

8 

242     5     7 

243  U     3 

5. 

2,041     0 

0 

5 

- 

^ 

17     1 

1 

•             A 

2,058     1 

1 

79     3    4 

- 

- 

- 

- 

267     2     8 

346     6     0 

e  For  debts  of  150^  /For  debts  of  900/.  g  Including  496/.  U.  Id.  defidcations  of  late  surreyor.  h  For  debts  of  350/. 

IN  For  debts  of  534/1  n  For  debts  of  1,844/.  ]6«.  5(/.  o  Including  3,450/.  10«.  at  15«.  per  cent 

t  For  debts  of  644/.  14«.  6<A  ic  For  debts  of  200/.  x  For  debts  of  988/.  15«.  > 

H  4  -.^^^  . ^-^ 
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ABSTBAOT  STATEMENTS  OF  INCOME  AND  EXPENDITU  E  OF 


1. 

2. 

Balance 
in  Treasurers' 

Hands  on 
1st  Jan.  1868. 

3. 

Balance 

due  to  the 

Treasurers  on 

1st  Jan.  1868. 

INCOME. 

NAMES  OF 
COUNTIES  AND  TRUSTS. 

4. 

Revenue 

received  from 

Tolls. 

5. 

Parish 
Composition 

in  lien  of 
Statute  Duty. 

6. 

Value  of 

Statute  Duty 

performed. 

7. 

Revenue 
from 
Fmes. 

8. 

Revenue 

fh>m 
Incidental 
Receipts. 

9.         1 

Anoot    1 

ofil«y    1 

borrovvdot  j 

theSeamtrl 

aftteToli; 

COUNTY  OF  STAFFORD— 
continued, 

36.  Uttoxeter  and  BIythe  Manh 

37.  Uttoxeter  and  Callingwood  Plain  - 

38.  Uttoxeter  and  Stoke,  and  Millwich 

and  Sandon            -           -        - 

39.  WalsaU  (united)  - 

40.  Wal^aU  and  Hamstead 

41.  Walton-in^tone  to  Eccleehall      - 

42.  Wolveriiampton,  Old  District 

£    «.    d. 

268  11     0 
147     1     2 

265  18     8 
480  15     9 
117     0    8 
629     8     5 
660     9    3 

£     8.     d. 
I        -  •    - 

£     8.     d, 

455     0    0 
164  17     6 

186     0    0 

2,076     5     0 

478     0     3 

219  10     0 

2,925     0    8 

£    8.    d. 

£    8.    d. 

£    8.    d. 

£     8.     d. 

..J 

■ 

• 

- 

- 

25  18     0 

- 

1 

- 

- 

- 

19     9     1 
12    0     0 

-/ 

» 

A 

14,011     7  10 

337  11     3 

40,368  19     4 

352     1     0 

75  10    0 

0    5  10 

473  13     5 

1 
-      -1 

43.  Bilrton  6  - 

847  17     2 

. 

2,322  10     0 

. 

- 

- 

c555  12     6 

-      -1 

COUNTY  OF  SUFFOLK. 

1.  Bnry  St.  Edmnnds  and  Newmarket 

2.  Claydon,  Blakenham,   Brockford, 

and  Stowmarket 

3.  Ipewich  to  Helmingham,  Deben- 

bam,  &c.            -            -            - 

4.  Ipswich  to  South  Town,  and  Dars- 

ham  to  Bungay  -           -           - 
6.  Ipswich  and  Stratford 

6.  TiUkenheath  to  Hockwold      - 

7.  Mildenhall  Burnt  Fen 

8.  South  Town         -            -            - 

9.  Sndbnry  to  Bury  St  Edmunds^  - 

254  17     1 

280    8    4 

284  16     7 

44    6     7 

34     6     2 

160     1     1 

222     6  10 

31     4  11 

283  11  11 

.        .        . 

211  18     4 

489     9     0 

502     0    0 

1,276     0     0 
260     0     0 
156     9     1 
229  10     0 
338     0     0 
452     2     9 

•        •         > 

0  15     0 

2     5     0 

91   16     6 

0     1     0 

\ 

; 

-      •  ( 

24    0    0 

- 

- 

/20     0     0 
M49     0     6 

-       • 

A 

1,595  19     6 

-  ■     - 

3,915     9     2 

24     0     0 

- 

0  15     0 

263     3     0 

-      . 

COUNTY  OF  SURREY. 

1.  Bedfont  and  Bagshot 
Bramley  and  Ridgwick  :— 

2.  First  District  -            •            - 

8.  Second  District 

4.  Croydon  and  Reigate 

5.  Epsom      -           -           -           - 

6.  Godalming  and  Fainshill 

7.  Guildford  and  Alfold 

9.  Horsham          -                 -            - 

10.  Kingston  and  Leatherhead 
Kingston  and  Sheetbrldge  : — 

11.  Lower  District    -            -    '   - 

12.  Upper  District    -        - 

13.  lampsfield            .             .            - 

14.  Reigate     -     ^      - 

152  16     9 

242  18     8 
184  12     1 
307  16     2 
1,306     6  11 
39  12     0 
278     6     8 
161     6     5 
678     8     2 
412  19     1 

130  19     8 

137     0     2 
1,084     0     2 

-         r         - 
42  19     2 

,1,001     6     0 

171  14     9 
220     1     1 
889     8     4 
1,578     6     8 
209     5     5 
772  14    9 

65     0     0 

.        •        * 

•              ■ 

85     0    0 

\ 

- 

- 

83     5     5 

-        . 

.        .        . 

IB                     •                     • 

- 

-       . 

260     6     5 

1,320  16     8 
400     1     8 

1,024     8     0 

1,060     0     0 

215     2     6 

1,290     0     0 

. 

- 

- 

106    4     8 

.        - 

-        J 

- 

- 

- 

40     8     8 

1     0     0 

42  13     7 

- 

- 

- 

A 

5,117     2  11 

42  19     2 

10,403     6     8 

65     0     0 

- 

- 

358  11     6 

. 

COUNTY  OF  SUSSEX. 

1.  Beach  Down  to   Heathfidd,  Ro- 

bertsbridge,  &c.    - 

2.  Beeding  and  Old  Shoreham 

3.  Breda     -           -           -         '    - 

36  18     3 
127     8     2 

32  15     9 

279  10     0 
146  10     0 
517     5     0 

57     0     0 
0     5     0 

•        •        • 

. 

•                    .                     ^ 

• 

a  Contract  work.  6  Local  Act  expired  1st  November  1867,  but  no  final  account  n 

e  Including  316/.  lS3.4d,io  Bilston  towndiip.  /  From  railway  company. 

k  Including  team  labour.  /  Allowed  to  parishes  jbr  2  years. 


I  received  until  after  legal  proceedings  had  commenced, 
g  Local  Act  expired  1st  November  1868, 
IK  IndQdmg  materia^  &o. 
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EXPENDITURE.                                                                                       | 

10. 

Total 
Income. 

11. 

ll^fl*^^al 
Tiahour. 

12. 

TeamlAbour 

and 
Carriage  of 
Matenals. 

13. 

Materials 

for 

Surfoce 

Hepairs. 

14. 

Land 
purchased. 

15.                     16. 
^^S^f       Tradesmen'.   ^ 

Materials. 

17.                    18.                    19. 
Salaries  of 

Treasurer. 

Clerk. 

Surveyor. 

36. 
37. 

S8. 
39. 
40. 
41. 
42. 

X      s.   d, 

455    0    0 
164  17     6 

211   18     0 

2,076     5     0 

478     0     3 

238  19     1 

2,937     0     8 

£      8.    d. 

92  18    0 
a75    0    0 

a40    0    0 
835  12  10 
197  13     3 
'88     3     0 
895     7     2 

£    8.    d, 
15  13    6 

£     8,    d, 
2  17    6 

£     8.    d. 

£     8.    d, 
2  11     0 

£     8.    d. 

7     8  10 

1  13     0 

2  11     6 
65  18     3 
32  12     0 
24  18     0 

131  11     4 

£     8.    d. 

£     8,    d. 

12     0    0 
7     0    0 

12     0    0 
25     0     0 
10    0     0 
10  10     0 
50    0     0 

£     8.    d. 
25    0    0 

3     8     0 

80     0     0 

25     0     0 

15     0     0 

180    0    0 

301  14     9 
37  14    0 
49     1     0 

830  17     9 

238     5     6 
114  16     4 
126     3     3 
807     8     2 

- 

5     0    0 

41,270     9     7 

12,761  13  11 

4,365  17     0 

5,786     2     8 

122     1     6 

S3  10    0 

1,894     5     2 

89     7     0 

978  11     8 

2,029     9     7 

43. 

2,878     2     6 

d  1,084     0     8 

203     6     7 

e580     2     3 

35  10     0 

- 

289     8     7 

11     7     6 

65  12     6 

100     0     0 

I. 

2. 

3. 

4. 
5. 
6. 

7. 
8. 
9. 

214     3     4 

582     0     6 

502     1     0 

1,276     0     0 
260     0     0 
156     9     1 
253  10     0 
358     0     0 
601     3     3 

a  120     0     0 
322  10     0 

47     4     1 

450     6     2 
52     3     0 

128  10  11 

48     3     8 

50     0     2 
30  15     0 

35     6     1 

132  17     6 

583  17     6 
39     6     0 

- 



1   15     0 
11  10    0 

36     7  10 

49     8     3 

13     5  10 

74    8    7 

6  14     8 

4     8     0 

8     7     0 

15  19     8 

29  14     7 

15    0    0 
10    0    0 

40    0     0 

24     0     0 

80     0     0 

10     0     0 
10    0     0 
15     0     0 
60    0     0 

85     0     0 

30    0    0 

100     0     0 
26     0     0 

16     8     4 
10  10     0 

s 

1 

5     5     0 

32     2     1 

1509     2     3 

1     2     1 

68  18     7 

3     8     8 
75  16     4 

- 

«         .         . 

'O 

4,203     7     2 

1,538  12     7 

327   10     5 

870  12     1 

.         .         - 

13     5     0 

238  14     5 

25    0    0 

239     0     0 

267  18     4 

I. 

2. 
3, 
4 

1,086     5     0 

171   14     9 
285     1     1 
889     3     4 

1,661   12     1 
209     5     5 
772  14     9 
260     6     5 

1,427     0  11 
400     1     8 

1,024     8     0 

1,090     8     3 

216     2     6 

1,332   13     7 

243  19     0 

84  16     0 
56     3     9 

23     4     6 
34  13  10 

A  283  IS  11 

6  12     0 

47     4     4 

-        f-        - 

- 

. 

63  15    0 

7  10     0 
13     3 

-        .        - 

55     0     0 

7  10     0 
7  10     0 
15     0     0 
25     0     0 
10  10     0 
20    0     0 
15     0     0 
40     0     0 
30     0     0 

40     0     0 

35     0     0 

0     5     0 

45     0     0 

80    0     0 

10     0     0 
10     0     0 

105     0     0 

30     0     0 

12  12     0 

150     0     0 

5     0     0 

70     0     0 
46     0     0 
20     0     0 
60     0     0 

5. 

6. 
7. 
8. 
9. 
10. 

11. 
12. 
13. 

14. 

447  11     2 
105     6     0 
176  10  10 
73     4     4 
266  11     0 
/300     0  10 

438  17  10 

305  16     0 

78  13     2 

111778  17     4 

8     8     0 
28     8     6 
76  14     6 

12  3     3 
293  18     2 

48     1     3 

13  16     8 

657     3    0 

35     2     9 

153     2     6 

3    4     6 

341  19     8 

180  16     5 

670  17  11 

58  13     6 

•         f.         • 

4     0     0 

68  10     4 
7     7     6 

26  13     4 
13     0     0 
37     4     0 
10    4     0 

72     9     2 

62  10  11 

4     6     9 

27  5     8 

2     2     0 
20     0     0 

10,826  17     9 

3,356     7     3 

539     8     8 

2,388  10    6 

.         .         - 

.400 

401   19  11 

22     2     0 

345  15     0 

598  12     0 

1. 
2. 
3. 

336  10     0 
146  15     0 
517     5     0 

70     0  10 
35  18     8 
61   10     4 

80     5     9 
35     4    2 

115  10     0 
25  10    0 
78     3     9 

•         «         • 

1   16     0 

6  18     7 

6  10     6 

17  17     3 

5     0     0 

15     0     0 

7     7     0 

15     0     0 

25     0     0 

4 

c  From  sale  of  Trost  property. 
h  Proceeds  of  sale  of  Trust  property. 


d  Including  876Z.  4«.  2d  paid  to  the  parishes  on  the  Trust  ceasing. 
i  Contract  work,  and  including  204/.  28,  3d,  balance  paid  over  to  parishes  on  the  Trust  ceasing. 
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ABSTRACT  STATEMENTS  OF  INCOME  AND  EXPENDITURE  OF 


NAMES  OF 
COUNTIES  AND  TRUSTS. 


EXPENDITURB-coiifmned: 


SO. 


Law  Charges. 


21. 

Interest  of 
Debt 


28. 


Improrements. 


23. 

DeMs 
paidofll 


24. 

Incidental 
Expenses. 


2ft. 

Estimated 

Yaloeof 

Statute  Duty 

pei^nned. 


Tou. 
EzpssmrciLl 


COUNTY  OF  STAFFORD— 
continued, 

36.  Uttoxeter  and  BlYthe  Marsh 

37.  Uttoxeter  and  Callingirood  Plain  - 

38.  Uttoxeter  and  Stoke,  and  Millwich 
and  Sandon        ... 

39.  Walsall  (united) 

40.  WalBall  and  Hamstead 

41.  Walton-in-^tone  to  Ecdeshall 

42.  Wolyerhampton,  Old  District 


£ 


£  «.    <f . 


24  19    6 


40  15    8 


300    4     9 


•5 


43.  BilstOQ 


COUNTY  OF  SUFFOLK. 

1.  Bnry  St.  Edmonds  and  Newmarket 

2.  Claydon,  Blakenham,  Brockford, 

and  Stowmarket 

3.  Ipswich  to  Helmingham,  Deben- 

ham,  &c.  ... 

4.  Ipswich  to  South  Town,  and  Dars- 

ham  to  Bungay 

5.  Ipswich  and  Stratford 

6.  LUeenheath  to  Hockwold 

7.  Mildenhall  Burnt  Fen 

8.  South  Town 

9.  Sudbury  to  Bury  St  Edmunds 


515  12    5 


30    5  11 


8  17     6 


16  15 

2  5 

3  13 


17     9    4 


I 


79     6     7 


COUNTY  OF  SURREY. 

1.  Bedfont  and  Bagshot 
Bramley  and  Ridgwick  : — 

2.  First  District 

3.  Second  District 

4.  Croydon  and  Reigate    - 
6.  Epsom      -  -  - 

6.  Godalming  and  Painshill 

7.  Guildfbrd  and  Alfold 

8.  Guildford  and  Famham 

9.  Horsham 

10.  Kingston  and  Leatherhead 
Kingston  and  Sheetbridge  :— 

11.  Lower  District 

12.  Upper  District 

13.  Limpsfield 

14.  Reigate 


20  14    6 


8     5  4 

5     0  0 

1  11  6 

8  10  2 

12     2  10 


56     4     4 


COUNTY  OF  SUSSEX. 

1.  Beach  Down  to  Heathfield,  Ro- 
bertsbridge,  &c 

2.  Beeding  and  Old  Shoreham 

3.  Brede        -  -  -  . 


16    4 

5  13 

28  14 


A     8.    d, 
67    0    0 


88  14     6 
11     3    3 


2»647  . 0     3 


138     0     0 


44  12  6 

39     0  0 

70  14  5 

21     9  0 


308  15  11 


220     8  11 

14  7  0 
13  17  6 
38  17     4 


94    4  2 

21  10  4 

198  10  0 

61     2  8 


208  12     0 


871     9  11 


46  14 
113     2 


A     a.    d. 


14     1     6 
570     7     8 


474  15    0 
10     0    0 


3,563  16     7 


785  11   11 


30     0     0 


30    0     0 


A    9.  d. 

a  243     5  0 

6  50     0  0 

cl40  19  0 


4,034     2  10 


100    0    0 
/200    0    0 


300    0    0 


200     0     0 

il70    0     0 

865     0     0 


t  198     0     0 
/372  10     0 


1,805  10    0 


A    9.  d. 

10  3  1 

2  0  8 

13  0  4 

27  16  2 

0  19  3 

12  1&  10 

(f494  16  4 


2,439  10    9 


55     8     3 


33     1  8 

3     4  9 

70  11  6 

13  19  7 

7  17  10 

7  17  2 

110  12  7 

^  268     9  0 


515  14     1 


2  10     0 


17  15  10 


97 
9 
2 
0 

12 
2 


4 
13 
18 
19 

2 
10 


ii96  12  4 

54  13  0 

3     2  2 

30     5  0 


336     1     4 


13     6 

3  18 

10  13 


A    $.    d. 


A     u   d, 

478  le  II 
135  13   $ 

389    9  K 

2,149  14  t 

429  U  1 

848    I  ) 

2^00    0  I 


75  10     0 


41,121     3   I 


3,725   19   l\ 


186  13     9 

740  II   11 

450  IS     4 

M20  13  11 
230  6  1 
163  10  10 
326  16  2 
350  8  3 
884  15     2 


4,754     9     5 


899 

6  10 

355 

11 

0 

344 

16 

8 

936 

13 

2 

1,429 

11 

8 

198 

9 

9 

790 

8 

11 

156 

13 

11 

1,714 

6 

5 

417 

7 

8 

958 

19 

10 

1,174 

17 

10 

178 

17 

3 

1,170 

0 

0 

10,726 

0 

11 

819  2 
131  12 
390     5 


!| 


a  For  debts  of  350/.  b  For  debts  of  150^ 

A  Including  1,300/.  at  5  per  cent. 


c  For  debts  of  380^ 
t  For  debts  of  200^ 


d  Including  365/.  6f .  8c/.  for  gas. 
k  Interest  omitted  on  140^  unclaimed. 
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DEBTS. 

ABREABS    OF    INCOME. 

27. 

Bonded 

or 

Mortgage 

Debtt. 

28. 

Bate 
of  In- 
terest 

per 
cent 

29. 

Floating 
Debts. 

80. 

Unpaid 
Interest 

31. 

Balance 

doe  to 

Treasurers 

on  31st  Dec 

1868. 

32. 

Total 
Dbbts. 

33. 

Arrears 

T(^for 
cnnent 
Year. 

34. 

Arrears 
ofFurish 

Com- 
position 

for 
cuirent 

Year. 

35. 

Arrears 

of  other 

Beceipts 

for  current 

Year. 

36. 

Arrears 

of 
former 
Years. 

37. 

Balance  in 
Treasurers* 

Hands 
on  31st  Dec. 

1868. 

38. 
Total 

ASSBTS. 

36. 
37. 

38. 
39. 
40. 
41. 
•42. 

3,100    0    0 
2,250    0     0 

3,775     0     0 

250     0     0 

2 
None 

1 

1 

i     £    s.   d, 

I- 

£    «.    d. 
4    0  10 

£     M.    d. 

£      8,    d. 

3,100     0     0 
2,250     0     0 

3,779     0  10 

250     0     0 

A   $.   d. 
201     0    0 

&  a.   d. 

£     8,     d. 

£   «.    d 
17    0    0 

£       8,    d, 

244  14     1 
176     5     0 

188     7     4 
407     6     0 
165     2  10 
26     5     9 
697     9     2 

£     8.    d. 

244  14     1 
176     5    0 

188     7     4 
407     6     0 
165     2  10 
244     5     9 
697     9     2 

100,047     7     5 

-     - 

^,022  15     0 

20,829  18  10 

1,088  12  11 

123,988    14  2 

1,099  12    6 

29     0     0 

126  15    45 

64     8     8 

14,911   15    5 

16,231   nil 

43. 

— 

.— 

— 

— 

-- 

.    — 

— 

— 

T- 

.     — 

— 

1. 

2. 
3. 

4. 

5. 
6. 
7. 
8. 
9. 

3,900     0     0 

1,275    0     0 

« 5,418     0    0 

3,135     3     0 

490     0     0 

H 

2 

168     4    2 
64  19     9 

1 
100     7    4 

4,068     4     2 

100     7     4 
1,275     0     0 
5,418     0     0 
3,200     2     9 

490     0     0 

- 

- 

- 

- 

282     6     8 
121   16  11 
336     4    3 

64    0     1 
152  19     4 
149     0     8 

38  16     8 

282     6     8 
121  16  11 
336     4     3 

64     0     1 
152  19     4 
149     0     8 

38  16     8 

14,218     3     0 

-      - 

- 

233     3  11 

100     7     4 

14,551  14     3 

- 

- 

- 

- 

1,145     4     7 

1,145     4     7 

1. 

2. 
3. 
4. 

5. 
6. 
7. 
8. 
9. 
10. 

11. 
12. 
13. 
14.1 

A  4,700    0    0 

437  17     7 
1,950     0     0 
3,101  14     0 

1,537     0     0 
2,000     0     0 
920     0     0 
5,150     0     0 
8,266     5     0 

10,490     0     0 

4 

1 

1 

Irf." 
4 
3 
4 

H 

2 

207   19     8 

46  12     6 

50     0     0 
15     0     0 

48  19     0 

70     0     0 

68     0     0 

9  17     0 
63     0     0 
10     8     1 

100     2     6 
A  9  18  10 
m6     0     0 
327  15     9 

203     8     6 

127     8     9 

4,975  19     8 

447  14     7 
2,013     0     0 
3,112     2     1 
46  12     6 
1,537     0     0 
2,150     2     6 

944  18  10 
5,156     0     0 
8,642   19     9 

70     0     0 
127     8     9 

10,693     8     6 

•  - 

•  — 
U    0     0 

- 

15  0     0 

16  0     0 
20     0     0 

60     0     0 

3  15     0 

339-14-11 

59     2     5 

124  16     6 

260     6     4 

1,538     7     4 

50     7     8 
260  12     6 
264  18  11 
391     2     8 
395  13     1 

196     7  10 

174     5     5 
1,246  13     9 

354  14  11 

59     2     5 

124  16     6 

260     6     4 

1,588     7     4 

50     7     8 
260  12     6 
264  18  11 
406     2     8 
415  13     1 

274     2  10 

174     5     5 
1,246  13     9 

38,552  16.    7 

-     - 

438  11     2 

798  10     8 

127     8     9 

39,917     7     2 

14     0     0 

>    110     0     0 

3  15     0 

5.302     9     4 

5,430     4     4 

1. 

2. 

1   3. 

•           «           • 
1,590     0     0 
4,010     0     0 

3 
3 

•                ■  ■ 

4     7     9 

15     8     1 

15     8     1 
1,590     0     0 
4,014     7     9 

4  10     0 

52     1     3 
254     3     1 

4   10     0 

52     1     3 

254     3     1 

e  Including  8,918/.  not  bearing  interest.  /For  debts  of  21 1/.  1 7*. 

/  For  debts  of  400/.  tn  A  portion  omitted  as  unclaimed. 

I  2 


g  Including  220/.  compensation  to  officers, 
n  Including  lighting  and  watering. 
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ABSTRACT  STATEMENTS  OF  INCOME  AND  EXPENDITURE  OF 


a  Including  team  labour.  b  Including  materials,  &c. 

/Including  ISL  IBs.  reward  for  extra  services. 


c  Local  Act  expired  1st  November  1868. 
g  From  sale  of  tollhouse. 


1. 

2. 

Balance 
in  Treasurers* 

Hands  on 
Ist  Jan.  1868. 

3. 

Balance 

due  to  the 

Treasurers  on 

1st  Jan.  1868. 

INCOME. 

NAMES  OF 
COUNTIES  AND  TRUSTS. 

4. 

Revenue 

received  from 

Tolls. 

5. 

Parish 

Composition 

in  lieu  of 

Statute  Duty. 

6. 

Estimated 

Value  of 

Statute  Duty 

perfonn^ 

7. 

Revenue 
fh>m 
Fines. 

8. 

Revenue 

from 
Incidental 
Receipts. 

'  1 

borrovei« 
tbc  oeoBiBi 

COUNTY  OF  SUSSEX— 
continued, 

4.  Brighton,   Cackfield,    and    West 

Grinstead         -             -             - 

5.  Brighton  and  Newhaven 

6.  Brighton,  Shoreham,  and  Lancing 

7.  Broil  Park  Gate  to  Battle    - 

8.  Bury            -            -            .        - 

9.  Cowfold  and  Henfield 

10.  Ditto,    Branch 

11.  Crouch  Hill  and  Hurstperpoint  c  - 

12.  Five  Oaks            ... 

13.  Flimwell  and  Hastings 

14.  Henfield 

15.  Hollington  and  Hastings      - 

16.  Horsebridge  and  Horeham 

17.  Horsham  and  Crawley 

18.  Horsham  and  Guildford 

19.  Horsham  and  Steyning 

20.  Hurstperpoint  and  Foynings  c 

21.  Lewes  and  Brighton 

22.  Lewes  to  Eastbourne  and  Hails- 

ham          .           -           -         - 

23.  Mayfield  and  Wadhurst 

24.  Midhurst  and  Sheetbridge 

25.  New     Chapel,     lindfield,      and 

Brighthehnston 

26.  Petworth 

27.  Pyecombe  and  Hioksted 

28.  Robertsbridge  Clappers 

29.  Rye            -            -            .           - 

30.  Saint  Leonards  and  Sedlesoomb    - 

31.  Staplecrofls            -           -           • 

32.  Storrington  and  Ball's  Hutt 

33.  Storrington  and  Wiston 

34.  Tunbridge  Wells  to  Maresfieldand 

New  Road  (united) 

35.  Tunbridge  Wells  to  Uckfield 

36.  Worthing  and  Branch 

37.  Worthing  and  Lancing 

£    «.    d. 

388  16     1 

187  7     0 

990  18     8 

86     1     6 

237     1  10 

108    2  10 

84     0     4 

555  19     9 

116  17     7 

65    3     9 

27  17  11 

165     9     2 

202     7     4 

110  16     6 

15  12     3 
644     1     1 
152  12     8 

220     1     1 

73  13     5 

181  13     5 

501     0     6 

111  3     9 
234     9  10 

30  11     8 
178  17     0 
287     2     4 

188  8     2 

£    «.    d. 

2  1  11 

3  19     2 

0    4     2 
3  11  10 

98     7     2 

24     0     8 
9  13     8 

•        -         — 

£     8,    d, 

1,930    0     0 
650    0     1 

1,504     9     5 
645  10     0 
132     0     0 
315     0     0 
159  18     6 
333  11     1 
208     0     0 

1,886  15     0 
161     0     0 
648  15     0 
742  13  11 
170     3     7 
354     0     0 
486     0     0 
35  11     0 
488     0     6 

897     3     5 

1,888     5     0 

226  19     4 

753     0     0 
977     3     0 
462     0     0 
100     0     0 
725     0    0 
588     5     0 
266  12     4 
207     0     0 
533     5     0 

697  15     0 

^92  13     2 

440     5     0 

78  11     8 

£    «.    d 

£      8.    d. 

£    8.    d. 

£    8.     d. 

17    9    6 

4  18    9 

10     0     0 

32  19     9 

£    t.    i 

- 

. 

- 

9  15     6 

2  18     0 

d250    0     0 

0  12     0 

-■    :■] 

- 

- 

- 

1     5     0 

:    ;  :( 

70     0     0 

- 

- 

2  15     0 

8     10 

1     2     0 

11  10     0 

^  20     0     0 

-     -    •! 

155  10     7 
467  16     7 

-        .        . 

0     0     9 

10     0     0 
4  19     0 

7  13     9 

15     I      0 

6     1     2 

- 

. 

- 

- 

5  10     0 

. 

... 

'     49     0     0 

0     5     0 

1  10     0 
0  18     0 

2  10     0 

10     8     6 
il74    8     0 

•            - 

£ 

6,310     7  10 

174  14     4 

20,528  11     0 

693     7     2 

49     0     0 

0     5     9 

664     5  11 

.           - 

108     1     1 

89     8     3 

273     6     4 

66  19     8 

219  16     6 

624     0     7 

302  11     4 

60     9     3 

2  13     8 

24     7     1 

144  15     2 

110     1     6 

241  11     6 

99  12  11 

73     1     8 

104  11     5 

>        •         * 
35     6     6 

41   19     0 

1,173  10     0 
62  10     8 

1,217     0     4 
824  18     4 
772  10     0 

1,185     8     4 

1,660     0     0 

1,508     9     8 

183     3     8 

410  10     0 
514  12     0 
248     0     0 
160  13     4 
597   10     0 

210  16     8 
218  15     0 
778     0    0 
250  18     4 
942  11     0 

•         -         > 

•        -        • 

«              to 

10     0     0 

2  16     3 

10     8     2 

10  18     3 

7     4     0 

16     0     0 
41     5     0 

1 
1 

COUOTY  OF  WARWICK. 

1.  Alcester  (ufllted) 

2.  Ansley  and  Whltacre 

3.  Birmingham  and  Blakedown  Pool 

4.  Birmingham  and  Spemal  Ash 
5   Birmingham  to  Stonebridge 

e!  Birmingham     and     Stratford-on- 
Avon              -      ,       ■    ,  ^   ■ 

7.  Bhmingham,  Warwick,  and  War- 
mington             .            -            - 

8   Birmingham  and  Watford  Gap     - 

9,        Ditto,    Kingsbury  Branch       - 

10.  Castle  Bromwichand  Birmingham, 

(united)             -             -            - 

11.  Coventry  and  Stoney  Stanton 

12.  Coventry  and  Wolvey 

13.  Dunchurch  and  Southana      - 
14   Dunchurch  and  Stonebridge 

15.  Evesham  and  Alcester,  Alcester 

■.         -        - 

.         •        • 

^              „ 

2   10     0 
6     0     0 

—             -            - 

73    0    0 

- 

- 

- 

- 

IMstrict        -           -          -        - 

16.  Fillongley  and  Over  Whitacre      - 

17.  Finford  Bridge  and  Banbury 

18.  Great  Kington  and  Wellesboume  - 

19.  Hinckley  and  CJoventry 

- 

.        .        . 

- 

0  12     0 

. 

* 

•            -             - 
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EXPENDITURE. 


10. 

Total 
Incokb. 


11. 

Manual 
Labour. 


12. 

Team  Labour 

and 

Carriage  of 

Materials. 


13- 

Materials 

for 
Surfkce 
Bepairs. 


14. 

Land 
purchased. 


.15. 

Damage 

done 

in 

obtaining 

Materials. 


16. 

Tradesmen's 
BUls. 


17.  18.  19. 

Salaries  of 


Treasurer. 


Clerk. 


Surveyor. 


^     s.   d. 


1,947 
654 

1,514 
678 
132 
324 
162 
583 
208 

1,886 
162 
648 
745 
243 
355 
497 
55 
488 


9  6 

18  10 

9  5 

9  9 

0  0 

15  6 

16  6 


11 
12 
15 
5 
15 


£  «.  d 


501  18  8 

129  19  1 

398  2  5 

131  8  0 

6  68  8  9 

96  7  4 

42  8  0 

c  375  9  4 

23  19  4 

278  10  6 

42  7  0 


8  11 
4  7 
2  0 

10  0 

11  0 
0  6 


131  17  6 

66  5  0 

84  5  4 

135  10  2 

h44     6  6 

140  4  0 


1,052  14  0 

1398  5  0 

231  19  1 


1,228  10 
992  4 
468  1 
100  0 
780  10 
588  5 
266  12 
208  10 
534  8 


103  9    9 

262  15  2 

76  16  8 

258  16  6 

279  11  0 

94  18  10 


700  5  0 

892  13  2 

499  13  6 

252  14  8 


201  1 
40  14 
27  17 
63  8 
58  12 

105  1 

148  19 

133  18 

26  17 


£  8.    d. 


446  4  1 

54  6  9 
295  7  8 


£    9.    d. 


242  6  I 

a  100  18  0 

410  2  5 

30  3  0 


35  11  6 

20  0  0 

3  15  0 

218  5  1 

60  16  0 


75  12  6 
59  3  4 


46  10  0 
448  16  9 


222  3  10 
7  5  4 
1  10  0 
4  13  0 


133  18  4 

80  5  3 

117  6  8 

121  13  10 


121  16  4 


179  1 

388  16 

41  19 


250  6  0 

139  16  10 

76  19  0 


115  3  0 

78  6  9 

192  5  3 

69  9  6 

182  6  4 

121  3  2 

22  15  0 


192  5  7 

101  1  1 

51  11  11 

28  13  6 


262  3  0 
107  12  10 


203  17  3 

111  5  6 

56  3  10 

31  1  0 

a  165  0  4 

153  13  11 

34  16  8 

a  102  11  0 

9  4  6 


£  «.  d 


£  «.  d. 


1  4  0 


7  19  6 
11  14  8 


18  16  1 


3  0  0 


£     s.    d. 


108  5  6 

49  16  1 

47  18  6 

19  10  0 

7  0  0 

8  2  9 
2  16  2 
4  4 


7 
33 
10  8 


3 
9  8 
2  4 


5 
21 


0  0 

1  2 
13  6  8 
11  19  5 
19  15  7 

2  4  6 


2  6  9 

15  16  9 
76  13  5 

9  16  1 

21  10  9 
33  0  7 
28  7  5 
3  14  11 
35  6  7 
68  1  10 
10  1  11 
10  12  5 

16  10  3 

8  13  1 

8  15  4 

8  15  4 

100  0  0 


£  s.    d. 


£  '«.  d. 


40  0  0 


£  s.    d. 


70  0  0 


20  0  0 

15  0  0 

15  0  0 

20  0  0 


83  9  6 
44  4  0 


20  0  0 

12  12  0 

25  0  0 

18  13  0 


21 
15 
/25 
12 
25 
5 


25  0  0 


13  0  0 


75  0 

7  10 

15  0 


16  0  0 


25 

4 

35 


15 
20 
20 


15  0  0 


20  0 
32  8 


60  0  0 


30  0  0 
77  12  0 
10  0  0 


5  0  0 
2  10  0 


15  0  0 

12  0  0 

10  0  0 

12  12  0 

18  18  0 

12  0  0 

24  0  0 

21  0  0 

32  18  10 


35  0 
10  0 
12  0 


5  0  0 


30 
45 
35 


8  9 


I 


21,935  9  10 


4.741  15  2 


3,427  11  0 


3,735  2  11 


44  10  3 


864  10  11 


27  10  0   543  8  10 


840  18  9 


15. 
16. 
17, 
18, 
19. 


1,173  10  0 

72  10  8 

1,219  16  7 

835  6  6 

783  8  3 

1,192  12  4 

1,676  0  0 

1,549  14  8 

183  3  8 

413  0  0 

520  12  0 

248  0  0 

233  13  4 

697  10  0 

210  16  8 

218  15  0 

778  0  0 

251  10  4 

942  11  0 


431  9  10 

8  0  4 

304  18  1 

288  4  6 

199  10  4 

413  5  9 

555  4  4 

313  4  4 

93  2  0 

179  6  0 

HI  16  10 

87  12  11 

43  1  1 

200  18  1 

50  14  10 

70  4  1 

162  4  7 

126  2  2 

281  11  3 


121  13  8 

0  5  6 

80  14  0 

97  13  0 

93  19  4 

158  10  0 

177  13  0 

162  9  10 

1  16  0 

38  11  6 

4  1  6 

20  16  8 

22  18  5 

20  1  7 

20  0  4 

29  2  0 

19  8  6 

47  5  2 

42  12  5 


179  0  8 

0  6  0 

101  5  6 

241  2  0 

199  5  8 

163  17  4 


1  13  8 

3  16  0 

4  10  0 


197  7 

318  1 

81  3 


76  9  0 

262  18  11 

54  18  5 

60  3  4 

186  1  10 

20  17  5 
56  7  7 

164  10  4 
27  10  9 

151  0  10 


3  2  9 


20  0  0 
3  0  0 


10  0  0 
31  10  0 

d  From  sale  of  Trust  property.  e  Including  330/.  paid  to  parishes  on  the  Trust  ceasin<i^. 

h  Including  32/.  I9s.  6d.  paid  to  the  parishes  on  the  Trust  ceasing.  i  Assessments  on  the  lands. 


11  15  2 
43  6  6 


5  2  6 


139  8  5 

2  12  2 

71  12  9 

94  9  1 

81  0  10 

131  0  10 

90  19  2 

122  18  6 

7  1  11 

50  8  7 

2  5  1 

17  7  10 


14  12  0 

12  0  2 

4  1  2 

39  3  7 

3  5  6 

32  2  7 


40  0  0 


11  0  0 

81  10  0 

40  0  0 

31  10  0 

40  0  0 

35  0  0 


2  2.0 


30  0  0 

25  0  0 

10  10  0 

5  0  0 


185  0  0 

7  10  0 

100  0  0 

75  0  0 


100  0  0 


75  0  0 


147  0  0 
90  0  0 


50  0  0 

30  0  0 

20  0  0 

5  0  0 

60  0  0 

15  0  0 

20  0  0 

45  0  0 


10 
60 


0  Ol 
0  0/ 


I  3 
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ABSTRACT  STATEMENTS  OF  INCOME  AND   EXPENDITURE  OF 


NAMES  OF 
COUNTIES  AND  TRUSTS. 

EXPBNDlTURE-coiUmicerf. 

20. 

1 
Law  Charges. 

2L 

Interest  of 
Debt. 

22. 

Improvements. 

23. 

DebU 
paid  off. 

24. 

Incidental 
Expenses. 

25. 

Estimated 

Value  of 

Statute  Duty 

performed. 

fisj'.SMililOXto 

CX)UNTY  OF  SUSSEX— 
continued, 

4.  Brighton,    Cuckfield,    and   West 

Grinstead        -          •        - 

5.  Brighton  and  Newhaven     - 

6.  Brighton,  Shoreham,  and  Lancing 

7.  BroU  Park  Gate  to  BatUe     - 

8.  Bury         .           »           -            - 

9.  Cowfold  and  Henfield 

10.  Ditto,    Branch 

11.  Crouch  Hill  and  Hurstperpoint     - 

12.  Five  Oaks 

13.  Flimwell  and  Hasthigs 

14.  Henfield        .           -        -           - 

15.  Hollington  and  Hastings       - 

16.  Horsehridge  and  Horeham 

17.  Horsham  and  Crawley 

18.  Horsham  and  Guildford 

19.  Horsham  and  Steyning 

£   a,    d, 

20  14    0 
28  10     0 
75     5     4 

20  8     4 

7  16     2 

21  1     7 
39  10    9 

6  15  10 

38  17  10 

5     7     4 

26     7     8 

18  11     9 

9  19     4 

£    ».    d. 

169     1   11 
193     6  10 

29  19     0 
18  15     0 

5     0     0 
65     2     0 

570  18     7 
31     6  10 

111      1     3 

52  10     0 

64     8     9 

119  12     6 

£    s.    d. 

£     8.   d, 

402  10    0 
150    0    0 

c75    0    0 
<;i94  10    0 

200    0     0 

237     0     0 

455  12     0 

£   i.    d. 

15  12    9 

5209    5    3 

16  9    6 
3  11     7 

6  9     1 
0  10     7 

18  13     0 

0  12     5 

15  19     6 

0  19     6 
13     7     7 
21     0     6 

1  2     1 
1  11  10 
9     9     5 
1     1     0 

3  7     9 

11  12     8 

18  14    0 

8  12     1 

37  13  11 

4  0    9 

7  13     5 

5  12     6 
44     9     8 

4  14    0 

4  18     0 

6  5     6 

6  12  10 

5  10     8 

8  8  10 

£    8.    d. 

-          -          • 

49     0     0 

£     •.    d. 

2,016  U  0 
652  10   0< 

1,298  10  i 
57^  11  < 
SCO  )  4 
484  4  4 
160  19  1 
691  14  11 
175     I  J 

1,852  11  1 
169  11  U 
«23  11  \ 
635  S  > 
254  U  t 
314  IS  ) 
458  It  U 
51  19  S 
457  12  It 

1,066   16    T 

1,700     7    « 

236  18    3 

901   13     S 

2,011     0    8 

373  18     1 

27    J  11 
731    3     7 
8QS  17    4 
251  10    S 
281    0    ^ 
532  13    6 

710     1     4 
489     2     S 
664    5    2 

332  18     5 

«o 

{ 

1 

20.  Uurstperpomt  anu.  iroyiuBgs 

21.  Lewes  and  Brighton 

22.  Lewes  to  Eastbourne  and  Hails- 

hf^tn           .                -                •               - 

23.  Mayfield  and  Wadhurst 

24.  Midhurst  and  Sheetbridge    - 

25.  New      Chapel,      lindfield,     and 

Brighthehnston        -         -       - 

26.  Petworth 

27.  Pyecombe  and  Hicksted       - 

28.  Robertsbridge  Clappers 

29.  Rye 

30.  Saint  Leonards  and  Sedlescomb    - 

31.  Staplecross           ... 

32.  Storrington  and  Ball's  Hutt 

33.  Storrington  and  Wiston 

34.  Tunbridge  Wells  to  Maresfield  and 

New  Road  (united) 

35.  Tunbridge  Wells  to  Uckfield 

36.  Worthmg  and  Branch 

37.  Worthing  and  Lancing 

! 

COUNTY  OF  WARWICK. 

1.  Alcester  (united)         -        -        - 

2.  Ansley  and  Whitacre 

3.  Birmingham  and  Blakedown  Pool 

15  15     6 

10  10     6 
10     4  11 

16  2     0 

21  19     0 

22  8     6 
12     2     0 
25  12  11 

6  15     6 
8  18     0 

10  2     2 
2     3     9 

11  19     8 

68  14     9 
220     4     2 

84  17  11 
112     8     4 
92     9  11 
23     7     0 
15  12     0 
63     2     6 
50  18     4 
26     0     0 
101   18     9 

58  15     0 
12     3     9 
56     1   10 

160    8    6 

J  520    0     0 
^510    8     0 

M96    0     0 

340    0    0 

i97     0     0 
/151  10     0 

m60    0     0 
100    0    0 
237  10     0 

544  12     0 

2,577  18     5 

160    8    6 

3,927    0     0 

542     0     7 

49     0     0 

22,026    2     4 

41   10     5 
21  16     8 

31     4     0 
r5     4    0 
121     2     2 

207    0     0 

6  16     7 

15     7     0 

105    3     0 

25     5     7 

33  16     0 

62  13  11 

31  10     6 
60  19     3 

. 

/ 
[ 

\ 

1,087  17  3 
50     5    0 

1,148  18  5 
861  14  i 
749     0    0 

1,146     5  10 

1,998   10    5 

1,291    16    i 

183     3    3 

465     0    S 
524     2  10 
236   13     1 
213  16     4 
487     9     S 

142   12     0 
266   13     1 
737     a    3 
230     6     6 
875   16     8 

5.  Birmingham  to  Stonebridge 

6.  Birmingham     and     Stratford-on- 

Avon            -           -         -        - 

7.  Birmmgham,  Warwick,  and  War- 

mington        -           ... 

8.  Birmingham  and  Watford  Gap      - 

14  10     6 
46     8  11 

40  17     4 

13  10    0 

69     0  10 
51     2  11 

76  12  10 
138     0     0 

600    0    0 

10.  Castle  Bromwich  and  Birmingham, 

(united) 

1 1.  Coventry  and  Stoney  Stanton 

12.  Coventry  and  Wolvey 

13.  Dunchurch  and  5^utham 

14.  Dunchurch  and  Stonebridge 

15.  Evesham    and   Alcester,  Alcester 

District             ... 

16.  Fillongley  and  Over  Whitacre      - 

17.  Finford  Bridge  and  Banbury 

18.  Great  Kington  and  Wellesboume 

19.  Hinckley  and  Coventry    - 

7  11     8 
2     4     0 

34     7     2 

14  0     2 

15  5     1 
9     9     0 

34  10  10 
54  12     3 
17     3     3 
34     7     6 

7  16     0 
24  16     1 
52  12     8 

. 

924    0     0 

40     0    0 
200     0     0 

10  14    3 
25  16     7 
6    0    0 
17     4     0 
16     6     6 

2     3  10 

6  17     1 

14  14     6 

10    0     2 

44    6     8 

. 

222  17     1 

9  15  10 

. 

. 

a  Including  50/.  at  5  per  cent  b  Including  185/.  15«.  9d,  fbr  lighting  and  watering.  c  For  debts  of  200/. 

/The  Local  Act  having  expired,  the  bonded  debt  of  1,380/.  and  unpaid  interest  are  omitted.  g  For  debts  of  874^  88,  6dL 

/  For  debts  of  250/.  m  For  debts  of  1 00/.  n  On  Treasurer's  balance. 
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DEBTS. 

ABREABS   OF  INCOME. 

27. 

Bonded 

or 

Mortgage 

Debts. 

28. 

Rate 
of  In- 
terest 
per 
cent. 

29. 

Floating 
Debts. 

30. 

Unpaid 
Interest 

31. 

Balance 

due  to 

Treasurers 

on  3 1st  Dec. 

1868. 

32. 

Total 
Debts. 

33. 

Arrears 
of 

Tolls  for 
current 
Year. 

34. 

Arrears 
of  Parish 

Com- 
position 

tor 
current 

Tear. 

35. 

Arrears 

of  other 

Beceipts 

for  current 

Year. 

36. 

Arrears 

of 
former 
Years. 

37. 

Balance  in 

Treasurers* 

Hands  on 

3l8t  Dec. 

1868. 

38. 

Total 
Assets. 

4. 

5. 

6. 

7, 

8. 

9. 
10. 
11. 
12. 
13. 
14. 
15« 
16. 
17. 
18. 
19. 
20. 
21. 

22. 
23. 
24. 

25. 

26. 
27. 
28. 
29. 
30. 
31. 
32. 
83. 

34. 
36. 
36. 
37. 

A      s.    d. 

4,700    0    0 
a  9,550     0   0 

1,825     0    0 
1,875    0     0 

4,340     0     0 
e2l,470  0     0 

8,134  10     0 
10,934    8    0 

5,250     0     0 

12^7  12     0 

4fi55    0    0 

f        - 

1,700    0    0 
4,451     6     2 

8,494  16     0 
3,137  17  10 

9.249  10     0 
1,500     0     0 

400     0     0 

3,060     0     0 

1,300     0     0 

A  5,320     0     0 

2,537  10     0 

1,900     0     0 
200     0     0 

1.250  0     0 
7,405   10     0 

3i 
2 

1 

1 

3 
1 

1 

1 
3 

8 

4 

1 

34 

1 
4 

4 
2 

\ 

3 
5 

3i 
5 

£    s.    d, 
-266 

36    0    0 

•               « 

471  10    4 

£    8.    d. 

192  10    0 
18     6    0 

656  18    9 

to                    •                   • 

243     6     0 

174     3     2 

19     5     0 
88  16     3 

43  15     0 
11,799    9     7 

£    8.   d. 

•             - 
2     2     4 

24  14     3 

&         8.     d. 

4,700     0     0 
9,742  10    0 

1,845  11     6 

1,875     0    0 

2     2     4 

4,340     0    0 
22,126  18    9 

8,134  10    0 
10,984     8     0 

5,250     0     0 

12,887  12     0 

4,298     6     0 

1,700    0     0 

4,451     6     2 

30     0     0 

8,494  16     0 
3,137  17  10 
9,249  10     0 
1,674     3     2 
424  14     3 
3,060     0    t) 
1,300     0     0 
5,339     5     0 
2,626     6     3 

1,900     0     0 

200     0     0 

1,293  15     0 

19,676     9  11 

^     8.    d. 
55  12     8 

£   8.  d. 

£     8,    d. 

£     8.     d. 
67  10    0 

A      8.    d. 

319  12     7 

189  15  10 

213  17     4 

1,096  17  11 

17  18    2 

77  13     0 

117  U     1 
589  16     6 
109  11     8 

24  12     2 
175^    4     0 

16  10     6 
205  17     5 
241     3     6 

141     3     2 

1     9     8 
341   19     1 
147  13     6 

228     9     9 
201     4     5 
167  15  11 
254  11     6 

286     8     2 

5     8     5 

88  13     4 

236     4     4 

20  15     4 

82     8     0 

122  10     8 

108    4     5 

£    «.    d 

319  12     7 
189  15.10 
213  17     4 
1,096  17  11 
'85     8     2 
77  13     0 

117  11  1 
589  16  6 
109  11     8 

24  12  2 
175     4     0 

16  10  6 
205  17  5 
241     3     6 

141     3     2 

1     9     8 
341   19     1 
147  13     6 

228     9     9 
201     4     5 
167  15  11 
254  11     6 

286  8  2 
61  I  I 
38  19     4 

236     4    4 

20  15     4 

82     8     0 

122  10     S 

108     4     5 

137,528    0    0 

-      - 

503  16  10 

18,24016     6 

42     4    8 

151,314  18    0 

55  12     8 

- 

4  10    0 

67  10    0 

6,087     5     8 

6,214  18     4 

h 
2. 
3. 
4. 
5. 

6. 

7. 

9. 

10. 
11. 
12. 
13. 
14. 

15. 
16. 
17. 
18. 
19. 

800     0     0 
2,600     0     0 
2,307     0     0 

636     0     0 

-300     0     0 

o880  13     7 
1,000     0     0 

1,100     0     0 

p  3,559  16     6 

41     0  10 

1,450    0     0 

200     0     0 

356  10     0 

1,520     0     0 

100     0     0 

4 

\d, 

5 

5 

3 
5 

— 

7  10     0 
olOl  17  10 

64  10     7 
0     1     5 
5  15     8 

45  10     0 

»■        .        . 

82     5     9 

800     0     0 
2,682     5     9 
2,307     0     0 

643  10     0 

800     0     0 

982  11     5 
1,000     0     0 

1,164  10     7 

8,559  17  11 

46  16     6 

1,495  10     0 

200     0     0 

356  10     0 

1,520     0     0 

100    0     0 

8     9     4 
150     0     0 

19    3     4 

— 

- 

48  14  10 

193  13  10 

160     6     8 
246  18     8 
101     7  11 

266     3     0 

301   10     2 
222  12     0 

250  11     2 
56  18     5 
14     0     7 
44     4     1 

254  15     6 

26     4  11 

62     8     5 

282     8     4 

120  16     9 

139  16     0 

193  13  10 
67     4     2 
160     6     8 
246  18     8 
101     7  11 

416     3.    0 

301   1.0     2 
222  12     0 

250  11     2 
56  18     5 
14     0     7 

44  4     1 
234  15     6 

45  8     3 
62     3     5 

282     8     4 
120  16     9 
139  16     0 

d  For  debts  of  6502. 
h  For  debts  of  200i:  i  For  debts  of  180^ 

o  Misstated  in  preyious  returns. 


e  Indnding  2,181^  at  1^  per  cent,  and  6851  not  bearing  interest 
k  Including  4,550/.  at  one  penny  per  cent,  until  the  preference  debt  is  paid  off. 
p  Including  l,750i!.  at  one  penny  per  cent.  q  For  debts  of  60/. 

14  ,'^  ^ 
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ABSTRACT  STATEMENTS  OF  INCOME  AND  EXPENDITURE  OF 


NAMES  OF 
COrXTIES  AND  TRUSTS. 


Balance 
in  Treasurers* 

Hands  on 
1st  Jan.  1868. 


Balance 

due  to  the 

Treasurers  on 

l8t  Jan.  1868. 


INCOME. 


4. 

Bevenue 

received  from 

ToUs. 


Parish 
Composition 

in  lieu  of 
Statute  Duty. 


6. 

Estimated 

Value  of 

Statute  Duty 

performed. 


Berenue 
fh>m 
Fines. 


Bevenue 

from 
Incidental 
Beceipts. 


Attmnt 
ofHoMj  j 

of  tie  Ton. 


COUNTY  OF  WARWICK— 
continued. 

20.  Maucetier  and  WalTPey  Heath 

21*  Kugbv  and  Hinckley 

Sa.  Rtigby  and  Kll worth 

SB,  Rugby  aucl  Luitcr worth    - 

S4.  Rugby  ixixd  WzTwli^k 

25,  Routham  and  Kineton 

S6.  Stonebridge  and  Kenilworlh 

ST.  Stratford  and  Edpehill 

28.  Stratfottl-upoiiipAYon    and     Long 

ComptoR         _  -  - 

^9.  Warwick,   Coventry,   and   Leam- 

iugtoti    -  -  •  - 

30.  Warwick    and    Paddlebrook    and 

Stratford  _  -  - 

31.  Watlmg  Stre^U  Bentley  Lane  and 

Branchy  Pin  wall  Lnne  and  Ap- 
pk*by  (united)    -  -  - 

33.  WeUes"bemrae  and  Stratford 


COLTfTT  OF  WESTMOBLAND. 


1.  Ambleside  _  -  - 

2.  Appleby  and  Kendal        -        ^     - 

3.  Brough  and  Bowes,  and  Maiden 

Castle  and  Barrow's  Brow  to  the 

Coal  Works  (aniitd'J 
4*  Brongh  and  Earn  on  t  Bridge 
5*  Brough  and  Middle  ton     - 
e.  Heron  ay ke  and  Earnont  Bridge     - 
7.  Kirkby    Lonsdale,    Kendal,    and 

MUuthorpe         ,  -  - 

5,  Kxrkby  S^tephen  nnil  Hawes 

6,  Milnthorpi^  and  LtveuB     - 


COUNTT  OF  WILTS. 

1,  Amesbury  -  -  -  - 

3.  Beckhamptou         -  -  - 

3.  Bradford  ^  -  -  - 

4.  B^rford,  U^acbdale,  and  Swmdon  • 
fi.  Calce        *  -  -  - 

6.  C-alne*  IliUmarton^  and  Lynebam, 

or  Second  District 

7.  Chjpp^inham        -  •  - 

8.  Corsham  -  -  - 

9.  DeTise*  (consolidated)/    - 
10.  Dray  tot,  or  Upper  District 

I  J,  Evtrley    -  -  -  - 

12.  Fiahtrton,     Wilton,     Heytesbury, 

Willoughby  Edge,  and  Bedhone 

13.  Holt  -  ' 

14.  Kenn^t  nnd  Atnesbury    - 

1 5.  MaliTie»burj%  Vksi  T>iBtrict 

16.  Ditto,        Second  District 

17.  Ditto,        Third  District 

18.  Jforlboi-OQgh  and  Froxfield 

19.  Marlbi^roiJgh  and  Sjdisbury 

20.  Marislifield  .  -  . 
31.  Melksham  i.  -  . 
23.  SanuE  and  Elin^»  Eling  District  - 
23-          Ditto,  Lobcomlie  District 


£  «.  d, 

10  12  4 

213  18  2 

153  19  2 

534  8  3 

96  17  2 

151  0  6 

103  4  11 

8  13  1 

122  0  7 

312  8  9 

73  10  4 


354 
55 


5  11 
3  11 


4,680  19  7 


420  19  10 
154  17  9 


16  5  11 

50  6  4 

88  18  9 

243  5  2 


157  13  5 
308  9  10 


1,440  17  0 


£  8.    d. 


181  16  11 


2  0  7 


2  0  7 


5  14  9 

50  8  1 

366  13  9 

161  1  0 

238  14  2 

832  3  10 

67  5  3 

238  1  4 

12  14  3 

129  0  8 


267 
185 


4  7 
4  0 


281  3  9 
88  4  2 

438  1  10 
96  19  1 


48  6  10 

23  4  0 

26  12  1 

597  16  10 


£   ff.  dL 


£#.<;. 


243  0 
362  18 
224  15 
326  5 
355  3 
151  0 
119  9 
827  0 


85  10     0 


1,136  15  6 
797  10  0 
774     2     2 


1^75     0     0 
217     1     9 


65     0     0 


19,329  17     6 


223  10     0 


£      8.    d. 


1,176     0    0 
380     3     3 


56     8  8 

280     0  0 

180  .  0  0 

645  10  0 

459     5  0 

148  10  0 

417     0  0 


29  10     0 


8,742  11  11 


29  10     0 


56     4  10 


3     4     1 


18  13     2 


434     7  8 

457  16  8 

740    0  0 

584     0  0 

550  18  4 

216     0  0 

1,221     0  0 

545     0  0 

1,422  11  6 

181     0  0 

259     3  10 


1,052  10 
201  13 
607  11 
909  18 

1,844  16 
597  1 
119  0 
786  16 
478  0 
738  6 
990  16 
159     0 


334     5  10 


84  18     0 


£    8.    d. 


0  10     0 
5     4     0 


10     4     0 


15  18     0 


0     6     9 


0     9     6 


A    8,   i 


0  14    0 

21  13    8 

2  10    0 


8     0 

0 

30    0 

0 

36     2 

0 

0    3 
82  10 

6 
0 

239     6  10 


0  19    i 
3    0    3 


1     3    6 
12     4     0 

1  II     4 


6     6  11 


25     5     4 


3  16 
5  2 
7  12 
1  0 
15  14 


40  15    0 
26     5     6 
^1,08112     0 


29  14  9 
10  0  0 
90    6    4 


0  10 
0    9 

6  0 
62  14 
21  15 

7  0 


a  AK«Qt*s  commission.  b  Contract  work.  c  Including  materials,  &c.  d  Allowance  to  parishes.  e  Including  16/.  13*'  "*' 

h  luctading  38/.  9«.  5</.  balance,  and  532/.  38,  Sd.  value  of  materials  divided  among  the  parishes  on  the  Trust  ceasing. 
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EXPENDITURE.                                                                                     ] 

10. 

Total 
Ikcomb. 

11. 

Manual 
Labour. 

12. 

Team  Labour 

and 

Carriage  of 

Materiahi. 

13. 

Materials 

for 
Surface 
llepairs. 

14. 

Land 
purchased. 

15. 

Damage 

done 

in 

obtmning 

Materials. 

16. 

Tradesmen's 
Bills. 

17.                      18.                     19. 
Salaries  of 

Treasurer. 

Clerk. 

Surveyor. 

20. 
21. 
22. 
23. 
24. 
25. 
26. 
27. 

28. 

29. 

30. 

31. 
32. 

£    s.    d. 

243     0    0 
362  18     4 
225     9     0 
348     8     8 
362  17     4 
151     0     0 
119     9     1 
412  10     0 

1,144  15     6 

892  10     0 

810     4     2 

1.885     7     6 
249  11     9 

£     8.     d, 

102  13    4 
88    2    0 
65     8     0 
82     5     0 

107     8     0 

1     1     7 

40  15  11 

198     1     9 

-6  569-15     7 
267  13     6 
310  11  10 

449     3     5 
143  14  10 

^    s.    d. 

22  19     5 
17   12     4 
20     8  11 
31  15  10 
48  18  11 

20     6     0 
84  15     4 

167  14     4 
120  18     1 

182     1     7 
66     8     3 

£    «.    d 

41  15    9 
79  13     5 
28  14     7 
116     4  11 
64  18     4 

53     7     1 
38  18     0 

166     5     8 
132  19     7 

208     9  10 
40     5     4 

&    s.    d, 
5     0    0 

&    s.    d, 

3  19    8 

17  17     0 
6     6     4 

0     8     9 

£    s,   d. 

20     5     4 
17  15     9 
14  17     9 
57   12     5' 

12  14     0 
3     0     7 
5     0     5 

13  10     5 

37     8     2 
47  11  10 
67     3     4 

163     d     9 

33  18     9 

£    s,    d. 

5     5    0 
5     5     0 
5     5     0 
5     5     0 
a6  11     0 

15     0     0 

£     8,    d. 

15     0    0 
11   U     0 
11  11     0 
11   11     0 
11  11     0 

1     9     5 
10  10     0 

5     0     0 

8     0    0 
31   10     0 
25     0     0 

40     0     0 
5     5     0 

£    «.    d 

20    0    0 
18     0     0 
18     0     0 
26     0     0 
18     0     0 

10  10     0 

62     0     0 

60     0     0 

100     0     0 

96     0     0 
20     0     0 

19,808  12     4 

6,347     6     1 

1,938  11     5 

3,464     0     4 

5     0     0 

100  18     4 

1,360  18     8 

107  13     0 

488  18     5 

1,473     0     0 

1. 
2. 

3. 
4. 
5. 
6. 

7. 
8. 
9. 

1,176  19     4 
383     3     6 

85  13     8 
280     0     0 
181     3     6 
657  14     0 

460  16     4 
148  10     0 
423     6   11 

794    0     0 

32     9     1 

115     2  11 

83     7     6 

191  19     2 

56     0     0 

0  16     3 
10     9   11 
43  15     0 

31     2     8 

84     6     5 

0     7     6 
16     7     5 
53  14     8 

31     8     4 

- 

. 

98     8     5 

6     0     0 
5     0     0 

20     0     0 
10     0     0 

6     0     0 
15     0     0 
10     0     0 
15     0     0 

10     0     0 
2     0     0 
5     0     0 

30     0     0 
10     0     0 

15  15     0 
60     0     0 
20     0     0 
25     0     0 

20     0     0 

6     0     0 

-  n          - 

-  -          - 

2     5     0 

3  17     3 
1     0  11 

8  3     6 

9  10     8 

10     0     0 
5     0     0 

- 

- 

. 

4     5     6 

5     0     0 

3,797     7     3 

1,216  18     8 

142     3  10 

186     4     4 

2     5     0 

125     6     8 

30     0     0 

93     0     0 

185  15     0 

1. 
2. 
3. 
4. 
5. 

6. 
7. 
8. 
9. 
10. 
11. 

12. 
13. 

14. 
16. 
6. 
17. 
8. 
19. 
20. 
21. 
12. 
\3. 

438     3     8 
462  18     8 
747  12     9 
585     0     0 
566  19     7 

550     5  10 
1,261    15     0 

571     5     6 
2,504     3     6 

181     0     0 

259     3  10 

1,082     4     9 
211  13     4 
697  18     1 
909  18     4 

1,344  16     8 
681   19     8 
119  10     0 
787  15     7 
484     0     6 
791      1     2 

1,012  12     3 
166     0     3 

c6G  11     7 
224     9     3 
160     5     0 
d  3.')0     0     0 
193     8     3 

85  15     6 

6  849     4     6 

167  10     9 

A  920  13     7 

96     8     1 

40     5     2 

468     6  10 

c  596     4     0 
252     0     8 

;^436  11    H 
172     0     8 
32     0  10 
137     7    ^ 
182     1     1 
133     0     7 

6  669   12     9 
6  70     1     9 

104     2     0 
1   13     0 

130  15     1 

71  10     3 

137  19     0 

251     0     6 

29  17     2 

246  13     9 

94     1     1 
134  15     5 
180  10     3 

18     0     6 
170  11     3 
122     6     6 

62  12     0 

154  19     1 
128     1     4 
170  14     5 

180     3     9 

274  2     0 
15  10     0 

146  11   11 

137     9  10 

168  11     4 

275  12     3 
126  15     4 

7  18     1 

119     7     4 

81     2  10 

108  16     2 

. 

19     5     0 
26  13     9 

4  11     8 

11   10     3 
28  16  10 
14     0     4 

14     6     6 

22     4     5 

12  10     0 

9  13  10 

31     9  11 

7  19     0 
31     7     1 

6     5     8 

8  15     6 
4     I   10 

38  10     0 

2  16     0 
6     0  10 

67     4     2 
11     4     3 

8  7     4 
4     0     6 

34     6     6 
16     5     8 

9  9  11 
45     5     2 

3  16     9 
29  12     8 
69     1      1 
28  17     6 

10     0     0 
10  10     0 

10     0     0 
10  10     0 

10     0     0 

30     0     0 

5     5     0 

10     0     0 

4     4     0 

21     0     0 
25     0     0 
10     0     0 

20     0     0 
20     0     0 
40     0     0 
20     0     0 
20     0     0 

4     4     0 
25     0     0 
25     0     0 
60     0     0 

25     0     0 

60     0     0 

20     0     0 
20     0     0 

20  0     0 

21  0     0 
20     0     0 
25     0     0 
16     0     0 

50     0     0 
10     0     0 

60     0     0 

60     0     0 

100     0     0 

52     0     0 

21     0     0 
e45  13     0 

50     0     0 
il87  10     0 

120     0     0 

30     0     0 
70     0     0 
30     0     0 
15     0     0 
75     0     0 
40     0     0 
40     0     0 
120     0     0 
52     0     0  . 

/Local  Act  expired  1st  November  1868. 
i  For  1^  year. 


g  Including  proceeds  of  sale  of  Trust  property,  also  632/.  S«.  %d.  value  of  materials  on  hand« 
k  Including  contract  work. 
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ABSTRACT  STATEMENTS  OF  INCOME  AND  EXPENDITURE  OP 


NAMES  OF 
COUNTIES  AND  TRUSTS. 


EXPBNDITURB-coiifmiieii: 


20. 


LawOhargeB. 


21. 

Interest  of 
Debt 


82. 


ImproTeiiieEitB. 


28. 

Debts 
paidofil 


24. 

IhcideDtal 
Expenses. 


85. 

Estimated 

Value  of 

Statute  Daty 

perfbnned. 


86. 
Total 

EZPKirDlTCRI. 


COUNTY  OF  WARWICK 
— continued, 

20.  Mancetter  and  Wolvey  Heath 

21.  Rugby  and  Hinckley 

22.  Rugby  and  Kilworth 

23.  Rugby  and  Lutterworth 

24.  Rugby  and  Warwick 
25."  Southam  and  Eineton 

26.  Stonebridge  and  Eenilworth 

27.  Stratford  and  Edgehill 

28.  Stratford-upon-Avon     and    Long 

Compton  -  -  - 

29.  Warwick,    Coventry,  and  Leam- 

ington   -  -  -  - 

)0.  Warwick    and  Paddlebrook   and 

Stratford 
n.  Watling  Street,  Bentley  Lane  and 
Branch,  Pinwall  Lane  and  Ap- 
pleby (united) 
y2,  Wellesboume  and  Stratford  - 


COUNTY  OF  WESTMORLAND. 

1.  Ambleside   -         -  -  - 

2.  Appleby  and  Kendal  .        .         - 

3.  Brough  and  Bowes,  and  Maiden 

Castle  and  Barrow's  Brow  to  the 
Coal  Works  (united)    - 

4.  Brough  and  Eamont  Bridge 

5.  Brough  and  Middleton 

6.  Heronsyke  and  Eamont  Bridge 

7.  Kirkby    Lonsdale,    Kendal,    and 

Milnthorpe         -  -  - 

8.  Kirkby  Stephen  and  Hawes 

9.  Milnthorpe  and  Levens 


£ 


COUNTY  OF  WILTS. 

1.  Amesbury  -  -  - 

2.  Beckhampton       -  -  - 

3.  Bradford     -  -  -  - 

4.  Burford,  Leachdale,  and  Swindon  - 

5.  Calne        -  -  -  - 

6.  Calne,  Hillmarton,  and  Lyneham, 

or  Second  District 

7.  Chippenham  -  -  - 

8.  Corsham     -  -  .  - 

9.  Devizes  (consolidated) 

10.  Draycot,  or  Upper  District 

11.  Everley        -        -  -  - 

12.  Fisherton,     Wilton,    Heytesbury 

Willoughby  Edge,  and  Kedhone 

13.  Holt  -  -  -  . 

14.  Kennet  and  Amesburv     - 

15.  Malmesbury,  First  District  - 

16.  Ditto,       Second  District 

17.  Ditto,       Third  District - 

18.  Marlborough  and  Froxfield 

19.  Marlborough  and  Salisbury 

•20.  Marshfield  -  -  . 

21.  Melksham  -  -  - 

22.  Sarum  and  Eling,  Eling  District    - 

23.  Ditto,  Lobcombe  District 

a  For  debts  of  208/.  Os.  4d, 
A  For  debts  of  121/.  10«, 


A  s.    d. 


I     0  0 

0  5  0 
21  18  0 

1  0  0 


A     9.  d. 

88  0  0 

92  13  8 

13  15  3 


£     8.    d. 


72  5  7 
147  10  4 


3  6  2 


18  16  7 


6  6  10 


86  6  6 

105  14  9 

140  19  0 

8  16  3 

70  17  0 


A    8.    d. 


a  160  0  0 
5  50  0  0 


clOO  0  0 


50  0  0 
300  0  0 
170  0  0 


482  IS  3 


1,274  14  0 


214  12  10 


49  7  11 
31  8  4 


80  19  6 
89  7  4 


13  7  8 
3  6  0 
2  18 


316  11  11 

70  6  5 
22  13  0 
66  17  11 


18  14  11 


677  12  4 


59  19  8 

9  19  7 

21  6  6 

4  7  8 


70  0  0 


0  13 
15  16 

5  10 
22  13 
13  15 


44 
12 
88 


73  8  11 
34  9  6 
19  10  0 

30  5  11 


48  7  6 


5  18  6 


86  6  6 


6  11 
9  9 

13  19 
65  12 
46  9 


24  3 
172  10 

76  16 

266  12 

132  2 

3  18 

80  7 

28  0 
888  4 


A    :    d. 

11  15  0 

9  0  6 

6  18  8 

83  16  3 

8  5  2 

18  7  9 

1  11  0 

1  11  3 

86  9  8 

15  9  10 

6  16  11 


35  1  8 
8  14  6 


1,901  0  0 


717  6  1 


f395  15  7 
370  8  10 


15  15  3 

19  8  8 


^850  0  0 
M80  0  0 


5  1 
1  1 

80  7 


4  13  8 


t300  0  0 


18  6 
7  13 
1  15 


1,436  4  5 


87  16  5 


100  0  0 


/lOO  0  0 


300  0  0 


11  16  1 

12  8  8 
18  15  9 

13  8  1 
A85  9  0 

15  18  1 

5  7  9 

15  9  6 

m  687  5  4 


5  4  4 


nl60  0  0 


7 

10 
119 
15 
18 
11 


16  13 
33  18 
18  16 
31  4 
9  19 
1  13 


A    8.    d. 


A     t,  d. 

862  8  10 
500  13  8 
834  17  8 
381  8  5 
450  6  0 
171  0  8 
145  0  7 
422    2  11 

1,159    7   a  J 

1,093  17    9 

777  12    4  1 


1,866     9 
312  15     5 


19,876  12     5 


1,548  IS    7  I 
445  19  10  / 


91     9  0 

311     5  10 

834  10  4 

642  16  9 


504  19 

32     6 

390    0 


4,802     I     2  ^ 


230 

17 

540 

7 

10 

601 

12 

540 

4 

697 

14 

506 

7 

993 

4 

11 

685 

14 

10 

8,742 

4 

10 

158 

6 

9 

259 

8 

9 

1,176 

15 

5 

223 

0 

6 

954 

8 

0 

672 

8 

/ 

1,285 

0 

9 

708 

10 

4 

129 

18 

710 

13 

485 

S 

690 

13 

1,009 

5 

219 

1 

10 

b  For  debts  of  54/.  17«.  2(/.  c  For  debts  of  18U  8«. 

t  For  debts  of  631/.  1 U.  6(/.  k  Including  75/.  8«.  6(/.  for  gas. 

o  Including  1,100/.  at  one  penny  per  cent* 
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DEBTS. 

ABRBARS    OF    INCOME. 

27. 

Bonded 

or 

Mortgige 

Debti. 

28. 

Rate 
of  In- 
terest 
per 
oent 

29. 

boating 
Debts. 

30.                  81. 

Balance 
Unpaid          doe  to 

Treasurers 
Interest     ondlstDec. 
1868. 

82. 

Total 
Debts. 

33. 

Arrears 

of 

Tolls  for 

onrrent 

Year. 

34. 

AiTMrt 
or  Pariah 

Com- 
position 

Jbr 
cnireot 

Tear. 

35. 

Arrears 

of  other 

Beceipts 

rorcorrent 

Year. 

36. 

Arrears 

of 
fbrmer 
Years. 

37. 

Balance  in 
Treasorers* 

Hands 
on  3l8t  Dec 

1868. 

38. 

Total 
Assets. 

20. 
21. 
22. 
23. 
24. 
25. 
26. 
27. 

28. 

29. 

30. 

31. 
32. 

700    0    0 
1,809     1     6 
*   667  11     3 

1,396  16     0 
5,000     0     0 
(29.55     0     0 
1,300     0     0 

2,950     0     0 

2,040     0     0 

200    0     0 

1,809    0    0 

4 
5 
34 

5 

4i 
4&5 
2 

4 

5 

4 

£     B.    d. 

0  10    7 
0    3    0 

0    7  11 
14    6     7 

A    s.    d. 

136  14  10 

1,993  10  10 
d99S  12     9 

80     6     2 
76  13     2 

•        •        * 

72     7    2 

£    8.    d. 

8  16    0 

0  19  10 
7  19     9 

A    8.   d. 

708  16    6 

1,809  12     1 

804     9     1 

1,397     3  11 
6,993  10  10 
1,948  12     9 
1,300  19  10 

3,030     6     2 

2,130  19     9 

200     0     0 

1,881     7     2 
7  19     9 

£   «.   d 
43    0    0 

72  10    0 

•             • 

A  s.   d, 
50    0    0 

A    s.    d. 

A   s.   d. 

128     4     4 

•              — 

A     s.   d. 

76  2  10 
144  10    6 
501     8     6 

9     8     6 
129  19  10 

77  7     5 

107     8     5 
111     1     0 
106     2     2 

473     3  10 

A     3.    d. 

171    4    4 

76  2  10 
144  10     6 
501     8     6 

9     8     6 
129  19  10 

77  7     5 

107     8     5 
238  11     0 
106     2     2 

473     3  10 

- 

36,678     9     8 

-      - 

15     8     1 

3,578  10     5 

100     1   10 

89,872  10     0 

293     2     8 

50    0     0 

- 

176  19     2 

4,481     4     5 

5,001     6     3 

1. 

2. 

3. 
4. 

5. 
6. 

7. 
8. 
9. 

880     2     0 
695  18     6 

/750     0     0 

2,979     0     0 

1.620     0     0 

11,366  13     5 

2,328     7     0 
1,132  10     0 
3,199  17     4 

4 

H 

8 
3 

Id. 
2} 

2 
2 

- 

8  19     5 
22  18     4 

44  10    0 

- 

889     1     5 
718  16  10 

794  10    0 

2,979     0    0 

1,620     0     0 

11,366  18     5 

2,828     7     0 
1,182  10     0 
3,199  17     4 

•              • 
10    0     0 

- 

•            • , 

520  16     1 

49     5     7 
92     1     5 

10  10     7 

19     0     6 

35  11  11 

258     2     5 

113  10     2 

114  8     5 
341   16     6 

49     5     7 
92     1     5 

531  6  8 
19  0  6 
35  11   11 

258     2     5 

113  10     2 
124     3     5 
341  16     6 

24,952     8     8 

-      - 

- 

76     7     9 

- 

25,028  16     0 

10     0     0 

- 

- 

520  16     1 

1,034     2     6 

1,564  18     7 

«» 

I. 
2. 

4. 
5. 

-6. 

7. 

8. 

9. 
10. 

n. 

12. 
13. 
14. 
15. 
16. 

i7. 

18 
19 
20 
21 
22 
23 

3,562  10     0 

1,675     0     0 

1,300     0     0 

400     0     0 

1,300     0     0 

483     0     0 
600     0     0 

889     1     3 

5,900     0     0 

1       1,900     0     0 

<      9,105     7     0 

1      7,560     0     0 

100     0     0 

o4,.390     0     0 

700     0     0 

6,358  11     6 

4 
4to5 

? 

2 

2 

2 
3 

? 

2 

4 

2i 

4 

58  19  11 
93     3     8 

44    0     9 

229  19     2 

73     6     4 
191     5  11 

11  11     3 
60     0     0 
40     0     0 

12  10     0 

340     4  10 
8  19     8 

19     6     5 

54     0     0 

16  12     6 

227     5     2 

119     4     0 

1     0     0 

41     7     7 

27     1     1 
11     9     1 

13     6     6 
71   14     9 

3,961   14     9 

120     4     9 

1,675     0     0 

1,311     9     1 

453     0     5 

1,800    0    0 

502     6     5 
600    0    0 

229  19     2 

889     I     3 
5,954     0     0 
1,989  18  10 
9,528  18     1 
7,690  15     8 

174     6     6 
4,471     7     7 

700    0    0 
6,371     1     6 

71  14     9 

140    0     0 

—          • 

—    . 

116     3     4 

213     1     1 

512  14     4 

80     6     1 

282  12     8 

1,100  13  11 

52  15  11 

35     7     6 
128  15     9 

172  18  11 

173  16  10 
24  13  10 

325  13  11 

497  17     9 

70     8     2 

125  9     4 
22     1     4 

126  19     6 
601     4     0 

213     1     1 

628  17     8 

30     6     1 

282  12     8 

1,100  13  11 

52  15  11 

35     7     6 
128  15     9 

172  13  11 

173  16  10 
24  18  10 

325  13  11 
497  17     9 
210     8     2 

125  9     4 
22     1     4 

126  19     6 
601     4     0 

e  For  debts  of  405^  19«.  8d  /  Including  50^  at  2  per  cent 

m  Inclading  13/.  15«.  retained  in  hand  to  pay  oatstanding  Imbilities,  and  eooL  compensation  to  officers, 

K  2 


^  For  debts  of  634/.  5s.  Sd. 

n  For  debts  of  180/. 
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ABSTRACT  STATEMENTS  OF  INCOME  AND  EXPENDITURE  OF 


1. 

2. 

Balance 
in  Treasurers' 

Hands  on 
1st  Jan.  1868. 

3. 

Balance 

due  to  the 

Treasurers  on 

1st  Jan.  1868. 

INCOME. 

NAMES  OF 
COUNTIES  AND  TRUSTS. 

4. 

Revenue 

received  from 

Tolls. 

5. 

Fariah 

Composition 

inUeuof 

Statute  Duty. 

6. 

Estimated 

Value  of 

Statute  Duty 

performed.^ 

7. 

Revenue 
from 
Fines. 

8. 
Revenue 

ftOJD. 

Inddental 
Receipts. 

9. 

Amoont  of 

Mooej 
bOTTOwedoD 
the  Security 
of  the  Ton. 

COUNTY  OF  WlLTS-conr. 

24.  Swindon,    Calne,   and    Cricklade, 

Third  District    -            -            - 

25.  Swindon  and  Christian  Malford,  or 

First  District 

26.  Swindon  and  Cold  Harbour 

27.  Swindon,  Hungerford,  and  Marl- 

borough (united) 

28.  Swindon  and  Marlborough 

29.  Trowbridge            ... 

30.  Warminster        -            - 

31.  Westbury 

32.  Wootton  Bassett  and  Marlborough 

&      8.    d. 

11  17     9 

169  11     7 
214     8  10 

45     6     3 

97  10     5 

239  14     7 

118  10     1 

12  5     8 

£     s.    d, 
53     4     8 

£     *.    d. 

331     0    0 

702     5     0 
386     0     0 

810     0     0 
325     4     6 
1,661   11     3 
723     7     6 
920     0     0 
250     0     0 

£.      8,    d. 

237  12  10 
10    0    0 

86     3    0 

! 

£    8.    d. 

0  10    0 

1  19     9 

£      8.    d, 

3     7     6 

33    4    0 
3  18    0 

&     8.    d. 

. 

.             • 

5     7     0 

120     9     9 

1     0     0 

10     0     6 

I    I   : 

£ 

5,063  19     5 

131     6     9 

20,706  17  11 

752  19     8 

- 

3     6     0 

1,577  15  11 

COUNTY  OP  WORCESTER. 

1.  Birmingham  and  Bromsgrove 
3.  Birmingham,  Redditch,  and  Fer- 
shore            -             -               - 

3.  Broadway  and  Mickleton 

4.  Doglane  Gate        -             -          • 

5.  Droitwich  Roads 

6.  Dudley   and   Brettell   Lane,  and 

Fedmore  and  Rowley  (united)    - 

7.  Dudley,  Hales  Owen,  and  Broms- 

grove;  Dudley  and  New  Inn; 
and  Dudley  and  Wolverhampton 
(united) 

8.  Evesham,  First  District,  Bretforton 

and  Stonebow  Divi- 
sions (united) 

9.  Ditto,        Fershore  Division 

10.  Evesham  and  Alcester,  Evesham 

District 

11.  Hundred  House,  First  District      - 

12.  Ditto,             Second  District  - 

13.  Inning's  Lane        -              -         - 

14.  Kidderminster           ... 
16.  Shelsley 

16.  Stourbridge,  Fnst  District 

17.  Ditto,      Second  District 

18.  Tenbury          ... 
19    Tinker's  Gate           .            -          . 

188  12  10 

565  12     4 

28  14     1 

203  10     9 

124  12     5 

14     0     6 
512     4  11 

58  18     8 

84  18     0 
124     4     3 

59  5     7 

1,605  12     8 
274     4     2 
88  18     6 
144  11     5 
229  13  10 
413     0     3 
433  19     8 

85  19     0 

454  15  10 

61   19  11 

294     6     5 

1   19     4 
5     6     3 

31     8     6 
52  15  11 

895  16     8 

962     2     0 

102     5     2 

220     8     4 

1,242     0     0 

6,678  15     0 

4,452  18     4 

697     0     0 
456     6     8 

228  15     0 

825  11     1 

77     0     0 

104  14     3 

1,864  13     4 

67     3     0 

1,956  13     4 

738     6     8 

466  13     4 

98  17     4 
57     5     0 

- 

- 

13  11     8 

0     6    0 

3  18     3 
c 184     8     2 

7  11   10 

■i 

35  18     4 

- 

^              ^ 

10     0     0 
16     8     9 

^    . 

55     0     0 

. 

0     3     0 

39  15     8 

. 

. 

... 

- 

3  15     6 
dSO  15     1 

- 

20.  Upton-upon-Sevem 

21.  Welch  Gate 

22.  Worcester:  Barboume  Roads 

23.  Ditto,       Bransford  Roads 

24.  Ditto,       Broadwas  Roads 

25.  Ditto,       Henwick  and  Martley 

Roads           -         - 

26.  Ditto,       London  and  Stonebow 

Roads 

27.  Ditto,       Lowesmoor  Roads     - 

28.  Ditto,       Fowick  Roads 

29.  Ditto,       Upton  Roads 

139  17     6 
67     8     2 

14  15     1 

615     0     0 
662  13     4 
505     0     0 
963  19     6 
900     0     0 

1,445     0     0 

928     6     5 

415     0     0 

1,565     0     0 

480     0     0 

- 

- 

0     5     0 
0  10     0 

0  18     6 

0  12     0 

0     9     3 
0     5     6 

24  14     2 

2     6  11 

0     3     0 

15     4     4 

13  19     0 

32     1     1 

13     2     8 

222     0     6 

46     7     2 

.    . 

£ 

6,051  15     2 

313  10     9 

29,.507     1     5 

247     0     8 

-       - 

3     3     3 

730     9     9 

- 

COUNTY  OP  YORK. 

1.  Balby  to  Worksop 

2.  Barnsdale  and  Leeds,  and  Branch  - 

3.  Bamsley  and  Grange  Moor 

4.  Bamsley  and  Fontefract 

5.  Bamsley  and  Shepley  Lane  Head- 

6.  Bawtry  and  Selby 

7.  Bawtry  and  Tinsley 

8.  Beverley,  Hessle,  and  North  Cave  - 

9.  Beverley  and  Kexby  Bridge,  and 

Beverley,  Molescroft,  &c.  (united) 

10.  Birstal  and  Huddersfield    - 

11.  Boroughbridge   to    Catterick  and 

Fiersebridge        ... 

317     8     7 
1,219    2     0 
248     3     4 
686  13     7 
319     0     4 
426     5  10 
93     6     4 
102  18     9 

10     7     7 
12  17     7 

550     2  10 

573     0     0 
1,840  10     6 
293     0     0 
652     0     0 
210     0     0 
480     0     0 
728     0     0 
512     1     8 

1,325     0     0 
1,026  10  10 

630     0     0 

K^  99  19  10 

. 

- 

9  10     0 

8     3     3 

11     2     8 

^126     6     8 

. 

137     0     0 
355  19     4 

72  18     0 

.        .        . 

0  4     0 

1  3     3 

0    4     6 

26     0     0 
11   19     0 

11     2     0 

- 

0  Including  materials,  &c  b  Contract  work. 

g  Includmg  120^  28.  ed,  amount  in  the  treasurer's  hands  i^nclaimed. 


c  Including  112i^  12«.  lid.  from  the  town  of  Dioitwich. 
h  Faid  up  to  31st  December  1868, 
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10. 

Total 
Income. 


EXPENDITURE. 


11. 

MAnnal 
Labour. 


12. 

Team  Labour 

and 
Carriage  of 
Matenals. 


13. 

Materials 

for 
Surface 
Repairs. 


14. 

Land 
purchased. 


15. 

Damage 

done 

in 

obtaining 

Materials. 


16. 

Tradesmen's 
Bills. 


17. 


18. 
Salaries  of 


19. 


Treasurer. 


Qerk. 


Surveyor. 


s.   d. 


334  17  6 

975  1  7 
389  18  0 


820  0  0 

330  11  6 

1,782  1  0 

724  7  6 

930  0  6 

836  3  0 


£     8.    d. 


a80  0  0 

227  7  ^3 

77  12  0 

153  18  0 
90  13  1 

568  2  2 
&502  18  0 
a  725  14  11 

120  16  10 


£    8.    d. 


£    8.    d. 


89  3  6 

79  6  3 

96  6  0 

65  5  6 

388  3  0 


102  10  6 

117  10  4 

192  12  1 

79  3  6 

685  15  2 


85  13  2 


44  19  1 


£    8.    d. 


£    8.    d. 


7  10  3 


27  12  0 


20  0  6 
5  15  0 


£    8.    d. 


5  3  7 

33  8  10 
27  16  5 

37  3  1 

22  9  5 

131  13  7 

40  10  10 

55  3  3 

32  5  5 


10  0  0 


30  0  0 


£ 

«. 

d. 

15 

0 

0 

29 

10 

0 

15 

0 

0 

50 

0 

0 

16 

0 

0 

60 

0 

0 

30 

0 

0 

25 

0 

0 

20 

0 

0 

770 

14 

0 

16  0  0 

40  10  0 
20  0  0 


25 
16 
150 
40 
60 
20 


23,040  19  6 


8,846  2  5 


2,560  5  2 


3,318  6  4 


202  6  6 


872  15  7 


196  9  0 


1,544  13  0 


909  8  4 


155  2  2 


59  0  0 


138  7  6 


123  1  8 


31  10  0 


962  8  0 

201  2  6 

281  11  7 

1,426  8  2 


208  8  0 

29  1  1 

111  15  8 

360  6  5 


88  10 

46  8 

47  18 


5,686  6  10 


4,452  18  4 


697  0  0. 

456  6  8 

238  15  0 

877  18  2 

77  0  0 

104  14  3 

1,904  12  0 

112  3  0 

1,956  13  4 

742  2  2 

547  8  5- 


1,364  8  8 


1,096  18  4 


222  14  9 

209  13  9 

87  0  10 

375  9  3 

61  19  3 

37  8  9 

915  3  7 

25  0  5 

51,536  2  1 

6  571  8  7 

191  19  1 


60  17  9 


624  16  6 


528  15  9 


84  16  8 

17  12  0 

2  5  0 

273  4  7 


30  0  0 
5  16  0 


8  16  6 


38 
0 
6 

65 


71 
56 


11  15  4 

160  15  9 

9  10  10 

1  19  6 

280  4  10 

17  15  0 


689  15  9 


570  0  4 


99  12  11 
57  14  7 

14  10  3 

4  8  8 


385  18  5 


289  13  9 


29  17  4 
28  0  9 


3  0  0 


30  0  0 


30  0  0 


15  15  0 


30 
5 
6 

35 


9  14 


3  6  0 

169  16  2 

22  0  0 


16 
2 
0 


9  1  0 


38  11 
0  14 


105  0  0 


105  0  0 


12  12  0 

15  15  0 

16  0  0 
23  0  0 

3  0  0 

5  0  0 

60  0  0 


91  3  10 


3  6  0 


689  14  2 

665  0  3 

505  8  0 

979  13  10 

913  19  0 

1,477  19  7 


161  0  8 
187  10  8 
126  9  8 
300  18  11 
270  4  1 

365  12  11 


942  1 

637  0 

1,611  16 

480  5 


321  0  2 

125  7  9 

376  9  2 

212  8  5 


102  1  5 

117  10  7 

60  13  11 

79  4  5 

125  0  9 

242  18  8 

134  4  4 

37  5  8 

185  7  4 

94  14  6 


193  9 

1  15 

81  6 

222  15 

317  7 


467  16  5 

198  17  0 

59  8  2 

599  3  10 

109  9  7 


29  17  2 

15  17  6 

3  0  0 

40  9  6 


262  5 

165  17 
26  15  11 
0  13  6 
47  9  8 
26  5  8 
28  16  10 
59  6  2 
33  1  11 

51  4  10 


82  10 
32  10 
18  0 

3  0 
15  15 
18  0 

7  6 
14  7 
12  16 


20  II  4 


6  10  6 


70  3 
20  7 
85  17 
13  17 


14  13 

5  19 
22  8 

6  19 


80  0  0 

70  0  0 

30  0  0 

55  0  0 

223  15  0 


266  5 


40 
32 

15 
90 


10  0 

250  0 

5  0 

125  0 

50  0 

50  0 

38  6  8 

45  0  0 

21  13  6 

43  2  4 

38  9  3 

62  2  1 

43  17  2 

17  14  4 

67  7  9 

20  13  7 


30,487  15  1 


10,007  2  8 


3,286  ;  4  7 


4,398  18  10 


152  14  2 


1,927  1  10 


78  15  0 


727  12  0 


1,785  6  8 


672  19  10 

1,350  0  5 

301  3  3 

663  2  8 

336  6  8 

480  0  0 

728  4  6 


162  0  11 


71  12  2 


88  13  8 


721  19  8 


1,707 
1,038 


8  4 

9  10 


642  5  3 


/108  2  6 

/65  0  0 

12  0 

173  19  7 

136  1  9 

466  5  5 

418  15  9 

308  11  10 


110  3  10 
15  19  8 

181  7  11 
324  14  1 

69  19  11 


/99  18  9 

63  2  4 

210  1  9 


1  0  0 


717  8 
244  19 


15  8  4 


6  13 

8 

29  12 

1 

23  11 

0 

17  10 

8 

17  15 

2 

7  5 

10 

9  18 

3 

26  13 

11 

60  17 

3 

47  10 

4 

10  15 

9 

45  3  9 


6  0  0 


20  0  0 

25  0  0 

39  3  7 

43  7  0 

37  19  9 

10  0  0 


A  45 
30 


0  0 
0  0 


30  0  0 
67  10  0 


5  0  0 

30  0  0 

50  0  0 

A 113  6  8 

85  0  0 


15  0  0 


30  0  0 


95  0 


d  Including  752.  from  sale  of  old  tdl-hovse^ 


e  Not  received  until  the  followjiig  y^ar* 
K8 


/  Allowance  to  townships^ 
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ABSTRACT  STATEMENTS  OF  INCOME  AND  EXPENDITURE  OF 


NAMES  OF 
COUNTIBS  AND  TRUSTS. 


EXPENDITUBE— conf»iii€£f. 


20. 


Lair  Charges. 


SI. 

Interest  of 
Debt 


22. 


ImproyementB. 


23. 

Debts 
paido£ 


24. 
Expenses. 


25. 

Estimated 

Value  of 

Statute  Dat7 

perfonned. 


26. 

Total 
Expenditure. 


St 

a 


COUNTY  OF  WILTS— coni. 

24.  Swindon,    Calne,   and   Cricklade, 

Third  District 

25.  Swindon  and  Christian  Malford,  or 

First  District      -  .  - 

26.  Swindon  and  Cold  Harbour 

27.  Swindon,  Hungerford,  and  Marl- 

borough  (united) 

28.  Swindon  and  Marlborough 

29.  Trowbridge  «  -  - 
80.  Wanninster            -            -          - 

31.  Westbury  ... 

32.  Wootton  Bassett  and  Marlborough 


£ 


COUNTY  OF  WORCESTER. 

Birmingham  and  Bromsgroye 
Birmingham,  Redditch,   and  Per- 
shore        -  -  -  - 

Broadway  and  Mickleton 
Doglane  Gate        -  -  - 

Droitwich  Roads        -  -        - 

Dudley  and  Brettell  Lane,  and 
Pedmore  and  Rowley  (united)  - 
Dudley,  Hales  Owen,  and  Broms- 
groye ;  Dudley  and  New  Inn ; 
and  Dudley  and  Wolyerhampton 
(united)  -  -  . 

Eyesham,  First  District,  Bretforton 
and  Stonebow  Diyi- 
sions  (united) 
Ditto,        Pershore  Diyision 
Eyesham  and  Alcester,  Eyesham 
District  -  -  - 

Hundred  House,  First  District 

Ditto,  Second  District  - 

Inning's  Lane        -  -  . 

Kidderminster        -  -  - 

Shelsley  -  -  - 

Stourbridge,  First  District 

Ditto,      Second  District 
Tenbury  -  -  . 

Tinker's  Grate        -  -  - 

Upton-upon-Seyem 
Welch  Gate         -  .  - 

Worcester :  Barboome  Roads 
Ditto,  Bransford  Roads 
~  *  Broadwas  Roads 

Henwick  and  Martley 

Roads 
London  and  Stonebow 

Roads 
Lowesmoor  Roads 
Powick  Roads 
Upton  Roads 


£  $.  d, 

3  12  0 

3  5  0 

2  7  7 


0     8     0 


390  15     2 


15  18  2 
3  4  11 
9  16     8 


21  18     4 


18     6     0 


Ditto, 
Ditto, 


26.      Ditto, 


Ditto, 
Ditto, 
Ditto, 


10  10  10 
5  7  11 

1  0  0 
4  13  9 

2  8  4 


5  10  11 
0  13  4 
3  7  4 

12  10  10 
2  17  5 
8  10  5 
5  1  3 

8  4  2 

5  16  7 

2  9  2 

13  16  6 
2  19  7 


£ 


165  2  5 


COUNTY  OF  YORK. 

1.  Balby  to  Worksop 

2.  Barnsdale  and  Leeds,  and  Branch- 

3.  Bamsley  and  Grange  Moor 

4.  BJEonsley  and  Pontdiract 

5.  Bamsley  and  Shepley  Lane  Head- 

6.  Bawtry  and  Selby 
.7.  Bawtry  and  Tinsley 

8.  Beyerley,  Hessle,  and  North  Caiye  - 

9.  Beyerley  and  Kexby  Bridge,  and 

Beyerley,  Molescroft,  Ac.  (united) 

10.  Birstal  and  Huddersfield 

11.  Boroughbridge  to  Catterick  and 

Piersebridge   -    - 


27  18  10 


11  8  11 


19  13  10 


12  19  10 


£    8.    d. 


56  11  7 


81  17 

31  6 

55  12 
24  7 
22  5 


34  10  0 
12  10  3 


1,521  8  8 


24  19  11 

170  11  7 

25  5  0 
23  8  11 

109  2  2 

100  19  10 


45  11  1 


69  16  0 


14  13 
180  18 


2  8  10 

54  18  2 

12  0  0 

185  8  9 

9  11  10 

8  0  0 

5  19  6 

27  7  2 

47  6  3 


92  0  11 


1,159  17  8 


87  13 

207  3 

78  11 

90  4 


98  4 

143  5 

55  14 


49  14  6 


28  4  9 


£    «.  d. 


£  «.  d. 


a  190  0  0 
6  100  0  0 


£     8.    d. 


11  19  0 

4  12  6 
1  14  9 


80  8  9 


c90  0  0 


15  8  4 

1  7  6 

99  14  4 

63  16  9 

27  18  5 

1  17  6 


198  16  8 


1,040  0  0 


1,387  19  0 


45  19  4 


122  9  7 
41  15  11 

9  1  8 


<;244  0 

e60  0 

/173  0 

200  0 


33  11 
1  10 
9  11 

22  10 


300  0  0 


100  0  0 


g  1,528  16  U 


A  877  1  2 


22  18  4 
48  8  0 


1272  0  0 
118  15  9 


8  9  6 


612  10  0 


150  0  0 
ISO  14  0 


A  240  0  0 


2  4 
45  2 

5  I 

9  18 
68  16 

4  10 
32  15 
19  13 
18  13 

1  6 
55  18 
23  13  10 
18  19  8 
14  2  10 

9  1  5 


35  0  2 


200  0  0 


87  17 
13  18 
75  18 
34  18 


462  10  8 


2,520  5  9 


3,117  6  6 


/270  4  0 
111,351  13  0 


m48  14  2 
14  8  0 


478  4  8 
0200  0  0 
9  91  18  10 


100  0  0 


9  16  7 


29  19  3 

28  4  3 

76  17  11 

33  19  8 

12  10  9 

14  4  4 

r88  1  5 


aFordebtsof200£. 


b  For  debts  of  105/.  13«.  6d. 


c  For  debts  of  lOOL 


4  15    4 
</ For  debts  of  300/: 


£     8.    d. 


^     8.     i£.i 


188    6    2! 

619  15    5 
560    6     e| 

763  U  10  i 

316  14    0  i 
2,125  14    4  J 

787  U    4 
1,018    6    7  [ 

344    5    3 


22,845  11    1 1 


673  18     8 


1,001  6 

7 

193  16 

1 

420  I 

9 

1,313  8 

11 

5,417  4 

11 

3,836  13 

1 

668  14 

J 

463  14 

11 

170  19 

1 

1,128  7 

1 

206  4 

6 

71  16 

3 

1,809  14 

8 

89  7 

9 

2,836  6 

5 

849  O 

11 

563  9 

1 

11  12 

10 

770  4 

6 

719  12 

10 

348  3 

4 

772  4 

• 

i 

827  0 

2 

1,256  lO 

t 

866  19 

2 

574  lO 

11 

1,426  8 

0 

502  6 

6 

29,788  18     9 


72  18     0 


e  For  debts  of  63/.  14«.  6<£ 


833  14 

9 

1,676  6 

4 

122  2 

8 

755  10 

S 

355  3 

0 

418  15 

2 

603  8 

8 

609  13 

11 

1,748  4 

1 

1,261  17 

3 

577  15 

11 

t  For  debts  of  400/.         A  For  debts  of  300/.         /  For  debts  of  386/1        m  Incloding  20/1  to  Tinsley  and  Doncaster  Road.         m  For  debts  of  1,353/.  15<.  3(f. 
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DEBTS. 

ABBEABS    OF  INCOME. 

27. 

B<mded 

or 

Mortgage 

Debts. 

28. 

Rate 
of  In- 
terest 
per 
cent 

29. 

Hoatmg 
Debts. 

30. 

Unpaid 
Interest 

31. 

Balance 

dneto 

Treasorers 

on3l8tDec. 

1868. 

32. 

Total 
Debts. 

33. 

Arrears 

of 

Tollsfor 

corrent 

Year. 

34. 

Arrears 
of  Parish 

Com- 
position 

fbr 
oarrent 

Tear. 

35. 

Arrears 

of  other 

Beceipts 

for  current 

Year. 

36. 

Arrears 

of 
former 
Years. 

37.^ 

Balance  in 
Treasurers' 

Hands 

on  3l6t  Dec. 

1868. 

38. 

Total 

Assets. 

24, 

25, 

26. 

27. 
28. 
29. 
SO, 
$1. 
$2. 

^    s.   d. 

2,750    0    0 

4,255     0     0 
475     0     0 

982     3     1 

487  10     0 

"571     0     0 

1,050     0     0 
1,750     0     0 

2 

2 

5 

5 
5 

4 

8 
1 

£    *.    d. 
95     3     4 

£    s.   d, 

6     1     5 
4  17     6 

10  15     6 

£    «.   d. 

103  18     9 
116  11     6 

£    s,    d 

2,750    0    0 

4,261     1     5 
479  17     6 

982     3     1 
487  10     0 
674  18     9 
211   14  10 
1,050     0     0 
1,760  15     6 

£    «.   d 

£   «.   d 

£    «.    d 

£    «.    d. 

£  '«.    d, 

158    9     1  1 

524  17     9  1 

44     0     4  ' 

1 

101   14     5 
111     7  11 

30     4     0  1 

4     3     5  1 

1 

£    i.   d 

158     9     1 

524  17     9 
44     0     4 

101   14     5 
111     7  11 

30     4     0 
4     3     5 

58,544     2  10 

-      - 

910     0     4 

849  14     7 

344     1     8 

60,647  19     5 

140    0    0 

' 

- 

116    8    4 

5,472     2     9  15,728     6     1 

L 

2. 
3. 
4. 
5. 

6. 

7. 

8. 
9. 

10. 
11. 
12, 
13. 
U. 
15. 
16. 
17. 
18. 
19. 
20. 
21. 
22. 
23, 
24. 

25. 

S6. 
27- 
28. 
29. 

'  SOS    0     0 

4,075    0    0 

.  807  13    5 

595    0    0 

2,750    0    0 

J, 090     0     0 

2,325  18     0 

1,475     0     0 

300     0     0 

1,680     0     0 

1,600     9     9 

50     0     0 

1,100     0     0 

300     0     0 

1,636  10     0 

196  16     0 

200     0     0 

200     0     0 

350    0     0 

1,016  13     4 

1,950     0     0 

4 

4 

3&3^ 

3 

35 

3 

2 

4 

5 
3 
None 
5 
5 
4 
5 
5 
4 
3 
4 

H 
4 

5     0     0 

559     1     9 
320     2     8 

112  17     0 

60     0     0 

1  13     2 

2  18     6 
2  18     6 

4  16     5 

2  18     6 
1     7     0 
9     1  10 
1  11     6 

6  3     2 

297     6     4 

7  7     3 
60     8     9 

2,000     0    0 

46  10     5 

50     0     0 

-        -        - 

80     7     2 
71     6     3 

165  10  11 
5     0     3 

30     0     8 
86  16     1 

314     3     2 

4,377     6     4 
807  13     5 
602     7     3 

2,810     8     9 

3,649     1     9 

2,692  11     1 

1,525     0     0 

300     0     0 

1,925  18     1 

1,605  10     0 

50     0     0 

1,212  17     0 

330     0     8 

1,636  10     0 

196  16     0 

200     0     0 

200     0     0 

410     0     0 

1,087  19     7 

1  13     2 

2  18     6 
2  18     6 

4  16     5 

2  18     6 

1,951     7     0 

9     1   10 

38     7     7 

80    8    4 

15     5    0 

148  12     5 

78  15     2 

168  13    4 

20     0     0 
55     1     8 

— 

35  18     4 
73  10    0 

4  10     0 

10     0     0 
3     0     0 

10     0     0 

i 

25  10    0 

424     2     6 

526  13     9 
36     0     6 
65     0     7 

238  11     8 

283     2     5 

1,128  10     2 

26     6     0 
51   10     0 

62  9     8 

92     3     7 

63  8  10 

725  19     7 
167     5     5 

72  17  10 
132  18     7 

99     3     6 
358     7     8 
591     3  11 

67  11     9 

19  10     8 

307     8     0 

529  17     9 
124     9     6 
479  14  10 

424     2     6 

607     2     1 
36     0     6 
65     0     7 

238  11     8 

283     2     5 

1,128  10     2 

26     6     0 
51   10     0 

77  14     8 
210     0     9 
152     5     2 

92     3     7 
236  12     2 

725  19     7 
167     5     5 

72  17  10 
152  18     7 

99     3     6 
413     9     4 
591     3  11 

77   11     9 

19  10     8 

310     8     0 

529  17     9 
134     9     6 
479  14  10 

24,007     0     6 

-      - 

1,084    6  10 

2,619     9     4 

237     7  11 

27,948     4     7 

566  15  11 

- 

1 
136  18     4 

25  10     0 

6,674     8     8 

7,403  12  11 

1. 
2. 
3. 
4. 

5. 
6. 
7. 

8. 

9. 
10. 

11. 

2,643     0     0 
.6,914     6     8 
3,000     0     0 
1,013     6     3 
;» 4,496  15     6 
4.030  10     0 
2,953  14     0 
2,275     0    0 

1,600     0    0 
800     0     0 

3 

$ 

Id. 

^ 

4f 

3 

3t 

42  13     2 

83  16     1 
42     6     7 

48    4     9 
6  10     6 

150     4     4 
37     3     2 
12     0     0 

11  13     8 

1 

30  13     2 
773  10    3 

2,835  17     6 
6,951     9  10 
3,012     0    0 
1,097     2     4 
4,539     2     1 
4,042     3     8 
3,001   18     9 
2,281  10     6 

1,630  13     2 
773  10     3 

800     0     0 

25     1     8 
5     0     0 

_ 

- 

- 

156  13     8 
892  16     1 
427     3  11 
594     5     7 
300     4     0 
487  10     8 
218     2     2 
215     4     6 

1 

77     6  11 

156  13     8 
892  16     1 
427     8  11 
594     5     7 
300     4     0 
487  10     8 
218     2     2 
240     6     2 

82     6  11 

/For  debts  of  250/. 
0  For  debts  of  519/.  13*.  6</. 


g  Including  1,359/.  5s.  lid.  for  lighting  and  watering.  h  Including  597/.  15«.  dd  for  lighting  and  watering. 

p  No  interest  payable  on  2,434/.  16s,  lid,       q  For  debts  of  176/.  6«.       r  Including  41/.  8^.  2c/.  interest  on  treasurer's  balance. 
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ABSTRACT  STATEMENTS  OF  INCOME  AND  EXPENDITURE  OF 


1. 

NAMES  OF 
COUNTIES  AND  TRUSTS. 


COUNTY  OF  YOBK— coTit 


12.  Boroaghbridge  and  Durham  (part) 

13.  Bradford  and  Huddersfidd    - 

14.  Bradford  and  Wakefield 

15.  Bram]iton  and  Hooton  Boberts 

16.  Brough     -  -  -  - 

17.  CoUingham  and  York 

18.  Cokie  and  Broughton 

19.  Dewsbury  and  Ealand 

20.  Dewsbury  and  Leeds 

21.  Doncaster  to  Bawtry  -         -        - 

22.  Doncaster  and  Salter's  Brook 

23.  Doncaster  and  Selby    -        .        - 

24.  Doncaster  and  Tadcaster     - 

25.  Doncaster  and  Thome 

26.  Dudley    Hill,     Eillinghall,     and 

Harrogate  -  -  - 

27.  Dunford  District         -        -  - 

28.  Elland  and  Brighouse 

29.  Elland  and  Saddleworth 

30.  Ferrybridge  and  Boroughbridge    - 

31.  Gisbume  and  liong  Preston 

32.  €U)dleyLane         .  -  - 
83.  Chreenfield     and     Shepley    Lane 

Head 
Halifax  and  Sheffield:— 

34.  Huddersfield  to  Fenistone 

35.  Third  District       .         -        - 

36.  Harrogate  and  Boroughbridge 

37.  Harrogate  and  Hewick,  and  Bipon 

and  Pateley  Bridge  (united) 

38.  Hedon  and  Hull         -        -  - 

39.  Hedon  and  Fattrington     - 

40.  Holme  Lane  End  and  Heckmond- 

wike       .  -  -  - 

41.  Holmfirth  District 

42.  Huddersfield  and  New  Hey 

43.  Huddersfield  and  Woodhead 

44.  Hull  and  Beverley 

45.  Hull  and  Hedon  New   -        -        - 

46.  Hull,  Hessle,  and  Ferriby   - 

47.  Hull  and  Kirk  Ella   - 

48.  Keighley  and  Bradford  o     - 

49.  Keighley  and  Kendal,  Yorkshire 

District 

50.  Kirkstall,  Otley,  and  Shipley 

51.  Knaresbrough  and  Greenhammer- 

ton         -  -  -  - 

52.  Knaresbrough  and  Pateley  Bridge  - 
58.  Leeds  and  Birstal     -        - 

54.  Leeds  and  CoUingham 

55.  Leeds  and  Elland 

56.  Leeds  and  Harrogate 

57.  Leeds  and  Otley    -  -  • 

58.  Leeds  and  Wakefield 

59.  Leeds  and  Whitehall     -        -        - 

60.  Lees  and  Hebden  Bridge 

61.  Lockwood  and  Meltham 

62.  Malton  and  Pickering 

63.  Middleton-Tyas    Lane     End    to 

Greta  Bridge  and  Bowes 

64.  M3rtholmroyd      and     Blackstone 

Edge        -         -  -  . 

65.  New  Mill  District     -  -        - 

66.  Otley  and  Skipton 

67.  Bed  House  and  Crofton 
Bichmond  and  Lancaster  : — 

68.  Eastern  District  o  - 

69.  ^chmond    to    Lucy    Cross,    and 

Gilling  to  Gatherley  Moor 

70.  Bichmond  and  Beeth 

71.  Bochdale  to  Halifax  and  Elland    - 

72.  Botherham  and  Bamby  Moor 

73.  Botherham  and  Pleasley    - 

74.  Botherham  and  Swinton 

75.  Botherham  and  Wentworth 

76.  Botherham  and  Wortley 

77.  Salterhebble,      Stainland, 

Sowerby  Bridge 


and 


•  Balance 
in  Treasurers' 

Hands  on 
Ist  Jan.  1868. 


£     s.    d. 


220  12    8 
2,081  19     3 

887  0  10 
117     0  10 

75  5  5 
374  13  3 
354  16  6 
544     5     2 

44  18  8 
341     3     7 


886  16  11 


95  18  1 
455  1  8 
360  3  7 
181  3  10 
469  5  6 
609  14  9 

325  5  11 

294  IS  11 
3  7  8 


203  13  11 

188  9  0 

94  16  7 

748  7  10 

184  15  4 

424  6  9 

504  5  1 

366  16  3 

344  0  9 

937  6  9 

241  4  9 

90  18  8 

187  15  8 

456  9  8 

252  8  9 

393  4  8 

376  14  9 

57  12  11 

1,309  4  4 

451  8  3 

140  17  2 

244  14  3 

199  4  5 


66  9  3 

142  3  2 

373  3  10 
146  10  8 

151  14  11 


54  1  1 

88  14  5 

547  4  4 

611  18  1 

223  1  "9 

619  4  2 

115  16  8 

443  13  3 

433  11  2 


Balance 

due  to  the 

Treasurers  on 

Ist  Jan.  1868. 


£    $,    d. 


231     7    4 


9     9    2 
103  19  11 


39  12     9 


15     0 
444     6 


310  18     2 


0  14     7 


INCOME. 


Bevenue 

received  from 

Tolls. 


626  13 

1,894  3 

2,710  0 

442  12 

208  0 

240  0 

248  13 

1,770  0 

640  1 

284  15 

825  0 

350  0 

745  0 

644  0 


656 
700 


819  11  8 
185  0  0 
625  0 
414  3 
630  0 


407  3  4 

895  6  8 

55  13  4 

510  0  0 


1,898  15 
460  0 
383  10 


606  0  0 

124  0  0 

1,000  0  0 

1,910  13  2 

1,144  10  0 

530  0  0 

408  16  8 

575  0  0 

1,533  6  8 

1,220  16  8 

1,717  18  4 

126  0  0 

248  0  0 

900  17  9 

505  0  0 

2,760  0  0 

670  0  0 

448  11  11 

1,495  8  4 

3,260  0  0 

233  0  0 

799  7  6 

253  6  8 

156  7  5 


242  10 
562  0 
738  0 


504  8  3 


151  12 

570  0 
4,545 

750 

338 
1,105 

897 


447  19  5 


5. 

Parish 

Composition 

in  Ueu  of 

Statute  Duty. 


£    $.    d. 


639     5     1 


10    0    0 


427  11     7 


40     0     0 


622  14 
268     5 


354  15     8 


95  14    8 


6. 

Estimated 

Value  of 

Statute  Duty 

performed. 


109  11     0 


•7. 

Berenue 
from 
Fines. 


£    «.    d. 


2    7    6 


2     6 
8    3 


0     3     6 


0    0     6 


0  15     9 


8. 

Bevenue 

from 
Incidental 
Beceipts. 


of  Money  ' 
boffTDved  oo  j 
the  Security  I 
of  tbeTofl.  I 


£    a.    d. 


18  0 

16     0  8 

9  14  11 

9     4  0 


£     f.   1 


1  8  10 

2  7     3 
9  0     6 

<2578  2  11 


7     7     3 


/46  19  7 

2    3  6 

1  13  3 

30  16  1 


3     4  9 

68     0  0 

8  Id  3 

A  72  18  9 

2  19  3 

7  12  2 

A 193  14  0 


2     5    0 


3  18  8 

16  11  8 

3  19  4 
7     7  IJ 

4  1  11 
2  13  8 


0  10  0 

n4ll     6  0 

;?1,233    9  5 

62     7  4 

r409  18  8 


0  13 
15  14     2 

8  13  11 
n,504    9     6 
7     8     0 

1  16     4 
174  15     0 

7  13     6 


I     9     3 


11   18     0 


30  10  10 


0     2     0 


aal82  13     0 


2  0  1 
7  3  11 
7  10  0 
4  13  0 

cc  37  16  6 

3  13  0 
19  11  0 

3  14  10 


913  13 


1,744  13     4 

b  Including  team  labour.  c  Including  materials,  &c. 

h  Including  66/.  13«.  4rf.  from  Wakefield  and  Halifax  Boad.  i  Paid  to  townships, 

n  Including  purchase  money  of  site  of  toU -house.  o  Local  Act  expired  Ist  November  1868. 

r  Including  4001  from  Leeds  corporation.  *  Allowance  to  townships.  t  Including  1,500/.  from  Leeds  corporation. 

z  The  toll-gates  were  removed  Ist  January  1868.  aa  From  tale  of  Trust  property.  66  Paid  to  townships  on  Tnwt  ceaoog. 


a  Allowed  to  townships. 
g  To  accountant. 
m  For  2  years. 


TURNPIKE  TRUSTS  IN  ENGLAND  AND  WALES,  1868. 


EXPENDITURE. 


10. 

Total 
Inoomb. 


11. 

Manual 
Labour. 


12. 


Team  Labour 

and 

Carriage  of 

Materials. 


13. 

Materials 

for 
Surface 
Repairs. 


14. 


Land 
purchased.' 


15. 

Damage 

done 

in 

obtaining 

Materials^ 


16. 

Tradesmen's 
Bills. 


17. 


18. 
Salaries  of 


19. 


/ 

Treasurer. 


Clerk. 


SuTYeyor. 


£     s,   d. 


628 

1,912 

2,719 

451 

208 

241 

251 

1,779 

1,218 

284 

832 

350 

1,481 

646 


1     4 

11     6 

14  n 

16     0 

0     0 

8  10 

0     9 


0 

4 
15 
7 
0 
4 
3 


821  4  11 
225  16  1 
625  0  0 
417  8  1 
1,125  11  7 
665     0     3 


772  18     9 

410    2     7 

902  18  10 
249  9  10 
550  8  3 

1,401  0  0 

1,192  5  1 

655  18  8 

622  11  8 

127  19  4 

1,007  7  11 

1,914  15  1 

1,147  3  8 

530  0  0 

409  6  8 

986  6  0 

2,766  16  1 

1,283  7  6 
2,127  17  0 


126 

248 

916 

513 

4,264 

677 

450 

2,024 

8,257 

233 

896 

253 


0  0 

1  3 
11  11 
13  11 

9  6 

8  0 

8  3 

19  0 

13  6 

0  0 

11  5 

6  8 


168  5  5 

242  10  0 
592  10  10 
738  0  0 
504  10  9 

182  13  0 


151  12 
572  2 

4^56  5 
757  10 
342  13 

1,142  16 
900  13 

1^81  3 


£  «.  rf. 


233  19  3 

a443  14  0 

612  10  3 

10  0  0 


£  8.     d. 

49  7  3 
486  11  11 


£     s.    d, 

107  10  1 
858  6  2 


£     s.    d. 


£     8.    d. 


2  0  0 


£     8.    d. 


62  11  10 

42  7  0 

109  16  5 


121  2  4 

c20  19  4 

245  13  11 

176  15  8 

167  16  8 

e  527  6  9 


371  12  6 
141  2  8 


50  0  0 


485  4  11 


t216  13  4 


195  7  9 

653  15  1 

282  9  0 

141  4  6 

113  15  5 


581  9  3 

258  17  0 

106  0  0 

93  12  10 

100  1  6 

1,270  3  1 

18  16  11 


0  2 
A  43  4 

t306  12 
111  6 

1,980  0 
281  17 
149  8 
480  3 

«798  13 


247  13  2 

yl55  5  0 

62  18  1 

ft  60  0  0 


« 105  1  9 
101  17  10 

66  282  0  6 

54  5  9 

«371  7  0 

1,755  17  11 

«90  0  0 


dd5\S     3  8 

ft  192  0  0 

c 218  6  9 

c337  12  6 


6  22  10  0 


217  14  5 

240  7  6 

32  3  6 


344  5  5 

390  13  1 

36  12  0 


6  2  0 


4  15  6 

19  5  1 

0  9  I 

37  17  6 

93  18  9 

14  8  0 

75  2  9 


£     8.    d. 


0  11  6 


5  0  0 


113  7  5 
156  19  8 


279  11  0 
101  15  0 


25  0  0 


50  7  3 

9  0  7 

79  0  7 

3  7  0 

5  12  6 


161  12  11 


85  13  9 


3  15  0 


79  7  8 
16  18  9 
10  7  4 


5  0  0 

^5  0  0 

5  5  0 


ft  253  19  10 


111  11  6 


59  13  3 


96  1  1 

161  5  10 

33  18  10 

85  8  4 

87  4  0 


91  19  2 

86  7  6 
634  16  10 
137  15  1 

125  16  2 


2  0  0 


16  16  8 

116  1  8 

6  17  0 

7  3  0 


0  15  7 
10  0  0 


418  2  1 
83  0  0 


241  19  9 
406  13  11 


3  5  3 


4  4  2 

34  13  8 

294  10  2 

3  15  0 


14  12  0 

135  19  3 

909  12  6 

1  2  6 

1,400  0  0 


9 

2  16 

93  8 

36  3 

113  15 

13  8 

9  5 
96  11  10 
80  12  1 


5  11 
4 
3 
5 
2 
9 
10 


12  15  6 
89  15  3 


4  0  0 


112  10  8 


30  1  4 


26  15  0 


193  13  9 

50  2  6 

156  0  0 


117  7  5 

77  3  5 

323  2  0 


2  0  0 
5  0  0 


251  9  1 
15  14  6 


237  4  11 


8  8  2 


1  0  6 


89  3  8 


73  0  11 


1  12 
9  2 

21  17 
9  11 
64  5 
21  13 
13  16  10 
56  18  4 
44  3  11 

2  15  0 
40  0  3 

9  6  11 

1  5  7 

10  3  7 

23  14  9 

9  8  7 

15  17  9 

8  9  6 


619  3  9 


472  18  2 


1,415  18  4 


17  8  0 


1  15  7 

28  19  4 

196  14  4 

30  15  9 

26  16  8 

16  2  3 


2  7  0 


5  0  0 


15  0  0 

5  0  0 

10  10  0 

5  0  0 

3  15  10 

5  0  0 


1  7  4 


£     8,    d. 


50  0 

30  0 

30  0 

25  0 

3  3 

20  0 


10 
20 
25 
35 
50 


20  0  0 
37  13  9 


10 
20 
12 
20 


10  0 
20  0 


20  0  0 


15 

15 

0 

35 

0 

0 

50 

0 

0 

25 

0 

0 

8 

0 

0 

35 

0 

0 

35 

0 

0 

120 

0 

0 

10 

0 

0 

20 

0 

0 

10 

0 

0 

40 

0 

0 

20 
10 
21 
20 
10 
10 
10 
10 
m21 


16     0     0 


8  0 
10  10 
30     0 

21  0 

22  3 
80     0 

arl5  19 
40  0 
30  0 
7  10 
25  0 
12  12 


5     0  0 

15  15  0 

21     0  0 

20     0  0 

15     0  0 


7 
10 
50 


15  15 
17  0 
22  10 

20  0 

21  0 


20     0     0     - 


£       8.     d. 


100    0     0 

21     0     0 

117  15     0 


25     0 
7     0 

52  0 

53  15 
30  0 
35     0 


100  0  0 

30  0  0 

21  0  0 

5  0  0 

15  0  0 

70  0  0 

20  0  0 


10     0     0 


7  10 
5     0 


m40  0 

85  0 

50  0 

20  0 
25  2     2 
41  5     0 

110  0     0 

16  0     0 

21  0     0 


15 
25 
15 
25 
25 
40 
40 
100 
35 


2  12 
30     0 


35  12  8 

5     0  0 

10     0  0 

50     0  0 


31  4 

135  0 

10  0 

15  0 

10  0 

20  0 


1,749     3  11 

d  Including  SOOL  from  Leeds  corporation.  e  Allowance  towards  repairs.  /Including  25/.  from  Doncaster  and  Salter's  Brook  Road. 

k  Including  proceeds  of  sale  of  Trust  property.  /  The  roads  are  repaired  by  the  lessee  of  the  tolls. 

p  Including  proceeds  of  sale  of  Trust  property.  q  Including  62U  S«.  2d,  paid  over  to  the  parishes  on  the  Trust  ceasing, 

u  Contract  work.  x  For  part  of  a  year.  y  Allowed  for  repairs  of  road. 

cc  Including  proceeds  of  sale  of  materials  of  toll-houses,  &c.  dd  Including  contract  work 
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ABSTRACT  STATEMENTS  OF  INCOME  AND  EXPENDITURE  OF 


NAT^IES  OF 
CUUNTIES  AND  TTEUSTS. 


EXTENDITUR  ¥,^contimt^d. 


m. 


Law  Charges. 


21. 

iDtcrest  of 
Debt. 


oJ38. 


COUNTY  OF  TOKK— cflnt 


Boroughbridge  and  Durham  (part) 
Bradford  and  Huddersfield 
Bradford  and  Wakefield 
Brampton  and  Hooton  Boberts 
Brough        -        - 
Collingham  and  York 
Colne  and  Broughton 
Dewsbnry  and  Ealand 
Dewsbury  and  Leeds 
Doncaster  to  Bawtry 
Doncaster  and  Salter's  Brook 
Doncaster  and  Selby 
Doncaster  and  Tadcaster 
Doncaster  and  Thome 
Dudley      Hill,     Killinghall,    and 

Harrogate  -  -  - 

Dunford  District 
Elland  and  Brighouse 
Elland  and  Saddleworth 
Ferrybridge  and  Boroughbridge    - 
Gisbume  and  Long  Preston 
Godley  Lane         _  -  _ 

Greenfield     and     Shepley     Lane 

Head 

Hali&x  and  Sheffield:— 
Huddersfield  to  Penistone 
Third  District     - 
Harrogate  and  Boroughbridge 
Harrogate  and  Hewick,  and  Ripon 

and  Pateley  Bridge  (united) 
Hedon  and  Hull        _  -  - 

Hedon  and  Pattrington 
Holme  Lane  End  and  Heckmond- 

vrike        -  -  -  - 

Holmfirth  District 
Huddersfield  and  New  Hey 
Huddersfield  and  Woodhead 
Hull  and  Beverley 
Hull  and  Hedon  New 
Hull,  Hessle,  and  Ferriby 
Hull  and  Kirk  Ella 
Keighley  and  Bradford 
Eeighley  aod  Kendal,  Yorkshire 

District  -  -  - 

Kirkstall,  Otley,  and  Shipley 
Knaresbrough  and  Greenhammer- 

ton  -  -  _         - 

Knaresbrough  and  Pateley  Bridge 
Leeds  and  Birstal 
Leeds  and  Collingham 
Leeds  and  Elland 
Leeds  and  Harrogate 
Leeds  and  Otley        -  -  - 

Leeds  and  Wakefield 
Leeds  and  Whitehall 
Lees  and  Hebden  Bridge 
Lockwood  and  Meltham 
Malton  and  Pickering 
Middleton-Tyas     Lane    End     to 

Greta  Bri^^  and  Bowes 
Mytholmroyd      and      Biackstone 

Edge        -        - 
New  Mill  District        -        -         - 
Otley  and  Skipton 
Red  House  and  Crofton 
Richmond  and  Lancaster: — 

Eastern  District 
Richmond    to    Lucy    Cross,    and 

Gilling  to  Gatherley  Moor 
Richmond  and  Reeth 
Rochdale  to  Halifax  and  Elland    - 
Rotherham  and  Bamby  Moor 
Rotherham  and  Pleasley  - 
Rotherham  and  Swinton 
Rotherham  and  Wentworth 
Rotherham  and  Wortley 
Salterhebble,        Stainland, 
Sowerby  Bridge 


and 


£    i.    d. 


2  4  6 

15  9  6 

83  3  5 

4  4  8 


9  12     0 
2     2     0 

34  17     2 

5  2     4 

8  6  10 

14  1     3 

71  5  10 


6     0 
2   16 


39  19  2 
11  18  10 
29     6     7 

17   12     8 


17     2  6 

16  12  7 

8  18  6 

20  17  6 

66     8  10 

161   12  10 


21     4     7 
42  13  11 


25  15     5 


30     2     8 


18     0  11 


7   16 

6     8 

33  18 

24  12 

16   16 


23  12  11 


£     s.    d. 


Ill  19  11 

29  15  0 

205     8  0 

38     5  0 

37     4  2 

36     4  7 

35  15  6 

14  18  9 


47     8  3 

210     0  6 

42  12  0 

121     0  1 

20     1  4 

536     9  9 

450     0  0 

127   10  0 

82     9  1 

79  16  6 


8     0     0 


31  13     6 

32  18     0 
28  10     5 


66     7  9 

19  19  1 

132     3  3 

80  19  9 

13  15  4 

190     0  6 

38     0  6 

68  11  3 

9     1  6 

311     4  1 

29  12  4 


94  18  10 
49  10  1 
26  6  6 
89     5     9 


42  15     9 


113  9  0 
62  18  9 
22     5     3 


17     9     6 
55     8     3 


82  13  5 

51     5  6 

2  10  11 

13     0  7 

81     0  0 

120     0  5 

63     5  2 

75     6  5 


178  12 
304     8 


117     3     1 


22. 


ImproveTrietts. 


33. 


£    s.    d. 


0  5     0 

1  0     0 


a  1,499  19  11 
6  115     0     0 


50     0     0 


539     5     6 
43  10  10 


40     0     0 


4  17     4 


98  15     0 


1,651  10     9 


42     0     3 


29     3     2 

65     6     0 
726     6     0 


Debts 
|tdd  u£t 


24. 

Ineldental 
Expenses. 


25. 

E&timated 

Value  ni 

Statute  Doty 

performed. 


Tom 
Exi'somtmE, 


£.    u  a. 


c297  10  0 
623  15  0 
512  19  2 


347  18  0 

6  200  0  0 

/24  15  0 

550  0  0 

^86  5  0 


380  0  0 
A817  5  4 

/390  15  8 


m48  2  6 

n99  15  0 

90  0  0 

/7  969  10  8 

gr  200  0  0 

r344  7  6 

« 189  0  0 

<381  1  6 

100  0  0 

X  1,000  0  0 

500  0  0 

90  0  0 

500  0  0 

aa2,070  0  0 


1,600  0  0 

cc 100  0  0 

199  19  0 


500  0  0 
200  0  0 


532  10  0 
M  483  0  0 


233  14  0 
AAl,378  4  5 


£  #,  d. 


23  13  8 

55  15  9 

7  7  1 

22  II  7 


7  5  6 

47  19  2 

14  0  8 

28  10  9 

5  5  0 


17  4 
15  3 


2  5  11 

14  11  0 

19  11  11 

7  5  0 

11  6  4 

2  17  4 


19  10  2 

16  8  .  5 

16  0  11 

8  6  6 

31  16  6 
30  17  10 
12  8  1 


2  4  2 
11  5  0 
41  2  4 
11  6  10 
2  8 
5  5 


16 
12 


6  18  5 

u 154  4  8 

19  5  11 

5  7  11 

4  6  7 

1  8  5 

4  13  3 

9  1  1 


3  10  0 
36  11  5 
13  15  1 
30  3  9 

7  0  8 

8  4  0 

4  15  8 

9  16  4 
11  1  5 

4  4  2 

ff^l  7  0 

7  7  7 

4  18  10 

146  7  9 

15  4  9 

9  2  8 

55  9  10 

11  16  11 

10  18  8 

18  18  11 


£  s.    d. 


109  11  0 


629  2  r 

2,873  1  1 

2,267  16  4 

297  14  6 

165  8  2 

245  1 

379  8  6 

1,630  0  II 

1,522  8  7 

360  4  6 

740  2  9 

350  0  0 

1,362  3  1 

609  1  9 

805  17  10 
201  19  9 
596  15  7 
489  18  9 

1,059  10  6 
595  15    0 

1,152  4  10 

440  5  10 

1,039  13  6 
141  7  6 
464  7  10 

1,317  19  8 

1,173  7  4 

539  18  6 

547  6  11 

129  19 

1,267  7  2 

1,730  1  8 

964  0  10 

708  17  11 

417  0  5 

941  11  3 

8,110  16  10 

1,424  4  6 
2.088  9  5 


119  1   4 

184  4   4 

922  19   7 

342  9  6 

4,40]  19  10 

698  12  11 

389  5   6 

2,811  4 

2,657  17 

194  11 

1,122  6 

184  4 


157  4  10 

145  7  1 
591  6  4 
249  15  2 
605  9  10 

884  7  11 

137  13  1 

501  5  2 

4,889  14  0 

715  17  3 

149  13  10 

721  10  2 

662  3  1 

1,320  2  8 

1,895  6  10 


a  For  debts  of  2,298/.  Ss.  Id.  h  For  debts  of  130/.  c  For  debts  of  350/.  d  Including  8,583/.  6«.  9(/.  not  bearing  interest 

i  Misstated  in  previous  returns  in  regard  to  a  portion  of  the  debt.  k  For  debts  of  825/.  XOn.  Sd,  I  For  debts  of  518/.  18*.  8d. 

q  For  debts  of  220/.  r  For  debts  of  441/.  15*.  Od  s  For  debts  of  200/.  t  For  debts  of  382/.  2*.  Sd 

z  Including  8,020/.  at  one  penny  per  cent.  aa  For  debts  of  2,100/.  bb  Including  26,632/.  5«.  4d.  not  bearing  interest, 

,/y  Including  14/.  13*.  Id.  compensation  to  officers.  ffg  Reduced  by  consent  of  creditors. 
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DEBTS. 


ARREARS    OF   INCOME. 


27. 

Bonded 

or 

Mortgage 

Debts. 


28. 

Rate 
of  In- 
terest 
per 
cent. 


29. 

Floating 
Debts. 


30. 

Unpaid 
Interest 


31. 

Balance 

dne  to 

Treasurers 

on  31st  Dec. 

1868. 


32. 

Total 
Debts. 


33. 

Arrears 

of 

Tolls  for 

current 

Year. 


34. 

Arrears 
of  Parish 

Com- 
position 

for 

carront 

Tear. 


85. 

Arrears 

of  other 

Receipts 

for  current 

Year. 


36. 

Arrears 

of 
former 
Years. 


87. 

Balance  in 
Treasurers' 
Hands  on 
31st  Dec. 
1868. 


£    9,    d. 


12. 
13. 
14. 
15. 
16. 
17. 
18. 
19. 
20. 
21. 
22. 
23. 
24. 
25. 


12.139  12  9 

1,500  0  0 

3,220  16  8 

1,275  0  0 

2,375  0  0 

1,600  0  0 


42  10  0 

1,061     8  6 

^19,083    6  9 

7,046  13  4 

1,375     0  0 


26.  1,950  0  0 

27.  A  1,644  2  6 
10,797  12  1 

6,723  17  7 

2,550  0  0 

2,274  1  8 

2,081  8  7 


28. 
29. 
30. 
31. 
32. 

33. 

84. 
35. 
36. 

37. 
38. 
39. 

40. 
41. 
42. 
43. 
44. 
45. 
46. 
47. 
48. 

49. 
50. 

51. 
52. 
53. 
54. 
55. 
56. 
57. 
58. 
59. 
60. 
61. 
62. 

63. 

64. 
65. 
66. 
67. 

68. 


2,512  19     7 


200     0     0 


925     0     0 

1,120     0     0 

975     0     0 


1,500  0 

o  4,889  18 

4,877  13 

2,633  7 

575  0 

10,471  1 

1,100  0 

1,481  15 


14,628  16     7 
300     0     0 


915  0 

3,116  4 

yl2,185  0 

z  8,920  0 

1,400  0 


800     0  0 

6629,632  5  4 

4,900     9  5 

1,305     0  0 


575     0     0 


^6,480  0 
1,629     7 

«« 2,204  7 
2,275  14 


650  0  0 

10,270  0  0 

2,130  0  0 

4,800  0  0 

3,027  14  0 


69. 
70. 
71. 
72. 
73. 
74. 

75.  -  -         - 

76.  »» 4,310     0     0 


5 
4 
5 
3 
2 
2 

5 

5 
5 

2} 
3 

5 
3 
5 
t5 
5 
3 
3 

None 


3 

3 
3i 


If 
5 

None 
3 
3 
3 

4 


3 


None 


99^ 
5 
5 


£    s.    d. 


H    8.    d. 


£    s,    d. 


1,204     5     3 
30    0    0 


250     0     0 


3,229    6  11 


42  12     2 


424     7     0 
33  19     2 

10     1   11 

198  19  11 

17,762    0     0 

189  15     2 

43  19     0 


16  15  11 
1,090  3  0 
7,620     0     7 


30  10  10 


88  12  10 


12     2     8 


39     8     5 
166  15     6 

84     5     2 


22  10     0 


60     0  0 

11  14  7 

77     1  11 

180     6  1 

178  ]3  4 


425     8     9 


127  15     4 


30     0     0 


20     0     0 
13     0     8 


24     0     1 


41   19     8 


59     3     5 


2,921    3     8 


12,110    0     0 


£    9.    d. 


13,343 

1,530 

3,220 

1,275 

2,799 

1,633 

250 

52 

30 

1,260 

40,074 

7,236 

1,418 


18  0 
0  0 

16  8 

0  0 

7  0 

19  2 
0  0 

11  11 

10  10 

8  5 
13  8 

8  6 

19  0 


81     5     0 


39  17     6 


2,038  12  10 

1,703  10     7 

11,887  15 

14,243  18 

2,550     0 

2,274     1 

2,093  11 


67     1     8 


2,512  19     7 
200     0     0 


68     3     4 


947  10     0 

1,545     8     9 

975     0     0 


119  11     8 


462  12  4 


1,599  8 

5,068  8 

4,954  15 

2,897  18 

702  15 

10,649  14 

1,100  0 

1,481  15 


0  10     0 


14,628  16     7 
300     0     0 


300  10     0 


915 

3,116 

12,185 

8,920 

1,430 


844     0  1 

13     0  8 

29,682     5  4 

4,900     9  5 

1,846  19  8 


270  16     8 


575     0  0 

6,480     0  0 

1,629     7  2 

2,204     7  0 

2,334  17  8 


48     0     0 
32  16     0 


650     0 

25,301     3 

2,130     0 

4,800     0 

3,027  14 


4,310     0     0 
2,600     0     0 


£  s,  d. 


8     8     6 


47  18     0 


25     0     0 


0  13     5 


30     6     0 


£    s,    d. 


15     6     8 


d. 


219  11 

11 

1,121  9 
220  11 

8 
3 

541  2 

4 

159  12 

8 

71  12 

8 

246  5 

6 

503  16 

1 

240  1 

1 

433  8 

1 

455  18 

6 

27  12 

7 

119  14 

5 

483  6 

1 

287  12 

11 

247  4 

11 

637  10 

9 

280  8 

8 

295  2 

8 

157  19 

3 

111  10 

0 

46  7 

8 

68  0 

5 

319  9 

1 

263  13 

9 

92  16 

4 

488  8 

7 

369  8 

9 

245  8 

10 

496  11 

4 

411  11 

0 

796  9 

9 

280  12 

4 

97  17 

4 

251  12 

7 

450  2 

0 

423  IS 

2 

255  14 

4 

355  9 

10 

118  15 

8 

522  19 

2 

1,051  4 
185  5 

0 
10 

*  18  19 

5 

268  6 

6 

77  9 

10 

239  6 

1 

0  9 

11 

861  8 

8 

45  11 

7 

68  0 

0 

159  11 

4 

213  16 

0 

653  10 

10 

416  0 

11 

1,040  10 
354  6 

6 

7 

504  14 

2 

287  8 

3 

2,600     0     0 

e  For  debts  of  350/.  /  For  debts  of  451  g  For  debts  of  100/.  h  Including  1,094/.  at  one  penny  per  cent 

m  For  debts  of  50/.  n  For  debts  of  100/.  o  Including  3,944/.  18*.  (kL  at  one  penny  per  cent.  p  For  debts  of  1,015/. 

u  Including  120/.  to  surveyor  as  compensation.  x  For  debts  of  1,902/.  4*.  Bd.  y  Including  1 1,085/.  the  interest  on  which  is  postponed. 

cc  For  debts  of  306/.  5*.  Id,  dd  Including  2,830/.  not  bearing  interest.  ee  Misstated  Sd.  in  the  previous  return. 

hh  For  debts  of  650/.  U  Including  2,500/.  at  4  per  cent.  hk  For  debts  of  1 ,686/.  14#.  7rf. 
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ABSTRACT  STATEMENTS  OF  INCOME  AND  EXPENDITURE  OF 


1. 

9. 

Balanoe 
in  Treasorers' 

Hands  on 
1st  Jan.  1868. 

3. 

Balance 

due  to  the 

Treasurers  on 

1st  Jan.  1868. 

INCOME. 

NAMES  OF 
COUNTIES  AND  TRUSTS. 

4. 

Rerenue 

received  from 

Tolls. 

5. 

Parish 

Composition 

in  lieu  of 

Statute  Duty. 

6. 

Estimated 

Value  of 

Statute  Duty 

performed. 

7. 

Revenue 
from 
Fines. 

8. 

Revenue 

fixMn 
Incidental 
Receipts. 

3 

9. 

Amoont 
of  Honey 

theSeeority 
of  the  Toll 

COUINTY  OF  YORK— cont 

78.  Seacroft  to  Scholes 

79.  Sedbei^h 

80.  Selby  and  Leeds 

81.  Selby  and  Market  Weighton 

82.  Sheffield  and  Tinaley 

83.  Shipley  and  Bramley 

84.  Skipton  and  Clitheroe 
^%.  Skipton  and  Craco 

86.  Skipton  and  Knaresbrough 

87.  Stockton  and  Middlesbrough 

88.  Sank  Island 

89.  Tadcaster  Bridge  to  Hob  Moor 

Lane  End            -            -         - 

90.  Tadcaster  and  Halton  Dial 

91.  Tadcaster  and  Otley 

92.  Thirek 

93.  Thirsk  and  Masham 

94.  Thirek  and  Yarm 

95.  Tinsley  and  Doncaster  (united)  - 

96.  Todmorden            -            -          - 

97.  Wadsley,  Langset,  and  Sheffield  - 

98.  Wakefield  and  Aberford      - 

99.  Wakefield  and  Ansterlands 

100.  Wakefield  and  Denby  Dale 

101.  Wakefield  and  Halifax 

102.  Wakefield  to  Sheffield     - 

103.  Wakefield  and  Weeland 

104.  WelUngton  and  Tong  Lane  End  - 

105.  Wetherby  and  Knaresbrough       - 

106.  Winston  Bridge 

107.  Worksop  to  Attercliffe 

108.  Wortley,  Annley,  and  Bramley   - 

109.  Wortley  and  Pudsey 

110.  York  and  Boroughbridge 

111.  York  to  Kexby  Bridge  and  Grim- 

ston  to  Stone  Dale 

112.  York  to  Oswaldkirk  Bank 

£    «.    d 

143  18    4 
337  16  10 
550    4     7 
122  11     5 
1,189     4  11 
63  12     0 
203  10  11 
132     8     8 
143  10     0 
875  17     6 

79     9  11 
23     3     1 

157  16     3 
543  11   10 
390  19     2 
248   12     4 
1,914     0     1 
219     7     8 

844  14     0 
1,728     6     8 
397   13     5 
287     7     8 
468     9     2 
870  17     8 
93     6     2 
487  15     1 

71     0     8 
201   11     8 

707  19     6 
96     1     0 

£     t.    d. 

4    7    4 

76  17     8 

698  3  10 
2,011   18     1 

£    *.    rf. 

80    0    0 
600    0    0 
963     9     0 
456  10     0 
rt           -        - 
498     7  11 
670     0     0 
375     0     0 
508     0     0 
700     0     0 
120     0     0 

485     0     0 

678     1     0 

508     5     5 

870  16     8 

157     0     0 

446     0     0 

1,365     0     0 

3,650     5  11 

,1,615     0     0 

627     0     0 

3,385     0     0 

855     0     0 

710     5     0 

2,072     0     0 

910  18     0 

867     3     4 

390     0     0 

237     2  10 

1,126  13     4 

323     0     0 

60     0     0 

320     0     0 

1,065     0     0 
528   18     5 

232  15     0 
464     6     0 

&     $.   d. 

£   «.  d 
0    6    0 
0  10    0 

£   s.   d, 

1   17  11 
76  13  10 
34    6     9 

5     1     6 

20  19     8 

c 657     7     7 

&     9.      d. 

29     7     1 

22     1   11 
62     7     1 

. 

- 

4  16     8 
2     2     0 

- 

- 

- 

12     8     8 

8     0     6 
1     5     2 

•       . 

149  17     6 

" 

0     7     0 

. 

- 

... 
275     6  11 

-        -        - 

•        ^        • 

4  15     3 
0  12     9 

•              - 
0     0     6 

2  1     3 

34  17     0 
62     0     3 

35  19   10 

3  16     6 

6  13     0 
10     9     7 

t  208  10  11 

12  3     5 

7  2     2 
10     9     1 

13  0    0 

5  15     0 

2  10     1 

28     0     0 

13  10     0 
2     0     0 

,        .       . 

£ 

36,676  13     4 

4,496  18     6 

90,977  10  11 

4,287     6     9 

182     9     0 

15  19     6 

6,753  14     0 

913  13    2 

a  The  collection  of  tolls  was  discontinued  firom  the  31st  October  1866. 
/Allowed  to  townships.  g  Contract  work. 


b  Including  team  labour. 
h  Chaiged  as  mterest 
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10. 
Total 

IirOOMB. 


EXPENDITUBE. 


11. 

Manoal 
Labour* 


12.| 

Team  Labour 

and 
Carria^  of 
Matenalfl. 


13. 

Materials 

for 
Sur&ce 
Bepairs. 


14. 

Land 
purchased. 


15. 

Damage 

done 

in 

obtaining 

Materials. 


16. 

Tradesmen's 
Bills. 


17. 


18. 
Salaries  of 


19. 


Treasurer. 


Clerk. 


Surveyor. 


rs. 

79. 
30. 

n. 

32. 
83. 

34. 
85. 
B6. 

87. 
88. 

89. 
90. 
91. 

92. 

93. 

94. 

95. 

96. 

97. 

98. 

99. 
100. 
101. 
102. 
103. 
104. 
105. 
L06. 
107. 
108. 
109. 
110. 

111. 
112. 


81  17  11 

676  18  10 
1^0  10     9 

925  17 

21     9 

1,155  15 

670    0 

409     3 

510     2 

722     1 

194  15 


£    «.    d. 


108  14  9 

279     2  5 

217     9  7 

6  75  14  3 


110  0  0 

175  12  4 

6  150  0  0 

47  12  6 

65  7  6 


493 
679 
508 

1,021 
157 
448 

1,399 

3,717 

1,651 
630 

3,391 
865 
918 

2,084 
918 
877 
390 
250 

1,126 

328 

62 

348 


241  18  3 

249  17  7 

198  16  1 

366     4  4 


/198  13  4 
^900  0  0 
1,155     0     2 


16  6 
13  0 
9  7 
15  11 
3  5 
0     2 

12  5 
0  0 
2  10 

13  10 
15  0 
10     1 

0     0 


6  382     0     0 
1,190  19     3 


e416  13     4 
g  1,080     2     6 
142     7     8 


173  12  0 

167  12  0 

A  279     1  3 

/369     5  2 


1,078  10     0 
806     5     4 


172     0  11 

375  19  10 
241     0     8 


£     8.    d. 


A    *.    d. 


86  12     4 

202  18     0 

51  19     1 


114  14  0 

179  17  4 

270  19  9 

18     3  7 


17     3     8 


79     6     6 
6     4     4 


15     3     9 
5  16     0 

72  i8  10 
202     7     2 

26  14  0 
122     8     4 


80  11   10 
98     6     0 

803  0  2 

141   13  3 

6     4  0 

296     0  7 


563  15     7 


667  15     8 


802  18  11 


669     9     7 


173  19     3 


145     9     8 


18  14     6 
26  14     0 


59     7     6 
2  15     9 


64  15     2 

207  10     9 
161     0     6 


32  14     0 

352     6     1 
187  19     1 


£     «.    d 


6     7     0 


£    *.    d. 


10     8     0 


4  12  10 
4  10     0 


0     5     0 

11   11     0 

2     1     8 


52  11     5 


0     5     0 


7     0     0 


4     0     0 


$.    d. 


39  10     0 
44  13     9 

19  13     3 


£   s.    d. 
10     0     0 


£ 

5  0 
15  0 
30  0 
15  15 
20     0 


£    s,    d. 


2  10 
35     0 


5     6     2 
1   17  10 


9  13  3 

13  4  8 

16  16  5 

18  1  9 
41  0  10 
26  10  8 

19  10  0 
1  10  0 

18  14  9 

103  11  10 

76  0  0 

39  15  10 

28  6  8 

38  4  11 

33  8  2 


10  10     0 
10     0     0 


5     0  0 

7  10  0 

25     0  0 

2  11  4 

A20     0  8 


21 

dl3 

20 

20 

5 

15 
30 
20 
40 
5 
40 


62  10 
25  0 
25  0 
20  0 
31  10 
25     0 


48     9  5 

19  8  1 
15  18  9 
22  16  3 

2     6  2 

21     2  0 

15  11  0 

9  18  0 

20  2  8 

59     2  11 

5     4  4 


30 
70 
20 
30 


5     0     0 
5     0     0 


10  10 
10  0 
36  11 


60 
44 

15 
2 

15 
5 

25 
5 


55  0 

60  0 

50  0 

80  0 


30 
25 

100 
20 
30 

150 
15 
25 
40 
50 


10     0     0 

25     0     0 
15     0     0 


35     0     0 
25     0     0 


35     0     0 

110     0     0 
52  10     0 


103,130  13    4    27,704  17     9       7,724     2     6     13,841     4     4        144  13     6        148     3     4    3,240     7     2       207  17     3 


2,343  17  11     3,754  13     0 


c  Including  650/.  from  Leeds  Corporation, 
t  Including  proceeds  of  sale  of  toll-house,  &c 


d  For  2  years. 
k  Including  materials,  &c. 


e  Allowance  to  townships^ 

/  Paid  to  Leeds  Corporation. 
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ABSTRACT  STATEMENTS  OF  INCOME  AND  EXPENDITURE  OF 


NAMES  OF 
C0UNTIB8  AND  TRUSTS. 


EXPENDITIJBE—eofittftiMd: 


20. 


Law  enlarges. 


21. 

Interest  of 
Debt 


22. 


ImproTements. 


COUNTY  OF  YORK— cone. 


I 


78. 
79. 
80. 
81. 
82. 
83. 
84. 
85. 
86. 
87. 
88. 
89. 

90. 
\    91. 

92. 

9S. 

94. 

96. 

96. 

97. 

98. 

99. 
100. 
101. 
102. 
108. 
104. 
105. 
106. 
107. 
108. 
109. 
110. 
111. 

112. 


Seacroft  to  Sclioles 

Sedbergh  -  -         - 

Selby  and  Leeds 

Selbj  and  Market  Weigfaton 

Sheffield  and  Tinsley 

Shiplej  and  Bramley 

Skipton  and  Clitheroe 

Skipton  and  Craco 

Skipton  and  Knaresbroogh 

Stockton  and  Middlesbroogh 

Simk  Island  -  •        - 

Tadcaster  Bridge  to  Hob  Moor 

Lane  End  -         - 

Tadcaster  and  Halton  Dial 
Tadcaster  and  Otley 
Thirsk    -  -  -  - 

Thirsk  and  Masham 
Thirsk  and  Yarm 
Tinsley  and  Doncaster  (united)  - 
Tod^orden  -  -         - 

Wadslej,  Langset,  and  Sheffield  - 
Wakefield  and  Aberford      - 
Wakefield  and  Ansterlands 
Wakefield  and  Denby  Dale 
Wakefield  and  Halifiix    - 
Wakefield  to  Sheffield 
Wakefield  and  Weekind    - 
Wellington  and  Tong  Lane  End  - 
Wetherby  and  Knaresbroogh 
Winston  Bridge 
Worksop  to  Attercliffe 
Wortley,  Armley,  and  Bramley  - 
Wortley  and  Pudsey 
York  Slid  Borooghbridge 
York  to  Kexby  Bridge  and  Grim- 

ston  to  Stone  Dale 
York  to  Oswaldkirk  Bank 


£ 


£    s,    d. 


34  14     3 

2  11     0 

12     0    0 


0  17  1 

27  14  7 

9  IS  8 

25     2  9 

4     4  8 

67     2  2 

13  15  10 


80  18     2 
8  14     3 


1^10     8     0 


£  «.  (/. 

117  18  6 

32  0  9 

115  15  9 

87  6  7 


72     3 
160     5 


91     6     2 
140  13     6 


26  16  3 
210  11  0 
118     1     1 

35  6  7 
162  19  10 

77  14  6 
378  1  2 
891     2     5 

63  10  10 


126     0     7 

337  12     0 

15  18     9 

538  3     10 


61  10    0 
111     6  10 


84     7     6 


10^12  19  11 


£     «.    d. 


161     4     3 


78  15     0 
40     7     0 

65  13     8 


461  16     3 
131     7     7 


641     6  10 


4,882     6     7 


23. 

I>ebtl 
paidofll 


£     *,   d. 


6203    0    0 


201     0    0 

150     0    0 
1,000     0     0 


157  16  3 

«455  15  0 

205     0  8 

/495     0  0 


^700     0     0 

A  500     0     0 
300     0     0 


in  879  18    0 


n*100     0    0 


25,489  18     1 


24. 

Incidental 
Expenses. 


25. 

Estimated 

Yahieof 

Statute  Duty 

pevformed. 


£   f .    d. 


5  18 
13  10 


33  12  11 


33     1 
46  11 


39  15     1 

14  18     6 

5  6  11 
12  18     6 

3  9  10 

10  14  9 
7  13  3 
7  2     6 

12  6  10 

17  14     6 

22  10  11 
35  12     0 

11  15  11 
21  14 

7  12 

125  5 

2  3 

23  16 

6  7 
5  19 


9     9     3 
5     0  10 


1  18     0 

23     0     4 
4     6     3 


2,086     6     6 


£    8.     d. 


182     9     0 


TOIAL 
EXFKBaMTUa. 


£    %.   d 


131 

6 

7 

616 

6 

6 

956 

8 

3 

977 

18 

e 

256 

15 

1 

l^\ 

16 

« 

660  11 

8 

2S4 

19 

8 

461 

6 

4 

i;535 

4 

9 

194  15 

9 

493 

IS 

% 

759 

13 

4 

567 

9 

S 

1,057 

9 

11 

250 

1 

11 

936 

3 

10 

1,419 

2 

s 

3,P«5  ] 

11 

9 

1,156 

LS 

l\ 

5^5  14 

% 

3,148 

2 

8 

901 

12 

Z 

1,150 

12 

I 

2,082 

11 

s 

873 

7 

% 

584 

2 

1 

341 

9 

6 

255 

18 

9 

1,438  17 

7 

393 

10 

5 

9 

18 

0 

340  10 

9 

1,152  19  11 

801 

8 

•i 

103,474 

4 

» 

: 


a  Including  553^  at  5  per  cent 

h  Including  7,845/.  10«.  not  bearing  interest 


h  For  debts  of  300^  c  Including  3,000/.  not  authorized  by  the  Local  Act 

» Due  from  Leeds  and  Whitehall  Boad.  k  For  debts  of  524/L  la,  lid, ' 
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DEBTS. 

ABBEABS   OF  INCOME. 

27. 

Bonded 

or 

Mortgage 

Debts.. 

28. 

Bate 
of  In- 
terest 
per 
cent 

29. 

floating 
Debts. 

60. 

Unpaid 
Interest 

31. 

Balance 

due  to 

Treasurers 

on3l6tDec 

1868. 

32. 

Total 
DBBm 

33. 

Arrears 

of 

Tolls  for 

current 

Year. 

34. 

Arrears 
of  Parish 

Com- 
podtion 

(br 

current 

Tear. 

35. 

Arrears 

of  other 

Beoeipts 

for  current 

Year. 

36. 

Arrears 

of 
former 
Years. 

37. 

Balance  in 

Treasurers* 

Hands  on 

31st  Dec. 

1868. 

38. 

Total 
Absbts. 

78. 
79. 
80. 
Sh 
82. 
83. 
»4. 
85. 
86. 
87. 
88. 

89. 
90. 
91. 
92. 
9i5. 
94. 
95. 
90. 
97. 
98. 
99. 
100. 
lOi. 
102. 
103. 
04. 
05. 
06. 
07. 
08. 
09. 
10. 

11. 
12. 

&       8.    d. 

2,839    0    0 

806     0     0 

0  2,528    0     0 

2,640     0     0 

2,937     8     9 
3,940     0    0 
2,060     0     0 
2,095     0     0 
c  5,700     0     0 

<^600     3     0 
2,800     0     0 
,    4^33     6     8 
1,019  18     9 
6,947     7  10 
1,381     2     4 
7,605     0     0 
17,962     8     3 
2,115     0    0 

A13,373  11    5 

50     0    0 

/  6,822     1  10 

650     0     0 

10,232     0     0 

2,050     0     0 

7,601  15     0 

10,730     8     0 

3,415     0     0 

3,375     0     0 

5 

4 

3 

'  H 

4 
4i 
4 
5 

5 

3 

3 

3 

5 

44 

5 

3 

2 
5&4i 
5 
3 
5 

8 
3 
5 
5 

"  2i 

£     8.    d. 

60     0     0 
75     7     0 

75  13     8 
1,794    0     0 

£     8.     d, 

;i,732  13    6 
7  15    6 

72    3     7 

1,677  12    0 

2  16     0 

1,620     2     6 

180  17  11 
904  19  11 

198     3     2 

.  58  13     1 

422  10     6 

27     2     9 

275  16     2 

1,120     2     5 
17,566  18    8 
5,110     7     9 

- 

£    «.    d 

5    a    7 

0  17     3 

26    0    9 

113     6     5 

«              •• 
454  13     6 

2,076  13    6 

&       8.    d, 

4,571   13     6 

813  15     6 

2,528     0     0 

2,640    0    0 

3,009  12     4 
3,940     0     0 
3,737  12     0 
2,097  16     0 
7,320     2     6 

5     0     7 

601     0     8 

2,826     0     9 

4,346  13     1 

1,019  18     9 

7,078     5     9 

1,381     2     4 

7,605     0     0 

18,867     8     2 

2,115     0     0 

454  13     6 

13,571   14     7 

168  13     1 

7,319  19     4 

677     2     9 

10,507  16     2 

2,050    0    0 

8,797  11     1 

32,168     0     2 

8,525     7     9 

3,375     0     0 

£     8.    d. 
45  16    8 

172  13    4 
65  13     6 

£  8.  d. 

£    «.    d 

£     8.     d, 

188  16    0 
421   17     0 

1 6,123  0  0 

£       8.    d. 

94    9     8 

398  9     2 
824     7     2 

70  10     5 
953  19     6 
1,087  11     0 
212  19     3 
256  12     9 
192     5     8 
262  14     8 

64  14     4 

55     9     3 

371   13     6 

0     2     0 

2,408  18     9 

314  10     0 

808  11     4 
1,496  10     6 

399  5     7 
332     0     2 
761   19     0 
419     8     2 

77  10     3 
175  11     4 

123  12     9 
209     0  11 

633     9     7 
100  18     0 

£     8.   *rf. 

94     9     8 
398     9     2 
824     7     2 
70  10     5 
953  19     6 
1,133     7     8 
212  19     3 
256  12     9 
192     5     8 
262  14     8 

203  10     4 

55     9     3 

371   13     6 

421  19     0 

2,408  18     9 

314  ro   0 

808  11  .  4 
7,619  10     6 
571  18  11 
397  13     8 
761  19     0 
419     8     2 
77  10     3 
175  11     4 

123  12     9 
209     0  11 

633     9     7 
100  18     0 

389,293    7     4 

-      - 

9,025    4     3 

72,441  14    3 

4,153     3    2 

474,913    9     0 

1,302  19    6 

558  16  4 

55  19    5 

6,698  19  8 

35,989    6     6 

44,606    I     5 

d  Including  100/.  at  5  per  cent.  «  For  debts  of  SIOL  /For  debts  of  500/. 

/  Including  719/.  7«.  lid,  at  4  per  cent  it  For  debts  of  1,350/. 


g  For  debts  of  1,041/.  8«.  6d, 
n  For  debts  160/. 
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ABSTRACT  STATEMENTS  OP  INCOME  AND  EXPENDITURE  OP 


WALES. 


1. 

2. 

Balance 

in  Treasurers' 

Hands  on 

1st  Jan.  1868. 

* 

3. 

Balance 

due  to  the 

Treasurers  on 

1st  Jan.  1868. 

INCOME. 

NAMES  OF 
COUNTIES  AND  TRUSTS. 

4. 

Revenue 

received  from 

ToUs. 

5. 

Parish 
Composition 

in  Ueu  of 
Statute  Duty. 

6. 

Value  of 

Statute  Duty 

performed. 

7. 

Revenue 
teom 
Fines. 

8.           '            9. 
Incidental     ^^^:^ 

COUNTY  OF  ANGT.ESEY. 

1.  Beanmaris  and  Menai  Bridge 

2.  ShrewBbnry  and  Holyhead 

£    s.   d, 

385     3     0 
3,683  12     3 

£    8.   d. 

£    «.   a. 

175    0    0 
3,343     1     7 

£    s,    d. 

£    «.    d. 

£    s.    d. 

£    s.    d. 

1 

£  1.  i 

. 

. 

- 

60  10     0 

-      - 

£ 

4,068  15     8 

. 

8,518     1     7 

- 

- 

- 

50  10     0 

.      . 

COUNTY  OF  CARNARVON. 

1.  Carnarvonshire          .          -         - 

2.  Penmachno          .           -            - 

4.  Yspytty            .               -              - 

750     8     2 

198     9  U 

888  14     8 

6  13     0 

- 

2,683  11     9 

97  10    0 

643     5     7 

9     7     6 

... 

. 

. 

117  17     1 
17     6     0 

... 

- 

. 

- 

0     1     1 

.       . 

£ 

1,344     5     9 

. 

3,383  14  10 

. 

.        . 

. 

135     4     2 

COUNTY  OF  DENBIGH. 

1.  Bamhill  and  Wrexham 

2.  Denbigh  and  Pentre  Voelas 

5.  Ruthin  to  Mold         ... 

6.  St  Asaph  and  Conway     - 

7.  Wrexham    to   Denbigh    through 

Ruthin          -           -             - 

8.  Ditto,  Cerrig-y-Druidion  Branch 

9.  Wrexham,  RuaboD,  and  Llangollen 

116     1     5 
52     7     9 
502     2  11 
6  15     9 
882  10     4 
170     3     6 

158  10     4 

6  18  10 

.        .        . 

400     0     0 
94     5     0 
452     6  10 
362     9     0 
540     0     0 
547     5  10 

1,050  13  10 
156     6     2 
803  15  10 

1 

1 

221  10     0 

- 

- 

8     6     0 
109     5     0 

-      . 

:  ; 

17  12     6 
28  14     6 

31     6     1 

. 

. 

- 

116     9     9 

-       •       • 

£ 

1,895  10  10 

•                         V                         > 

4,407     2     6 

221  10     0 

. 

- 

311   13  10 

COUNTY  OF  FLINT. 

1.  Chester  and  Northop 

2.  Denbigh  and  Rhyddlan 

3.  Flint,  Holywell,  and  Mostyn 

4.  Lower  King's  Ferry 

5.  Mold  and  Bronghton  and  Branch  - 

6.  Mold  and  Denbigh 

7.  Orerton  District        -          -        - 

8.  Pontblyddyn  and  Llandegla 

9.  Whitchurch  and  Marchwiel 
10.  Wrexham  and  Mold 

239     6     2 

127  19     3 

5  15     2 

953     0     7 

88     0     8 

582     5     8 

84  12     2 

... 

38     8     0 
4     5     8 
4     1     3 

500     0     0 
814     3  10 
3,400     0     0 
1,410     0     0 
520     0     0 
519     6     8 
765     6     8 
453     1     5 
728     2     6 
675     0     0 

633  15     1 
503     4     6 

. 

• 

8  16     3 
36  14     9 
18  19  10 

9  10     0 

1 

.4 

... 

... 

- 

18  18     0 
33     5     0 
15  18     9 
43     0     0 

- 

£ 

2,080  19     3 

46  14  11 

9,285     1     1 

1,136  19     7 

. 

- 

185     2     7 

COUNTY  OF  MERIONETH. 

2.  Bala  District 

3.  Dolgelly,  Mowddy,  and  Towyn     - 

4.  Ed€&nion 

5.  Festiniog,   Maentwrog,  and  Har- 

lech    -           -           - 

6.  Portmadoc  and  Beaver  Pool  Bridge 

10     2     8 
142  12  11 
619     4  11 
110  12     8 

74     0     4 

-         -         .. 

125     6     8 

647     6     7 

1,261   11     6 

306  14     9 

474  14     3 
60  15     3 

58  19     8 

0     2     0 
0     1     6 

1     0     0 

9     6     7 
9  10     2 

4,845     0 

£ 

956  13     6 

. 

2,876     9     0 

58  19     3 

- 

0     3     6 

19  16     9 

4,845     0 

Digitiz( 

3dby  V3( 

30gle 

TURNPIKE  TRUSTS  IN  ENGLAND  AND  WALES,  1868, 


87 


WALES. 


BXPENDITUBE.                                                                                     \ 

10. 

Total 
Inoomh. 

11. 

Manual 
Labour. 

12. 

Team  Labour 

and 
Carriage  of 
Materials. 

13. 
Materials 

14. 

Xand 

15. 

Damage 

done 

in 

obtaining 

Materials. 

16. 

Tradesmen's 
Bills. 

17.                    18.                    19. 
Salaries  of 

for          1 

Treasurer. 

Clerk. 

£     9.     d. 

15     0     0 
180     0    0 

Surveyor. 

1. 

2. 

£    s.    d, 

176    0    0 
8,898  11     7 

£    s,    d. 

59    0    0 
a  2,373    8    3 

£    9.    d, 

15  13    0 

£    9.    d. 
20    0    0 

£    «.    d. 

£    *.    d. 
52  10     0 

£    9.    d. 

3    9    0 

£    s.    d. 

5    0    0 

£    •.    d. 

15    0    0 
242  16     0 

3/>68  11     7 

2,432     8     8 

15  13    0 

20     0     0 

- 

52  10    0 

3     9    0 

5     0    0 

195     0     0 

257  16    0 

1. 
2. 

3 

9,751     8  10 

114  16    0 

643     5     7 

9     8    7 

651   13     3 

78     6  10 

a  450     0     0 

5  14  11 

337  19    3 
8  12     0 

627     1   11 

21     0    0 

-                  -                  -5 

105     0     0 

10  10     0 

10     0     0 

8     3     0 

160    0     0 

6     5     0 

30    0     0 

3     0     0 

- 

- 

5     1  10 

4. 

0     2     0 

- 

3,518  19     0 

1,185  15     0 

346  11     8 

627     1  11 

•        •        • 

- 

.5     3  10 

.     21     0    0 

128  13     0 

199     5     0 

1. 
S. 
3. 
4. 
5. 
6. 

7. 
8. 
9. 

400     0     0 
109  11     0 
561   11  10 
588  19     0 
557  12     6 
576     0     4 

1,081  19  11 
156     6     2 
920     5     7 

102  15     0 
68  12     0 
365  12     0 
179     6     9 
286     8     8 
143     3     6 

553  18     8 
110     8  11 
399  10     3 

85  18  10 

45     0     0 

7     9    3 

1   17  11 

0  12     7 
25     0  10 

3  12     6 
10     1     5 

6     6  11 

24     6     2 

9  11     6 

96  16  10 

5     0    0 

2  13     9 

3  5     9 

10     0     0 
10     0     0 
15     0     0 
20     0    0 
10     0    0 
15     0    0 

20     0     0 

40     0    0 

20     0    0 

44     4     0 
25     0     0 
28     0    0 
28  18     6 

72     0    0 

60     0    0 

41  16     6 
32     2     8 
36     0  11 
51     7  11 

127  14     8 

20  17     7 

192  10    3 

23     0     9 

20  2     8 

21  1     4 
51     1     1 

22  14     6 
5     9     8 

34     5     7 

•        •        «. 

1  10    0 

0     5     0 
5  10     0 

4,940     6    4 

2,159  15     4 

588     4    4 

222  15     7 

•        •        « 

14  14     3 

178     6     8 

10  19     6 

140     0    0 

278     2     6 

1. 
2. 
3. 
4 

508  16     3 
850  18     7 
4,052  14  11 
1,922  14     6 
520     0     0 
538     4     8 
798  11     8 
469     0     2 
771     2     6 
675     0     0 

115  15     3 
166     6     0 
684     6     6 
6  566     9     7 
223     9     1 
204  13     2 
323  15     7 
115     7     9 
346     7     6 
242     9     0 

123  15     8 

76     6  10 

1,156     6     7 

51  12     8 

. 

14     3     6 

17  14    2 

1  17     1 

128  11     3 

26     1     5 

20     0    0 
20     0     0 
70     0     0 
50     0     0 
25     0     0 
25     0     0 
10     0     0 
15     0     0 
15  10     7 
15     0     0 

20    0     0 

52  17     4 

126     6     0 

30     0     0 

30  0     0 
60     0     0 

8     0     0 
20     0     0 

31  10     0 
40     0     0 

5. 
6. 
7. 
8. 
9. 
0. 

153  16     4 
76  13     6 

258     7  11 
52  19     4 

140  14     7 

133  19     1 

86  10     8 

0  17  10 

5  16     0 

56     8     0 

86  18     0 

- 

2     2     4 

6     1     6 

16  15    0 
10     0     2 

13     4     8 
5     1  10 
29     1     0 
29  15     4 
28     9     6 
20  17     2 

15     0     0 

10    0     0 
.550 

10,607     8     3 

2,988  19     5 

2,172  19     9 

288     3     2 

49     2     6 

274  12     a 

56     6     5 

265  10     7 

418  13     4 

1. 

i. 

5 

185     5  11 

647     8     7 

1^70  18     ] 

816     6     5 

474  14     3 
4,905  15     8 

51     7     0 
481     9     7 
494    3     4 
250     2     9 

343  14     4 
14     18 

91     0     6 

109     8     8 

10     5     6 

22  11     6 

5  15     2 

0     5     0 

34     0    '2 

16     4  10 

: 

0  10    0 

0    2     0 
28     6     2 
80  11     7 

2  1$  11 

8     0    0 
20     0    0 

10    0     0 

12  0    0 
8     8     0 

30     0     0 
21     0    0 

10     0    0 

13  0    0 

14     6  11 
SO     0     0 
80     0    0 
40     0     0 

10     0     0 

6. 

~ 

*                  * 

7,800^8     6 

1,634  18     8 

233     6     2 

56     5     2 

. 

0  10    0 

61  1$     8 

^     38     0    0 

94       8     0 

174     6.11 

a  Including  materials,  &c. 
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b  IndudiDg  contract  irork. 
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ABSTBACT  STATEMENTS  OF  INCOME  AND  EXPENDITUBE  OF 


WALES. 


f 

NAMES  OF 
COUNTIES  AND  TRUSTS. 

EXPENDITUBE-^coiUmuai                                                         / 

20. 
Law  Charges. 

21. 

Interest  of 
Debt 

22. 

ImproYements. 

23. 

Debts 
paidofE: 

24. 

Incidental 
Expenses. 

25. 

Estimated 

Value  of 

Statute  Duty 

performed. 

26.       ; 

TbciJ. 

COUNTY  OF  ANGLESEY. 

1.  Beaumaris  and  Menai  Bridge 

2.  Shrewsbury  and  Holyhead  - 

COUNTY  OF  CARNABVON. 

1.  Camanronshire           ... 

2.  Penmachno            -            -           . 

3.  Porthdinllaen  and  Nanthwynant  - 

4.  YsnTttv              -              -         -         _ 

£    «.   dL 
0  10    0 

£    $.   d. 
36  10     5 

£    $.    d. 

£     M.    d. 

£    M.   d. 

10    8     6 
253  12     1 

£    *.   d 

£    f.  d. 

180    0  W 
3,102  16    4 

0  10    0 

36  10     5 

• 

- 

264     0     7 

- 

3,282  17    3 

- 

177     6     8 
12     0    0 
19     9  11 

60    0     0 

756    0    0 
a  70    0    0 

202  18     9 

4  12     1 

13  11     2 

1   12     6 

. 

I 
(' 

8,098  19  10 

125    7     9 

593     1     1 

13  12    5 

COUNTY  OP  DENBIGH. 

1.  Bamhill  and  Wrexham 

2    Deitibiiph  and  Pentre  VoaIah 

- 

208  16     7 

60     0     0 

826     0    0 

222  14     6 

. 

3,831     1     1 

4  18     8 

86  13     1 

100    0    0 

19     4     3 
1  16     0 

. 

1 
1 

483  12    I' 

A1      0     T 

S    TJanrwirt               •            •           .          . 

514  14    ] 

585  10    5 

1,114     9    5 

424     5    3 

1,064     4    5 
156     6    : 

S3%   10    ^ 

4.  LlanrwBt  and  Abergele 

5.  Ruthin  to  Mold 

6.  St.  Asaph  and  Conway 

7.  Wrexham    to    Denbigh    through 

Ruthin        ... 

8.  Ditto,  Cerrig-y-Druidion  Branch 

9.  Wrexham,  Ruabon,  and  Llangollen 

- 

284     0     0 

42  12     8 

115     0     4 

99  18     6 
4  17     6 

2     2     0 

d7ll  11     0 

e 131     0    0 

•          -        - 

16     6     2 
14  10     5 

'^      18     7     0 

9     1     0 

2  19     0 

10     6  10 

•          -          - 

4  18     8 

633     2     1 

2     2     0 

942  11     0 

87  10     8 

. 

5,263     2    : 

COUNTY  OF  FTiTNT. 

1.  Chester  and  Northop 

2.  Denbigh  and  Rhyddlan 

3.  Flint,  Holywell,  and  Mostyn 

4.  Lower  King's  Ferry 

5.  Mold  and  Broughton  and  Branch  - 

6.  Mold  and  Denbigh 

7.  Overton  District       -        - 

8.  Pontblyddyn  and  Llandegla 

9.  Whitchurch  and  Marchwid 
10.  Wrexham  and  Mold 

16  14     5 

26     0     8 

51  9     9 

52  11     7 

143     7     0 

3     0     0 

325  13  11 

64  12     0 

19  13     4 
111     0     7 

58  10     0 
115  17     6 

74     3     8 

29     5     8 

73     7     8 
24  13     0 

100     0     0 

^1,430  14     4 

A  1,600     0     0 

t88     0     0 

20     0    0 

4  1     2 
16  10     4 
80  15     0 

5  13     3 
14    4     3 
33     0     8 

A 149  13     2 

16     9     0 

1     9     0 

11     1     3 

- 

590  13    4 
388   10    3 
4,142     6  1" 
2,328     5    : 
614     8    S 
510   13    1 
931   17    : 
366     9    0 
763     1    5 
639   13    A 

146  16     5 

915  18    0 

127     6    4 

3,238  14    4 

332  17     1 

- 

11,275   19    4 

COUNTY  OF  MERIONETH. 

1.  AberdoTcy  District 

2.  Bala  District       .... 

3.  Dolffelly,  Mowddy,  and  Towyn     - 
4»  Edenmion        -        -           -         - 

5.  Festiniogy  Maentwrog,  and   Har- 

lech          -           ... 

6.  Portmadock  and  Beayer  Fool  Bridge 

* 

\ 

- 

66    4     8 

57  18    6 

140    0     7 

8  15  10 

~  95     1     4 

0  10    9 
4,845     0    0 

.        - 

15  14     8 

13  6     4 
59     9  11 

14  10    8 

28    2  11 

I          I 

173  10    5 
731     4     i 
977  14    ? 
364     7    3 

519   10    \ 
4,872     1     3 

368    0  11 

4,845  10     9 

- 

131     4     6 

- 

7,638     7    4 

o  For  d^bts  of  100/.  j,  including  440i,  at  2^  perTcent  c  According  to  income,  but  not  paid  for  many  years. 

g  For  dcbta  of  |,616i  10«.  JOrf.  h  For  debts  of  2,833/.  10*.  5rf.  i  For  debts  of  100^. 
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WALES. 


DEBTS. 


27. 


Bonded 

or 

Mortgage 

Debts. 


28. 

Bate 
of  In- 
terest 
per 
cent 


29. 

Floating 
Debts. 


30. 

Unpaid 
Interest 


31. 

Balance 

due  to 

Treasorers 

on  31st  Dec. 

1868. 


32. 

Total 
Debts. 


ABBEABS    OF   INCOME. 


33. 

Arrears 

of 

Tolls  for 

current 

Year. 


34. 

Aireara 
ofPftrish 
Com- 
position 

for 
ourreut 
Tear. 


35. 

Arrears 

of  other 

Beceipts 

for  current 

Year. 


36. 

Arrears 

of 
former 
Years. 


37. 

Balance  in 
Treasurers' 

Hands 

on  SlstDec 

1S68. 


38. 

Total 

Assets. 


£  s.   d. 

700  0  0 
548  15  0 


a    8.    d, 
200  0  0 


£  ».   d. 


1,461  5  10 


£  «.  d. 


&   $.    d. 


900  0  0 
2,010  0  10 


A    8.   d. 


£  «.  d. 


£     8.    d. 


380  2  1 
3,974  7  6 


£   8,     d. 

380  2  1 
3,974  7  6 


1,248  15  0 


200  0  0 


1,461  5  10 


2,910  0  10 


4,354  9  7 


4,354  9  7 


3,695  0  0 

1,230  0  0 

b  1,755  1  9 

1,188  7  6 


12  0  0 

188  19  6 


3,695  0  0 

1,242  0  0 

1,944  1  3 

1,188  7  6 


402  17  2 

187  18  2 

438  19  2 

2  9  2 


402  17  2 

187  18  2 

438  19  2 

2  9  2 


7,868  9  3 


200  19  6 


8,069  8  9 


1,032  3  8 


1,082  3  8 


2,121  11 
1,500  0 
100  0 
10,000  0 
1,361  1 
2,940  O 


2,896  13  7 
/lOO  0  0 
2,024  8  1 


4 

Id. 
5  ' 
4 
2i 
4 

5 
5 

4 


5  5  11 


862  18  6 


45  0  0 

726  0  0 

23  0  0 


15  6  0 
199  14  7 


2,126  17  1 

1,500  0  0 

145  0  0 

11,588  18  6 

1,384  1  4 

2,940  0  0 

2,911  19  7 

100  0  0 

2,224  2  8 


2  14  2 


32  9  5 

73  18  2 

549  0  8 

5  4  0 

325  13  1 

321  18  7 


32  9 

73  18 

549  0 

5  4 

325  13 

324  12 


176  6  0   176  6  0 


88  4  8 


88  4  8 


23,t)43  14  2 


862  18  6 


1,014  6  6 


24,920  19  2 


2  14  2 


1,672  14  7 


1,575  8  9 


1. 
2. 
3. 
.4. 
5.' 
6. 
7. 
8. 
9. 
10. 


3,810  4  3 

60  0  0 

7,978  0  0 

23,071  19  2 

1,465  0  0 

500 
/900 
1,950 
2,875 
1,894 


3 

5 

3 

U 

4 
4 
5 
8 

4 
4 


81  1  4 


83  16  9 


29  0  0 


6  8  0 
10  16  5 


35  0  0 


73  17  1 


3,891  5  7 
60  0  0 
8,061  16  9 
J3,071  19  2 
1,500  8  0 

510  16 

935  0 
1,950  0 
2,875  0 
1,967  17 


0  13     4 


157     9     1 
90     7     7 

547     9     6 


448  19  4 

98     5  6 

92  13  0 

31     5  5 


157     9     1 
90     7     7 


547     9     6 


0  18 

448  19 

98     5 

92  13 

31     5 


44,504     3     5 


35     0    0 


183  18     5 


101     1     2 


44,824     3    0 


0  13    4 


M66     9     5 


1,467  2     9 


666  13  6 

1,755     0  0 

m5,534  10  6 

1,887     0  0 

3,381     0  0 

4,845     0  0 


385  12  10 


449  16 
58     9 


319  19    4 


666  18  6 

1,765     0  0 

6,369  19  5 

1,945     9  0 

3,660  19  4 

4,845     0  0 


21  18     2 

58  17     5 

912     8     9 

62  11  10 

29     4     6 
33  14     0 


21   18     2 

58  17     5 

912     8     9 

62  11   10 

29     4     6 
33  14     0 


18,019     4    0 


385  12  10 


828    4    5 


19,233     1     3 


1,118  14     8 


=  -  '  I  1= 1= 

d  For  debts  of  950/.  U.  7d,  e  For  debts  of  174/.  /Bedaced  by  omitting  lOO/.  unclaimed  for  more  than  20  years. 

k  Including  140/.  158.  6d  loss  by  late  treasurer.  /  Misstated  in  last  Betum.  m  A  portion  unclaimed;^and  imsstatedjn  last  Betum. 

M  2  ""^"^^   ^'  ^' 


1,118  14    8 
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ABSTRA.CT  STATEMENTS  OF  INCOME  AND  EXPENDITURE  OF 


1. 

2. 

Balance 
in  Treasurers' 

Hands  on 
1st  Jan.  1868. 

3. 

Balance 

due  to  the 

Treasurers  on 

1st  Jan.  1868. 

INCOME. 

NAMES  OF 
COUNTIES  AND  TRUSTS. 

4. 

Revenue 

received  fh)m 

Tolls. 

5. 

Parish 
Composition 

in  Ueu  of 
Statute  Duty. 

6. 

Estimated 

Value  of 

Statute  Duty 

performed. 

7. 

Revenue 
fh>m 
Fines. 

S. 

Revenue 

from 
Incidental 
Receipts. 

9. 

Amount  of 

MOD^ 

Donrowed  od 
theSeearit^ 
of  the  Toll 

COUNTY  OF  MONTGOMERY. 

1 .  Cilgwrgon,  Bettws,  and  Tregynon  - 

2.  Montgomery,  Second  District 

Montgomeryshire,  First  District : 

3.  Abermule  by  Glanmule,  &c. 

4.  Abermule    to    Llandyssil    and 

A     8.    d, 

35     5     I 
828  13     5 

12  18     1 
7  19     4 

332     0     3 
254     9  10 

61   14     7 
379     9     8 

46     8     4 
377     5     8 

298     3     1 
473  16     2 
136  18     6 
60  12     1 
249  11     3 

47  19     3 
107  13     6 

61   11     0 

93     7     7 
245  16     2 

£       8.    d. 

103  19    8 

1,186     9    0 

146  13     0 

17  14     4 

162     0     0 

29     0     0 

258     5     3 
200  13     4 
220     0     0 

16  16     4 
232     1     8 

159     4     2 
246  15     5 
76     0     0 
170     1     8 
176  13     4 

2,043  18     7 

1,325     8     8 

155     0     0 

562  16     8 

£     8.    d. 

71     5    0 

132     3    0 

43     0     0 

5     0     0 
36  10     0 

£      8.    d. 

£    *.   d. 

£       8.    d. 

£  1.  d: 

- 

•             » 

58    0    6 
1  11     0 

5.  Berriew  to  the  Addfa 

6.  Efelfech  to  Tregynon    - 

7.  liangerrig  to  Tynycoed 

8.  Llanidloes  to  Steddfagerrig  and 

Tylwch 

9.  Llanidloes  to  Weeg,  Caersws,  &c 

10.  Montgomery  to  Garthmill 

11.  Newtown  and  Caersws  to  Pont- 

dolgoch          -          -            - 

12.  Newtown  to  Camnant  Bridge    - 

13.  Newtown  and  Kerry  to  the  Blue 

Bell             -            - 

14.  Newtown  to  Llanidloes 

15.  Newtown  to  New  Mills  Bridge  - 

16.  Newtown  to  Talurddig 

17.  Rhiew  Bridge  to  Newtown 

18.  Montgomeryshire,  Second  District 

19.  Montgomeryshire,  Third  District  - 

20.  Ditto,  Blackwaters  and  Rednall 

Branch        -        -        .        - 

21.  Montgomeryshire,  Fourth  District 

- 

- 

10    0 

-      - 

- 

. 

a   6  14    4 

19     5    0 
6  12    9 

:   ':  • 

. 

\ 

5     0     0 

60     0     0 

36     0     0 
68     0     0 

212  15     3 
260     2     4 

••        "•        - 

0     3     0 

0  10     6 
0     4     0 

1     5     0 

11   16     9 
34     0     0 
6     0    0 
15  10    0 
26     0    0 

121  10    0 

155  18     6 

4     0     0 

20     0    0 

. 

£ 

3,555     5     4 

556     7     6 

7,489  11     1 

929  15     7 

- 

0  17     6 

489     3  10 

.           - 

SOUTH  WALES. 

1.  Brboonbhirb,  consolidated    - 

2.  Cabdioanshike,  consolidated 

3.  CABMABTnEKsmBB,  Consolidated   - 

4.  Glamoroanshire,  consolidated 

5.  Pembbokeshtre,  consolidated 

6.  Radnorshire,  consolidated  - 

723  11     8 
211  18     3 
198     0     8 

100  15     8 

530  10     1 
140    4  10 

2,299     7     7 
1,990  13     4 
6,118     7     0 
11,333     0     0 
1,909  11     8 
1,308  17     7 

2,184     0     1 

682  16  10 

3,150     5     9 

2,550     0     0 

425     2     5 

791     3    4 

346     5     9 

0  15     0 

4     4     7 
2  10     4 
0  14     0 
0     8     6 

233  11     0 
145     0     0 
300     6     6 
317  12     6 
82     0     0 
72     0    0 

£ 

1,234    0     3 

670  14  11 

24,954  17     2 

9,788     8     5 

346     5     9 

8  13     5 

1,150  10     0 

1 

a  From  other  roads. 
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EXPENDITURE.                                                                                   1 

10. 

Total 
Imcomb. 

11. 

Manual 
Labour. 

12. 

Team  Tiabour 

and 

Carriage  of 

Materials. 

13 

Materials 

for 
Sur£ice 
Repairs. 

14. 

Land 
purchased. 

15. 

Damage 

done 

in 

obtaining 

Materials. 

16. 

Tradesmen's 
BiUs. 

17.                    18.                    19. 
Salaries  of 

r 
Treasurer. 

aerk. 

^ 
Suryeyor. 

1. 

2. 

3. 

4. 
5. 
6. 
7. 

8. 

9. 

10. 

11. 
12. 

13. 
14. 

£     8.    d. 

175     4     8 
1^76  12     6 

191     4     0 

22  14     4 

199  10     0 

29     0     0 

6  14     4 

277  10     3 
207     6     1 
220    0     0 

16  16     4 
238     9     8 

231     0  11 
281     5  11 
118    0     0 
253  15     8 
202  13     4 

2^78     3  10 

M81     7    2 

159     0    0 

842  19     0 

£    8.   d. 

38  14    8 

441  10    2 

46    3     3 

7  13    4 
67  16     9 
16  16     8 

5     7     6 

98  15     4 
71     8     1 
52  10     4 

4  13     7 
64  15  10 

*71     6     7 
74  13     6 
24     9     1 
48  16     1 
78     4  10 

455  11     6 

425     9     4 

55  14  11 

6219  10     5 

£    «.    d. 

14  16     1 

227     2  10 

8     1     1 

15     0 

19  14     4 

0  15     0 

0     6     0 

12  11     2 
39  17     6 
17     4     9 

125  14     4 

25  11     7 

12  13  10 
7     1     6 
2  18     6 

23     7     7 

216  16     0 
172     3     8 

13  7  10 
67  17  11 

£      8.    d. 

32  13     5, 
340     9     9 

19  13     0 

5     0     6 

44     7     3 

8     5     2 

I     0  10 

26  19  10 
30  14     2 
48  14     1 

123     2     2 

30     9    3 
44     2     9 
14     7     3 
16  15     5 
44  19    ^8 

842  13  11 

295     9     6 

33  7     9 
30     6     5 

£      8.    d. 

£     8.    d. 
0  10    0 

£     8.    d, 
0  11     4 
6  14    0 

0  18     3 

£     8.    d. 
1     3  10 

1     7    6 

0  3  10 

1  12     0 
0     8     0 

£     8.     d. 

0  15    0 
38  12    0 

1  6     3 

0  3     6 

1  0     6 
0     4     6 

£     8.    d. 

4    3    4 

60    0    0 

4    7     6 

0  12     5 
4  15     4 

1  5     0 

- 

2     1     6 

4     2     2 
8  16     4. 

. 

0  10    0 
0  10    0 

0  8     6 

1  7     0 

2  14     8 

0  8     4 
2     5     5 

1  8  11 
4     5     9 

2  19     2 
2     6     0 
2  10     6 

O     3     8 
2  18     2 

1  17     9 

2  16     0 

0  17     4 

1  16     0 

2  0     3 

15     0     0 

2  14     0 
1   11     0 

1  19     6 

0  3     6 

2  13     6 

1  6     6 

2  14     0 
0  17     3 
19     0 
2    2    0 

42     0    0 

19  10     0 
10     0     0 

20  0     0 

11  19     8 

7  6  10 

8  5  10 

0  12     0 

9  12     8 

9     1     6 

12  15     0 
4    5     5 
7  19     6 
7  15  10 

100    0    0 

76    0    0 

15     0    0 

45  10    0 

16. 
17. 

18. 

19. 

20. 

21. 

. 

0  10     0 

9     4     0 

1  10     0 
1     2     6 

5  6     2 
8  19     9 

21  12     4 

18     4  11 

6  5  11 
18     6     6 

8,909     8    0 

2,370     1     9 

1,009     6     6 

1,533  12     1 

. 

15  18     0 

112  16     3 

40     0    0 

151     2     0 

380     6  10 

1. 
2. 
8. 
4. 
5. 
6. 

4,717  13    8 
2,818  10    2 
9,573    8  10 
14,203    2  10 
2,417    8     1 
2,513  15     2 

764  16     2 
734     2     4 
1,905     0     5 
3,014     8     5 
420  12     1 
457     2     6 

8     0     0 

1,865     4     9 
1,159     0     0 
3,810  13  10 
5,179     2     6 
829     1   11 
438  15     3 

3  10     0 

12     0     0 
25     8     1 

82  14  11 
46  14     2 
61     5     6 
124  11     8 
37     2     3 
17  19     9 

5     9     6 
12  10     0 

36  18     6 
9     3     0 

80     0    0 

100     0     0 

181  10    0 

247     5     6 

70    0     0 

70    0    0 

204  15  10 
200     0    0 
396    0     0 
520    0    0 
125     0     0 
173    4     0 

36,243  18     9 

7,296     1  11 

8    0    0 

12,781   18     3 

3  10     0 

37     8     1 

370    8    8 

64     1     0 

748  15     6 

1,618  19  10 

b  Including  coBtreot  work. 
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t  '                            ABSTRACT  STATEMENTS  OF  INCOME  AND  EXPENDITURE  OF 

NAMES  OF 
COUNTIES  AND  TBUSXa 

BXPENDITURE-co»<mi«c(i. 

' 

20. 
Law  Charges. 

2L 

Interastof 
Debt 

22. 

Improyements. 

23. 

Debts 
paid  oft 

24. 

Incidental 
Expenses. 

25. 

Estimated 

Valneof 

Statute  Duty 

perfinrmed. 

i 
TazAL 

COUNTY  OF  MONTGOMERY. 

£    «.  d 

£     s.  d. 

A     8.    d. 

S,      8.    d. 

£  «.   d 

£    «.    d 

1.  CUgwrgon,BettWB,BiidTr^jiioii- 

18  10     6 

4    9    1 

- 

115  17    i 

2.  Montgomery,  Second  District 

.     - 

117  14     2 

. 

a  175    0    0 

31   19     8 

- 

1,429     2     7  ' 

Montgomeryshire,  First  District : 
8.      Abermnle  by  Glamnule,  &c 

4.  Abermole    to    Llan^ssil    and 

OoitreBoad       .       .         - 

5.  Berriew  to  the  Ajdd&     - 

10     0 

0  10     0 

1  10    0 

68  15     9 

. 

. 

9     2     8 

0  6     0 

1  19     2 
0     8     5 

... 

1 
161     5     d 

15  14    7  , 
224  15  10  < 
36  19    1 

6  U    *  1 

375    2    7  ' 
166     0    5 
140  19  10 

6     7    0 
346  16    8 

US  13  10 
888    2    6 
IW    0    7 
258  17     6 
206  12     7  j 

75  16  10 

- 

. 

»-4 

1 

S.      Llanidloes  to  Steddfagerrig  and 

OVlwch 
9.      liamdloes  toWeeg,  Caersws,  &c 

10.  Montgomery  to  Garthmill 

11.  Newtown  and  Caersws  to  Pon^ 

1  15  10 

93  11   11 
8  10     5 

. 

5120    0    0 

4  13     0 

3  0     5 

5  4     4 

0     5  11 

4  14  10 

2  10     8 
4  13  11 
18     6 
2  12  10 
8  11     8 

I   1   I   1   1       II       III       1 
1   1   1   I   1       11       III       1 
1   1   1   1   1       II       III       1 

12.  Newtown  to  Canmant  Bridge    - 

13.  Newtown  and  Kerry  to  the  Blue 

Bell      ...           - 

14.  N0wtown  to  Llanidloes      - 

15.  Newtown  to  New  ^Glls  Bridge- 

16.  Newtown  to  Tahirddig 

17.  Khiew  Bridge  to  Newtoiwn 

10  19     9 

2     0     0 

2     0     0 
2     0     0 

120  11     1 
79     7     9 
83  14     3 

169     4     0 
35     1     0 

- 

- 

16.  MontgomeiyBhire,  Second  District 

. 

835  17  11 

11  10    7 

rfl76    0    0 

22  15     0 

. 

2,224  17     3 

19.  MofttgomerysMie,  Third  District  - 

20.  Ditto,  Blackwsters  and  Bednall 

.  3ranch         .           -           - 

-           •>         - 

468  10  11 
29     9     4 

•          -        - 

e40    0     0 

46     8     5 
8     4     8 

-         -         - 

1,670     0     9  ' 
173     0     5! 

A 

- 

305     4     0 

- 

- 

15  15     0 

- 

788  12    9' 

40    6     1 

2,491     9     4 

11  10    7 

511     0     0 

174    4    8 

- 

8,841  13     7  1 

SOUTH  WALEJB. 

1.  BBBOONSHiBBy  consolidated 

.        . 

551  15     0 

-        .-        - 

1,731     7    6 

50    5  11 

- 

4,856     9     7 

- 

148  19     7 

m                      •                  « 

533  17     3 

45  13    3 

- 

2,980  16     7 

- 

696     9     0 

. 

2,553    9    2 

288  13     4 

- 

9,896  11    3 

4.  Glamoboanbhibb,  consolidated  • 

,        , 

802     9     2 

10     0    0 

2,858  18    2 

597  15    6 

- 

13,391     9    5 

.        - 

178     6     1 

- 

638    2    7 

105  10  10 

- 

2,412  18   9 

6.  Badstobshirb,  consolidated 

- 

171   11     7 

- 

619  11     9 

66  17     3 

346    5     9 

2,886  15  11 

m 

2,549  10     5 

10     0     0 

8,935     6    5 

1,154  16     1 

346     5     9 

35,925     1     6  1 

\ 

J , — , 1 

aFordebt8of250il 


6  For  debts  of  150^ 


cUi 


li  For  debts  of  220/. 


e  For  debts  of  50C 
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DBBTa 

ABBEABS   OF  INCOME. 

37, 
Bonded 

28. 

Bate 
of  In- 
terest 
per 
cent 

39. 

Iloating 
Debts. 

30. 

Unpaid 
Interett 

31. 

Balance 

due  to 

Treasurers 

on  31st  Dec. 

1868. 

32. 
Total 

33. 

Azreais 

of 

Tolls  ibr 

corrent 

Year. 

34. 

Arrears 
of  Parish 

Com- 
position 

current 
Year. 

36. 

Arrears 

of  other 

Becdpts 

for  current 

Year. 

36. 

Arrears 

of 
former 
Years. 

37. 

Balance  in 
Treasurers' 

Hands 

on  Slst  Dec. 

1868. 

38. 
Total 

ASSBTS. 

1. 

2. 

3. 

4. 

5. 
6. 

7. 

8. 

9. 

10. 

11. 
12. 

13. 
14. 
15. 
16. 
17. 

18. 

19. 

20. 

21. 

£        8.    d. 
7,200    0     0 
3,684     0     0 

1,897     5    0 

554     1     0 
1,532     0     0 

1,620     0     0 

170    0     0 

c  100     0     0 

630     0     0 
5,676     0     0 

2,407     7     8 
1,583     0    0 
1,458     0     0 
3,502    0     0 
700     0     0 

21,237     5     6 

/10,392     0    0 

676  16     0 

6,519  10     0 

3 
3 

5 

5 
5 

5 
5 
5 

5 
5 

5 
5 
5 
5 
5 

4 

4 

5 

5 

£     8.     d. 

£    8.    d. 
648    0    0 
110    3     7 

207     7  10 

386    5     1 
10  19     9 

761     0     0 
10,819  10     0 

413  16     0 

95  12    4 
537  15     0 

1,325  16     9 

207  16     9 

30  14     9 

218  17     0 

£   8.   d. 

18    0    6 
132  19     4 

114     8     2 
250  18     0 

m                             m 

£      8.     d. 
7,848    0    0 
3,794    3    7 

1,622  13     4 

940     6     1 
1,675  19     1 

1,620     0     0 
170     0    0 
100     0     0 

1,391     0     0 
16,495  10     0 

2,821     3     8 
1,583     0     0 
1,668     0     6 
4,290  13     0 
700     0     0 

22,563     2     3 

10,599  16     9 

707  10     9 

6,738     7     0 

£   8.   d. 

6    6    8 
0    6    8 
6    2    6 

10  11     6 

106     0     6 

£8.d. 

£    8.     d. 

""" 

108     0     0 

£  8.    d. 

£      8.      (/. 

94  12    6 
776    3    4 

19  17  10 
0    0    8 

234     7  11 

295  15     6 

17     9     2 

72     3  11 
271     2     8 

10  15     5 
420     9     1 

294    3  10 

627     2     9 

48    4  11 

46  11     8 

353  17     6 

£    8.     d. 

94  12    6 

776    3    4 

19  17  10 
6     6  11 

234     7  11 

295  15     6 

17  15  10 

72     3  11 
271     2     8 

16  17  11 
420     9     1 

294     3  10 

745  14     3 

48    4  11 

46  11     8 

459  18     0 

71,039     5     2 

-      - 

- 

15,773  14  10 

516     6     0 

87,329    6     0 

129     7  10 

- 

108     0    0 

- 

3,582  18     3 

3,820     6     1 

1. 
2. 
3. 
4. 
5. 
6. 

5rl4,067     7     3 
4,182  11     8 
19,508  18     7 
22,541     2  11 
5,006     9     7 
4,813     9     3 

H 
H 
H 
H 
H 
H 

- 

- 

125     6     9 
13     5     7 

14,067     7     3 

4,182  11     8 

19,634     5     4 

22,541     2  11 

5,006     9     7 

4,826  14  10 

- 



- 

- 

584  15     9 
49     5  10 

281     3    4 
105     5     0 

584  15     9 
49     5  10 

281     3     4 
105     5     0 

70,119  19     3 

"    - 

- 

- 

138  12     4 

70,258  11     7 

- 

- 

- 

- 

1,020     9  11 

1,020     9  11 

/  Mis-stated  in  previous  Betums. 


g  Including  1,800A>  for  which  an  annuity  of  91/.  48,  lOd,  is  payable  until  1873. 
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TURNPIKE  TRUSTS  (ENGLAND  AND  NORTH  WALES). 


RETURN  to  an  Address  of  the  Honourable  The  House  of  Commons, 
dated  8  March  1870  \—for^ 


''  RETURNS  from  each  Turnpike  Trust  in  England  and  North  Wales, 
stating  the  Length  of  Road  in  Miles,  Furlongs,  and  Yards  : 

*^  Of  the  Amount  of  Bonded  Debt  on  the  31st  day  of  December  1869 ;  dis- 
tinguishing what  Portions  (if  any)  are  Unclaimed,  and  for  what  Length  of 
Time: 

^^  And,  of  the  Amount  of  Unpaid  Interest  due  upon  such  Unclaimed  Debts." 


^Tau^Ji  wi^*""^^'}  ^'  ^'  knatchbull-hugessen. 


{Mr.  KncUchbull'HiAgessen.) 


Ordered^  by  The  House  of  Commons,  to  be  Printed, 
10  Attgust  1870. 


438. 
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RETURN    RELATING   TO   TURNPIKE   TRUSTS. 


RETURNS  from  each  Turnpike  Trust  in  England  and  North  Wales,  stating  the  Length  of  Road  in  Miles, 
Furlongs  and  Yards ;  Of  the  amount  of  Bonded  Debt  on  the  31st  day  of  December  1869,  distinguish- 
ing what  Portions  (if  any)  are  Unclaimed,  and  for  what  Length  of  Time ;  And,  of  the  Amount  of  Unpaid 
Interest  due  upon  such  Unclaimed  Debts. 


COUNTY 

AND 

name   of  TRUST. 

Length  of  Road. 

Bonded  Debt, 

31st  December 

1869. 

Rate 

of 

Interest. 

Amount 

of 

Bonded  Debt 

Undaimed. 

Length  of  Time 

during  which  such 

Debt  has  been 

Unclaimed. 

Unpaid 

Interest  due 

oponsoch 

Undaimed 

Debt 

ENGLAND: 

BEDFORD: 

Bedford  and  Kimbolton       ... 
Bedford  and  Wobum  -       -       -       - 
Great  Staughton  to  Layendon 
Hockliffe  and  Wobum        ... 
Lntoo  District     .        -        -        -        - 
PnddlehUl 

mU»  far.  yds, 

11    6      0 
14    1  132 
19    4  SOS 
18    0  170 
82    1     90 
4    2      0 

£.    *.    d. 

2,456  13    4 
830    -    - 

1,888    -    - 
800    -    - 

4,633  10    - 

Percent. 

i 
4 
3 

4 
3 

£.    $.    d. 

— 

£.    #.    d- 

86    0  155 

10,608    3    4 

— 

— 

— 

— 

BERKS: 

Beaself  leigh  to  Hungerford 

Pyfleld 

Fyfleld,  St.  John's  Bridge,  and  New- 
bridge. 
HarweU  and  Streatley 
Hurley 

Maidenhead 

Shillingford,  Wallingford,  and  Reading 
Speenbamland,  Districts    of  Reading 

and  Marlborough. 
Twyford  and  Theale    -        -        -        - 
Wallingford,  Wantage,  and  Faringdon  - 

32    4      0 

4    6  165 

15    5  209 

8  5  165 
4    6    40 

9  2  132  { 

17    4  176 
19     7  125 

17     7    54 
26    2     71 

1,850    -    - 

800    -    - 

4,080    -    - 

2,500    -    - 
5,084    -    - 

850    -    - 
600    -    - 

506  13    4 
1,700    -    - 

500    -    - 
2,910    -    - 

3* 

3 

5 

one  penny 

1 

5 

4 

4 
3* 

4 
5 

J 

— 

— 

147    5    37 

20,890  13    4 

— 

— 

— 

— 

BUCKS  : 

Bicester  and  Aylesbury       -        -        - 

Bromham  and  Olney  -        -        .        - 
Buckingham  to  Hanwell,  Upper  Divi- 
sion. 

Buckingham  and  Newport  Pagnell 

Buckingham  and  Towcester 
Colnbrook,  Datchet,  and  Slough  - 
Princes  Rlsborough  and  Thame  - 
Wendoyer  and  Buckingham 

16    2  170 

12    1  125 
9    7  155 

14    0      0  1 

8    2      0 
16    2      0 

20  5    24 

21  2  121 

1,691 

2,230    -    - 
150    -    - 

2,300    -    - 
300    -    - 

1,340 

100    -    - 
1,850 

8i 

3 
4 

5 
4 

none 

4 
4 

150 / 

100  2.  -  494  years 
502.  -     5i  years 

1     85  13    4 

118    7  155 

9,961 

— 

150    -    - 

— 

85  18    4 

CAMBRIDGE: 

Arrington  ------ 

Cambridge  and  Ely  (''The  South  Dis- 
trict "). 
Chatteris,   Wisbech,   Tyd    Gote,    and 
Downham. 

Hauzton  and  Dunsbridge    -        -       . 
LitUeport  to  Welney  ("  The  North-west 

District"). 

Paper  Mills 

Red  Cross 

Royston  to  Wandesford  Bridge,  South 

District 
St.  Neot's  to  Cambridge      - 
Stump  Cross       -        -        .        -        . 
Wimpole  and  Potton  .... 
Wisbech  and  Thomey          ... 

9    3    52 
30    4    2d 

36    5  132 

18    7  203 
5    1     22 

8    7     24 
16    5      0 

15  1    82 

16  6    60 
21    6      0 

8    0      0 
13    7  110 

2,950 

787  10    - 

880    -    - 
1,400    -    - 

2,322  12    - 

3,150 

3,800    -    - 

»  { 

none 

4 
2* 

3 

none 
8i 

100    -    - 
100 

3,150    -    - 

24  years 
47  years 

since  1858 

117  10    - 
282    8    9 

201    7    53 

15,290    2    - 

— 

8,850    -    - 

— 

849  18    9 
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RSTUUir  BBLATIN6  TO  TURNPIKE   TRUSTS. 


COUNTY 

Bonded  Debt^ 

Bate 

Amount 

Length  of  *nme 

Unpaid 

Interest  dna 

upon  such 

AND 

Length  of  Road. 

31at  December 

of 

of 
Bonded  Debt 

during  which  such 
Debt  has  been 

5AME  OF  TRUST- 

1869. 

Interest 

Unclaimed. 

Undaimed. 

Unelalmad 
Debt 

CHESTER: 

MOei  fur,  yds. 

£.    s,    d. 

Percent, 

£•    s.    A 

£.    9.    d. 

Acton  Bridge  and  Hartford  Green 

18    1    22 

478    7    8 

3 

— 

.. 

— 

Aahton  and  Frodsham         ... 

6    3  164 

Chester  and  Frodsham         ... 

10    5    86 

►    4,320 

3 

— 

... 

... 

Cheater  and  Tarrin     -       -       -       - 

12    0    76 

Chelibrd  and  Hohnea  Chapel 

6    0      0 

719  16  10 

none 

■~" 

f 

Interest  relin- 

Chester,  Famdon,  and  Wortfrenbnry    - 

13    6    66 

7,600    -    . 

4  and  4) 

2,000 

•Inoel868        < 

qniahadtiBDa 
bcriesa 

Chester,  Nestoo,  and  Woodside  Ferry  - 

82    7    40 

300    -    - 

6 

— 

.. 

«.- 

Chester  and  Whitchurch      -       .       . 

19    1      0 

2,206    -    - 

4 

— 

— ^ 

•M 

Chester  and  Wrexham         .       .       - 

18    6  100 

3,360 

4 

— 

— 



Cottgleton  and  Buxton        ... 

14    0    37 

4,226  10    ' 

none 

— 

— 

— 

Cranage,  and  Warrington,  and  Macdes- 

44    4      0 

4,665    -    - 

4 

— 

— 

._ 

Md,  and  Nether  Tabley  (onitad). 

Hinderton  and  Bbkenhead 

19    6    36 

2,040    -    ^ 

Si 

—    • 

-.- 

..- 

Maodesfleld  and  Boxton     -       -        - 

11    7  160 

8,376 

li 

1,004    -    - 

18  yean  or  iqnvards 

26ft 

Macclesfield  and  Chapel-en-le-Frith     - 

7    8206 

3,409  16    - 

1 

— 

— 

— 

Maaclesfldd  and  Congleton 

8    0      0 

600 

H 

— 

— 

.* 

Hscclesfield  District  of  the  Sandon      - 

12    7  100 

246    -    - 

4 

— 

_ 

_ 

Manchester  and  Buxton      ... 

39    3    44 

6,647  11     6 

3i 

— 

^^ 



Manchester,  Hyde,  and  Mottram 

8    2  203 

11,966    9    7 

2 

— 

— 

—. 

ManchMter  and  Wilmslow  .        -        - 

10    6  103 

4,600 

4 

— 

— . 

_ 

Nsntwich  and  Congleton,  Middlewich 

10    0      0 

426    -    - 

3 

— 

— 

^^ 

to  Nantwicb. 

Nantwich  and  Wheelock,  and  Branch  - 

11    4    81 

— 

— . 

— 

— 

... 

Natwich  and  Woore     -        -        -        - 

20    1     44 

— 

— 

— 

— 

... 

Sandbach  and  Congleton     .        -        - 

8    0      0 

2,834    8    9 

4and4i 

— 

— 

... 

Span  Smithy,  Booth  Lane,  and  Wiosford 

12    4      0 

28    -    - 

6 

— 

^^ 

«.. 

Span  Smithy  and  Linley  Laoe     - 

7    6      0 

400    -    - 

3 

— 

— 

... 

Stayley 

4    6      0 

260 

6 

200 

since  1846 

240    -    * 

Stockport  and  Ashton .        -       .        - 

17    0  161 

2,174    -    - 

4 

— 

-. 

.. 

Stockport  and  Marple          ... 

8    2  200 

1,668  13    3 

2 

—    ■ 

... 

... 

Stockport  and  Warrington,  and  Wash- 

18    0  216 

— 

— 

— 

-.• 

«• 

way  (united). 

Tarporley  and  Whitchurch 

12    0      0 

4^689  16    - 

1 

— 

— 

— 

Thomset     ------ 

7    3    21 

9,966    -    - 

2 

— 

— 

_ 

Wilmslow  and  Lawton        -       .        - 

18    3    37 

1,632    8  11 

4 

126  10    - 

47yaan 

280  16    2 

Woodside  and  Hoylake       -       -       - 

7    6  132 

60    -    - 

6 

— 

— 

— 

477    7  124 

88,144  17    6 

V 

— 

3,330  10    - 

— 

776  16    2 

CORNWATJi : 

f 

2,060    -    - 

3 

^ 

Bodmin      .--.-- 

64    7    88   ^ 

400    -    - 
300    -    - 

4* 
none 

"■" 

""" 

— 

Bodmin  and  Roche  District 

9    6      0 

2,700    -    - 

ai 

— 

— 

— 

CsOington  ------ 

36    1      0    { 

200 

700    -    - 

6 

4* 

}  - 

— 

— 

Camelford,     Wadebridge,     and      St 

33    4      0 

3,876 

6 

— 



... 

Columb. 

Creed  and  St.  Just      -       -       .        - 

18    6      0 

637  10    - 

2 

— 

.. 



Hayle  Bridge  Causeway      -       .       - 

6    6    73 

11,830    -    - 

6 

— 

— 

— 

Hayle  and  Redruth     -       -       -       - 
Helston       ------ 

9    4  140 

904  10    - 

6 

-~ 

— 

_ 

24    1    31 

9,676    -    - 

3 

— 





Launceston         ..... 

47    6    38 

8,800    -    - 

3i 





._ 

Liskeard 

44    1    66 

7,688    -    - 

4 

— 

— 



Penzance  and  Just      -       -       -       - 

9    6    88 

6,560    -    - 

6 

— 

— 

— 

St  Austell  and  Lostwithiel  - 

18    0      0 

1,000    -    - 

3 

— 

— 

— 

Saltash       ------ 

22    4      0 

13,609    6    - 

-* 

— 

-.- 

... 

Trebarwith  Sands  Road        -       -       - 

2    8    17 

770  13    7 

2 

—7 

— 

— 

Trnro  and  Redruth     -        -        -        - 

68    4      0 

2,400 

4 

— 

— 

— 

406    3  101 

73,989  18    7 

- 

— 

— 

— 

CUMBERLAND: 

Alston 

102    7  169 

25,123    2  11 

none 

200    -    - 

since  1853 

_^ 

Bramptua  and  Longtown    -       -        - 

10    6      0 

3,770    -    - 

3 

— 

... 

.. 

Brougham  Bridge       -        -        -        - 

1     4  100 

4,300    -    - 

H 

100 

21  years 

92    2    - 

Carlisle  and  Brampton        -       -       . 

9    0      0 

1,160    -     - 

4 

— 

— 

^ 

Carlisle  snd  Eamont  Bridge,  Northern 

Division. 
Carlisle  and  Eamont  Bridge,  Sonthem 

8    6  166 

1,000    -    - 

3* 

100    -    - 

23  years 

92  10    - 

9    0      0 

600    -    - 

Si 

.. 

... 

^^^ 

Division. 

Carlisle  and  Temon     -       -       -       - 

16    2      0 

— 

— 

.. 

_ 

^^^ 

Cockermouth  and  Carlisle    -       -       - 

28    6  112 

2,860 

*i 

— 

.- 

.. 

Cockermouth  and  Maryport 

41    0      8   1 

6,200    -    - 
1,100 

t' 

}  - 

— 

— 

Cockermouth  and  Workington    - 

8    2  180 

3,270    -    - 

3 

— 

... 

Kingstown  and  Westhinton  Bridge      - 

3    10 

— 

— 

-— 

— 

_ 

XiOngtown   ------ 

26    7      0 

— 

— 

— 

— 

... 

Penrith  and  Cockermouth  -       -       - 

70    6    22 

9,089    6    - 

3 

— 



^^^^ 

Whitehaven        .       -       -       -       . 

27    6  193 

200    -    - 

*i 

— 

— 

— 

362    7    60 

67,662    7  11 

— 

400    -    - 

— 

184  12    - 

438- 
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RBTURN   RELATING  TO   TURNPIKE   TRUSTS. 


COUNTY 

AND 

Length  of  Road. 

Bonded  Debt, 
31st  December 

Rate 
of 

Amount 

of 

Bonded  Debt 

Length  of  Time 

during  which  such 

Debt  has  been 

Unpaid 

Interest  due 

upon  such 

Unclaimed 

Debt. 

NAME    OF   TRUST. 

1869. 

Interest 

Unclaimed. 

Unclaimed. 

DERBY: 

MUeifur- 

yds. 

£.       8. 

d. 

Percent. 

£.    e,   d. 

£.     #.    €f . 

Alfreton  and  Derby     -        .       -        - 

12    5 

87 

2,930    - 

„ 

4 



__ 

__ 

Alfreton,  Higham,  and  Tibahelf  - 

6    4 

0 

2,650    - 

- 

3 

— 



... 

Alfreton  and  Mansfield 

15    0 

0 

850    - 

- 

4 

— 

— 

— 

Ashbome  to  Belper  Bridge  -       -       - 

10    7  105  1 

3,767  15 
1,409  11 

6 
8 

2 
24 

J 

— 

— 

ABhborne,  Sudbury,  and  Yoxall  Bridge 

20    0 

0 

2,732    3 

- 

S 



_ 

__ 

ABhfbrd   and    Buxton,  and  TideeweU, 

18    3  176      1 

9,500    - 

- 

3 

— 

— 



Blackwell,  and  Edensor  (United). 

Birkin  Lane        -        -        -        -        - 

4    0 

0 

1,565    - 

- 

none 

— 





CaTendiah  Bridge  and  Hulland  Ward 

19    4 

0 

500    - 

- 

4 

— 



— 

Chapel-en-le-Frith      .... 

21     0 

»{ 

1,430    - 
3,786  14 

*- 

5 
3* 

}  100    -    -{ 

40  2.  since  1856 
60^  since  1863 

J     35  14    8 

Cbesterfield  and  Hemstone  Lane  Head 

45    0 

0 

1,327     - 

- 

4 

— 



— 

Chesterfield  to  Matlock,  Barley,  andl 
Rowsley  Bridges.                             J 

18    0 

0 

8,785  10 

3 

H 

/    39  15    - 
\     19  17    6 

29  years 
20  years 

22  10  10 
5     7  11 

Chesterfield,  Newbold,  and  Dunstone   - 

8    0 

59 

1,060    - 

- 

4 

— 

.. 

— 

Chesterfield  to  Worksop      ... 

15    0 

0 

6,039    8 

6 

2 

— 

— 

— 

Cromford  and  Belper  -        -        -        - 

9    0 

0 

5,004  15 

4 

2i 

200    -    - 

5  years 

16    4    4 

Cromford  and  Newhaven     -       -        - 

17    0 

0 

2,806    - 

- 

3 

— 

— 

— 

Derby,  Ashbome,  and  Hurdloe    - 

26    6 

66 

100    - 

- 

4 

— 



— 

Derby  and  Burton-npon-Trent     - 

10    4 

0 

600    - 

- 

4 

— 



— 

Derby,     Duffield,     Wirksworth,     and 

32    0 

0 

651  15 

4 

3i 

— 

— 

-» 

Sheffield. 

Derby,  Mansfield,  and  Nutthall    - 

24    3 

22 

4,900    - 

- 

3 

— 



— 

Derby  to  Uttoxeter     -        -        -        - 

18    4 

0 

7,560    - 

- 

4 

— 

_ 



Duffield  to  Heage        .... 

5    4 

36 

5,968  16 

7 

8i 

— 

— 

— 

Olossop  and  Marple  Bridge 

12    4 

0 

3,230    - 

- 

H 

25    -    - 

since  1850 

19  16    1 

Greeuhill  Moor  and  Eddngton    - 

6    0 

0 

— 

— 

— 

— 

Haddon  and  Bentley   .... 

13    8 

0 

5,150    - 

- 

1 

— 

— 

— 

Ideridgebay  and  Duffield    .       -       . 

4    4 

0 

1,149  10 

- 

2 

— 

— 

— 

Mansfield  and  Chesterfield  -        -        - 

11    4  186      1 

2,300    - 

- 

4 

— 





Nottingham  Road  (from  Derby  to  Risley) 

7    0 

0 

350    - 

- 

4 

— 

— 

— 

Nottingham  and  Newhaven,  Third  District 

15  12 

0 

4,850    - 

- 

4 

— 

— 

— 

Oakerthorpe  and  Ashbome  -        -        - 

17    0 

0 

750    - 

- 

3* 

— 

— 

— 

Owler  Bar 

26    4 

0 

2,260    3 

4 

4 

r   60  -  - 

•^    100    -    - 
L     60    -    - 

25  years 

65  18    - 

Sheffield  and  Cbapel-en-le-Frith  - 

42    0 

0 

17,596    3 

4 

3 

17  years 

69  16    8 

14  years 

32  18     - 

Sheffield  and  Gander  Lane   ... 

14    0 

0 

858    - 

- 

4 



— 

Sheffield  and  Glossop  -        -       -        - 

24    0 

0 

3,395  13 

8 

2 

— 



... 

Temple,  Normanton,  and  Tibshelf 

4     4 

0 

2,870    - 

- 

2 

— 

-. 



Tupton  and  Ashover   -        -       -        . 

7    0 

0 

950    - 

- 

none 

— 

— 



Wirksworth  and  HuUand  Ward   - 

5     4 

0 

1,550     - 

- 

H 

— 

— 

— 

470    3 

77 

123,164    - 

6 

— 

604  12    6 

— 

268    6    6 

DEVON : 

r    7,450    - 
I        600    - 
L    6,790    - 

5 

Ashburton 

25    3 

1 

- 

4i 

K         — 

— 



- 

4 

Axminster  ------ 

28    4 

0 

1,800    - 

- 

4 



— 



Barnstaple-       -       .        -       -        . 

104    0 

0 

23^80    - 
f       600    - 
I        800    - 
L    7,305    - 

- 

3 

4i 

100    -    - 
1 

13  years 

48    -    - 

Bideford 

49    4 

0 

- 

4 

\         - 

— 

.. 

- 

3i 

I 

Braunton    ---..- 

4    6 

0 

6,517    - 

- 

5 

— 



10    4 

0 

4,157    - 

- 

5 

300    -    - 

10  years 

150    -     - 

Combmartin       -        .        .        -        - 

17    6 

0 

7.247  10 

- 

5 

— 

_. 

Combmartin  and  Ilfraeombe 

4    5 

20 

6,425    - 

- 

4 

— 

— 



Countess  Wear  Bridge         ... 

2    2 

0 

775    - 

- 

none 

.— 

— 



Cullompton         -        -        -        -        - 

5    6 

5 

6,975    - 

- 

5 

— 

— 

— 

Exeter        -...-. 

141    0 

25 

/  25,850    - 
t     1,900    - 

- 

4 
3i 

}  - 

— 

— 

EzmouthRoad 

2    2 

0 

r         50    - 
\       200    - 

- 

1* 

1 
J 

— 

— 

Great  Torrington        .... 

70    7 

31 

7,866  10 

- 

3 



— 



Honiton      ---.-- 

51     4 

0 

5,050    - 

- 

3i 

250 

8incel865 

110  14    8 

Honiton  and  llminster         -        -        . 

21    4 

0 

11,367    - 

. 

5 

1,886    1    - 

more  than  20  years 

2,908  16    ~ 

Honiton  and  Sidmouth        ... 

7    3 

10 

2,100    - 

r     1,300    - 
{     1,978  17 
L  10,560    - 

: 

2* 
3 

}  - 

""~ 

•~~ 

Kingsbridge  and  Dartmouth 

63    3 

17 

6 

21 

— 

— 

- 

U 

Modbury 

16    1 

26 

r    1,650    - 
X  24,618     - 

« 

4 
3 

}  - 

— 

— 

Moretonhampstead      .... 

15    4 

0 

2,659    - 

- 

one  penny 

— 

— 



Newton  Bushel  .        .        -        .        - 

25    4 

7 

1,750     8 

8 

4 

— 

— 

— 

Plymouth,  Eastern      .        -        -        - 

15    4 

0 

/     1,000    - 
I        100    - 

_ 

t* 

i 

— 

— 

Plymouth  and  Exeter  Road 

5    2 

15 

2,300    - 

- 

4 

— 

— > 

... 

Plymouth  and  Tavistock     .        .       - 

15    6 

0 

r    2,550    - 
t       770    - 

- 

4 
41 

}  - 

r^ 

_T^ 
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RETURN    RELATING   TO   TURNPIKE    TRUSTS. 


COUNTY 

AND 

NAME    OF    TRUST. 


Devon — continued. 

Sidmoath  and  CnUompton  - 
Soath  Molton  .  -  - 
Teignmouth  and  Dawlish    - 

TiTerton     -        -       -       - 


Torquay  -  -  -  -  - 
Totnei  Bridge  -  -  -  - 
Totnes  and  Bridgetown  Pomeroy 


DORSET: 

Backwater  Bridge  and  Road 

Blandford  and  Poole    -       -       -        - 

Blandford  and  Wimbome  -  -  • 

Bridport,  First  District  -  -  . 

Bridport,  Second  District  -  -  - 

Bridport  and  Broadwinsor  -  -  - 

Ceme  Abbas        .        -  -  -  - 

Dorchester  and  Wool  -  -  -  - 

Harubam,  Blandford  and  Dorchester  - 

Lyme  Regis        -        -        -        -        - 

L3rme  Regis,  Crewkeme  Branch  - 
MaidoD  Newton  -       -       -       -        - 

Poole  ------- 

Sherborne  ------ 

VleofBlackmoop    -       -{^W 
Wareham  (Three  Branches) 
Weymouth,  Melcombe  Regis  and  Dor- 
chester. 
Wimbome  and  Piddletown  -       -       - 


DURHAM: 

Bishopwearmouth  and  Norton 
Boroaghbridge  and  Durham  (part) 
Bowes  and  Sunderland  Bridge 
Catterick  Bridge  to  Durham 

Darlington,  or  Ang^l  Inn  and  Barton 
Lane  End. 

Darlington    and     Cockerton     Bridge 

(united). 
Derwent  and  Shotley  Bridge 
Durham  and  Tyne  Bridge  -  -  - 
Edmondbyers  -  -  -  -  - 
Eggleston  Roads  .... 
Gateshead  and  Hexham  .  -  - 
LobleyHill 


Length  of  Road. 


Miles  fur,  yds. 

16  0  0 
76  4  0 
26    4    24 

86    1    85 

44    3    26 


Stockton  and  Barnard  Caatle 
Wearmouth  Bridge  to  Tyne  Bridge  and 
Branch. 


ESSEX: 
Hockerill    - 


GLOUCESTER: 

Berkeley,  Dursley,  Wotton-under-Edge, 

Frocester  and  Cainscross. 

Campden  and  Clifford  -       -  -  - 

Cheltenham        -        -        -  -  - 

Cheltenham  and  Gtoucester  -  -  - 

Cheltenham  and  Painswick  -  -  - 
Cheltenham  and  Tewkesbury 

Chipping  Cainpden     -        .  -  - 

Cirencester         -        .        -  -  - 

Cleeve  and  Evesham    -       -  -  - 


438. 


43    6      0 


996    7  122 


Bonded  Debt, 

31  St  December 

1869. 


£.  s,  d, 

6,626  -  - 

1,260  -  - 

26,318  10  9 

24,126  -  - 

700  -  - 

28,200  -  - 

4,660  -  - 

12,700  -  - 

2,960  -  - 

7,900  -  - 

23,600  -  - 


322,669  16  11 


0    7  187 
11    3  116 


0 

4 

14    6    60 

9    3    71 

13    3    38 

2 

2 


10 

14 


11 
46 


0 
32 


8 
76 


31     0      0 

8  7  84 
46  6  28 
0  38 
3  194 
5  11 
11  2  110 
36  6  200 
34    0      0 

26    0      0 


33 
61 
21 


433    0  162 


24  4      - 

21  3  167 

24  7    68 

37  3    10 

6  6  194 

19  7    70 

9  4      0 

18  0  160 

9  4  193 

12  0      0 

26  6  180 

60  6    64 


26    4    83 
16    0  169 


312    3    18 


28    4    22 


84    0  143 


11  0      0 

6  1  217 

11  2  146 

6  7    66 

11  6    92 

16  0      0 

63  1    66 

3  0      0 


6,766  - 
950  - 
360    - 

1,800  - 
10,146  - 
10,974  19 

2,296 

4,264 

1,060 

6,970 

3,460 

2,100 
700 
460 

8,900 

2,000 

3,360 
400 

2,600 

1,800 


23,866    - 


3    4 


94^170    2  11 


2,414  - 

430  - 

100  - 

6,870  - 

4,498  14 

6,062  10 

224  - 

260  - 

7,621  - 

1,700  - 

296  - 

600  - 

8,566  - 

1,006  - 

259  - 


Rate 

of 

Interest. 


Psr  cent, 

4  and  6 

6 
4 

2i 
14 

4i 

4 


6 

6 

2i 

3 

2 

3 

H 

4 
2 

H 
H 

3 
6 
3 

4 
4 
4 
4 
6 


Amount 

of 

Bonded  Debt 

Unclaimed. 


£.      #.  d, 

5,625    -  - 

60    -  - 

}  - 


Length  of  Time 

during  which  such 

Debt  has  been 

Unclaimed. 


8,061     1    - 


about  26  years 
32  years 


40,774    4    - 


160    - 


1,400    -    - 

600  -    - 

3,064  9    2 

10,838  8    6 

1,672  17  10 


10,237    -    - 
4,236    2    6 


6 
6 
6 
3 
3 
one  penny 
none 
6 

H 
6 

none 
6 


a  small 
proportion 
100    -    - 


100 


160    0    0 


Unpaid 

Interest  due 

upon  such 

Unclaimed 

Debt 


*.    d. 


6,822  10 
64    - 


10,104 


30  years 
13  years 


not  known 
63    -    - 


63    -    - 


about  100  years 


391    6 


6 

1 


261     6    - 


204     1     8 


from  1860 


A3 


from  November  1863 

Digitized  by 


32    7    8 


13     1     8 


Google 


RBTUBN    RELATING  TO   TURNPIKE   TRUSTS. 


COUNTY 

AND 

Length  of  Road. 

Bonded  Debt, 
31st  December 

Rate 

of 

Amount 

of 

Bonded  Debt 

Length  af  lime 

during  which  snch 

Debt  has  been 

Unpaid 

Interest  dne 

uponsndi 

Unclaimed 

Debt 

NAME   OF   TRUST. 

1869. 

Interest. 

Undaimed. 

Undaimed. 

Glou  CB8TBR —  contviued. 

Milsi  Jkr.  ydi. 

£.     9. 

d. 

Per  cmL 

£.    a.  A 

£.    #.   A 

83    8  154 

784    - 

- 

3 

— 

— 

— 

Coldharbonr  District  -       -       -       - 

13    0      5 

2,150    - 

- 

4 

400    -    -/ 

2001.  -    7  years 

2002.  -    4i  years 

56    -    - 
36 

f 

5,845    - 

- 

6 

}  - 

Forest  of  Dean   -       -       .       -       - 

7«    7  133   -^ 

5,500    - 
10,645    - 

- 

4 
none 

Haw  Bridge  and  Roads       .       .       - 

3    0      0   1 

3,275    - 
20,982  10 

_ 

3 

none 

}  - 

— 

— 

Huntley  Roads  -        -        •        -        - 

15    6  154 

2,485    - 

_ 

3 

— 

— 

— 

Kingswood 

6    0      0 

2,019    - 

- 

2 

— 

— 

— 

LightpUlandBlrdUp  -        •        -        - 

8    3209 

1,690    - 

10 

2 

— 

— 

— 

Maisemore-       -       -       -       -       - 

8    7  187 

— 

— 

— 

— 

— 

Minchinbampton,  Tetbmy,  and  Bisley 

15    5    70 

1,933    - 

- 

2 

27    -    - 

25  years 

— 

Nailsworth,    Woodchester,    and    Dad- 
bridge. 
Nailsworth,  Naikworth  and  A^FWiiBf 

15    1  113 

3,802    - 

- 

4 

— 

— 

— 

S   7    4e 

1,167  18 

4 

1 







Branch. 

Newent       ------ 

20    0      0 

4,555    - 

. 

1 

— 

-.- 

— 

Nortbgate 

8    2  132 

— 

— 

— 

— 

— 

Orer  ------- 

14    2  142 

— 

— 

— 

— 

— 

Pucklechorch      -        .        -        -        - 

10    4  137 

160    - 

- 

none 

— 

— 

— 

Sodburv  Division,  and  Bath  and  Ciren* 

90    1     22 

1,800    - 

- 

4 

— 

— 

— 

cester  (united). 

Sottthgate  ------ 

8    5    00 

1,150    - 

- 

44 

— 

«- 

— 

Stow  and  Moreton  (united) 

87    7    76 

— 

— 

— 

— 

Stroud  and  Bisley        -        -        -        - 

3    5    60 

700    - 

- 

none 

— 

— 

— 

Stroud,  Cainscross,  and  Mincbbihamp- 

0    6  211 

1,436    9 

1 

1 

— 

— 

— 

ton,  Lower  DiYision. 

2    2    14 

628    - 

- 

none 

— 

— 

— 

ton,  Upper  Division. 

Stroud  and  Chalford    -        -        -        - 

8    3    84 

2,277  10 

- 

1 

— 

— 

— 

Stroud  and  Gloucester         .       -       . 

8    6    81 

4,528  16 

6 

H 

178 [ 

781.  sfaice  1837 
100  tainee  1851 

aincelSO, 
47  15    6 

Stroud,  Paiuswick,  and  Oloneeater 

11    5    78 

8,673    6  11 

3 

-. 

.. 

— 

Tewkesbury        ----- 

46    1     15 

— 

— 

— 

— 

Tewkesbury,  Seyem  Bridge  and  Roads 

10    1  127 

16,150    - 

- 

8 

— 

— 

— 

Wincbcomb         .        -        -        -        - 

20    4  135 

2,675    - 

- 

« 

100    -    - 

llyeara 

8  19    - 

750    4    96 

184,041     3 

8 

— 

1,160    6    8 

— 

194    3  10 

HANTS: 

Aldermaston  and  Basingstoke 

9    2    59 

1,200    - 

« 

2 

.^ 

«_ 

__ 

Andover  and  Basinarstoke    -        -        - 

37    2  110 

100    - 

- 

4 

— 

— 

-.. 

Andover  and  East  Ilsley      •        -       • 

20    2      0 

2,660    - 

- 

3 

— 

— 

— 

Andover  Station  -        -        •        -        . 

9    7      0 

5,550    - 

. 

4 

— 

— . 



Andover  and  Winchester,  .Andover  Dis- 

10   5      0 

534  12 

_ 

4i 



_ 

__ 

trict. 

Basingstoke,  Odiham,  and  Alton,  and 

53    0      0    { 

658    - 
100    - 

- 

3 
5 

)  - 



_-- 

Odlham  and  Fambam  (united). 

Bishop's  Waltham  and  Fisher's  Pond  - 

4    4      0    [ 

950    - 
1,990    - 

. 

2 

1 

1   500    -    - 

afaicel865 

17  15    - 

BoUey 

9    0      0 

1,150    - 

- 

H 

— 

— 



Christchurch  and  Lyndhurat 

6    7    26 

2,250    - 

- 

5 

— 

— 

— 

Cranbome  Chase  and  New  Forest 

30    0      0 

2,750    - 

- 

1<. 

— 

— 

»_ 

Fambam  and  Petersfleld     -       -       - 

15    0    55 

5,050    - 

- 

one  penn 

— 

— 

_ 

Goaport,  Bishop's  Waltham,  Wickham, 

and  Chawton. 
Isle  of  Wight  Highways      - 

33    7    70 

7,060    - 

- 

H 

— 

— 

— 

400    0      0 





— 

.— 

_^ 

London  and  Soathampton  -        -        - 

7    4  165 

5,160    - 

- 

1 

465    -    - 

8ineel862 

81  18    - 

Popham  Lane  to  Winchester 

11    2    50 

1,296    - 

. 

4 

100    -    - 

since  1860 

36    -    - 

P<Mrtsmouth  and  Sheet  Bridge 

18    3  215 

— 

— 

— 

— 

— 

Romsey  and  Riugwood       -        -        • 

16    1  144 

900    - 

- 

3 

— 

— 

— 

Romsey,  Stockbridge,  and  Wallop 

28    1      0 

1,860    - 

. 

8f 

— 

— 



Romsey  and  Winchester     -        -        . 

19    6    59 

700    - 

- 

4 

— 

— 

^^ 

Soathampton,    North      District,    and 

13    6  126 

650    - 

. 

one  penny 

— 

— 



Winchester  and  Waltham  (united). 

Southampton,  Sooth  District 

7    3  169 

— 

— 

— 

— 



Stoekbridae  and  Basingatoke 

28    0      0 

1,500    - 

~ 

2 

— 

— 



8    4      0 

75    - 

- 

4 

— 

— 



Titchfleld  and  Cosham         -        .        - 

7    2  156 

8,200    - 

_ 

2i 

800    -    - 

ratyingfrom  SO  to  44  yean 

136  16  10 

Whitchurch  and  Aldermaston      - 

14    7  133 

1,056    - 

- 

4 

200    -    - 

9J  years    ^ 

74 

Whiteparish,  Romsey,  and  Southamp- 
ton. 
Winchester  Road        -        -        -        - 

28    0      0 

1,550    - 

- 

4 

— 

13    7    24 

5,200    - 

„ 

2 

1,360    -    - 

7  years 

189 

Winchester,  Upper  District 

18    0    30 

.. 

— 

— 

_ 

Winchester  and  Alton,  Lower  District  - 

19    5  168 

800    - 

- 

4i 



... 

___ 

Winchester  to  Newtown  River    - 

22    2    16 

1^75    - 

«. 

3 

_ 

_ 

_ 

Winchester  and  Vetersfield  - 

18    0      0 

950    - 

- 

2i 

— 

— 

— 

941     1     16 

62,743  12 

- 

— 

3,406    -    - 

536    9  10 

Digitized  by 


Google 


RETURN    RELATING   TO   TURNPIKE   TRUSTS. 


COUICTT 

AND 

NAME   OF  TRTTST. 


Length  of  Road. 


HEREFOUD: 

Bromyard  -  -  -  - 
Kington  -  -  -  • 
Ledbury  .  -  -  - 
Leominster  and  Ledbnry 
Presteigne  -  -  -  - 
Ross  -  -  -  -  - 
Whitchurch  and  Uangarron 
Whitney  and  Bredwardine  - 
Wyeside     -        -        -        - 


HERTFORD: 

Baldock  and  Boumbridge 
Cheshunt    -        -        - 
Dunstable  -        -        - 
Reading  and  Hatfield  - 
St  Albans  and  Bamet 
Sparrow's  Heme 
Wadesmill  -        -        - 
Watton       -        -        - 
Welwyn      -        -        - 


HUNTINGDON : 

Bury  and  Stratton 
Godmanchester  to  Cambridge 
Oodmanchester  and  Hartford 
Kimbolton  -        -        -        - 
Somersham         -        -        - 


KENT: 

Ashford  and  Ham  Street     -        -        - 
Benenden    ------ 

Bethersden  -        -        -        -        - 

Biddenden  ------ 

Brandbridges  .  .  -  -  - 
Canterbury  and  Barham  -  -  - 
Canterbury    and    Ramsgate,    Second 

DistHct 
Canterbury  and  Sandwich    -       -       - 

Dartford  and  Strood   -        -        *        - 

Dover  to  Barham  Downs     -        -        - 
Dover  and  Sands^te    -        -        -        - 

Dover  to  Sandwich,  through  Deal 
Dover  to  Sandwich,  through  Waldershare 
Faversbam,  Hytbe,  and  Canterbury 
Folkestone  and  Barham       .        -        - 
uoudliurst  —        —        —        —        —        — 

Gbndhufst,  Gore,  and  Stilebrldge 
Gravesend  and  Wrotham    -        -        - 
Hawkliurst  Junction  -        -        -        - 

Heme  Bay  ------ 

Ripping's  Cross  and  Flimwell 

Maidstone  and  Biddenden  -       -       - 

Mailing  and  Strood     -        -        -        - 

Sandwkh,  Margate,  and  Raasgate 
StockerBbead  to  Bagham's  Gbom 
Traterden   ------ 

Tonbridge  ------ 

Tonbrid^  and  Ightham      •       .       . 
Wadhurst  and  West  Farleigh 
Whitstable-        -        -        .       -        - 
Woodchurch        -        -        -        -        - 


LANCASTER : 

Adliogton  and  Westhoughton 
Bsrton  BridffB  and  Moaea  Gate    - 
Harton  Bridge  and  Stratford 
3lackbnm  to  Addingham  and  Cocking 

Bnd. 

3lackbum  and  Preston        •  .       . 

Blackburn  to  Walton  Cop    -  -       - 

Solton  and  BTaf^^h^r^         »  •       . 

Bolton  aad  Nightingales      •  -       . 


MUea  fur.  yds. 


56  2 
61  1 
ei  6 
18 
96 


4 
1 

87    2 
7    0 


0 
0 
0 

es 

72 
0 
0 
0 
7 


967    6  141 


20  0  198 

17  0      0 

10  4      0 
63  8  202 

11  0      0 
27  1  105 


28 
14 
22 


4  0 
0  0 
8    49 


2(H    1  154 


Bonded  Debt, 

81st  December 

1869. 


£.      s.  d. 


8,700 
2,662 
1,640 
1,498 
1,860 
2,100  - 
1,000  - 
1,302  18 
2,946  - 


4  2 


18,089  2  7 


2,600  -  - 

8,448  7  - 

2,400  -  - 

900  -  - 

700  -  - 

500  -  - 

1,686  5  - 


12,184  12 


28  1  194 

14  4  27 
21  6  170 
20  3  20 

15  2  20 


100  1  211 


4,660  -  - 

260  -  - 

1,800  -  - 

2,884  19  6 

820  -  - 


9^14  19  6 


8 

8 

18 

14 


0 

66 

0 

82 


16  2  44 


4  16 
6  248 


11  4  98 
18  2  28 

7  0  182 

8  2  396 
♦18  8  110 

1  27 
4   0 
8  2  161 
0 


9 
86 


8  0 
7  0 


11 
7 
6 

12 


18  1  43 

8  1  71 

10  2  60 
7  6 

28  4 

16  0 

6  2  86 

12  7  72 

6  2  110 

11  4  170 


65 
0 


865  1  158 


8  0   0 
18  1  110 
3   2 
2  13 


4 
86 


2  27 
4  94 
10  O  4» 
17  S114 


10 
8 


1,500  -  - 

460  -  - 

2,228  18  11 

1,802  10  - 

5,421  9  6 

2,300  -  - 

1,800  -  - 

1,800  -  - 

30  -  - 

60  -  . 


1,989  16 
•949  18 
1,150    - 

550    - 
8,470 
1,950 

500    - 

4,200    - 

16,250    - 

1,850    - 

4,675  10 

8,349  10 


4    2 


2,120    -  - 

1,400    -  - 

976    -  - 

4,925    -  - 

4,862  M)  - 

1,650    -  - 

1,989  14  11 


80,209  11  10 


438. 


*  Inserted  from  an  old  return. 


1,150    -  - 

600    -  - 

1,320    -  - 

8,084  16  6 

]5,560    1  6 

7,406  10  - 

11,668  ft  8 

8,000    -  - 


A4 


Rate 

of 

Interest 


Percent. 

4i 

5 
4 
none 
4 
4 
8* 
H 
4 


_2i 

one  penny 
4i 
none 
H 

4 

4 


4 

a* 

8 
4 


4 

4 

8 

3 

3i 

44 

2 

4 
6 

1 
3 
♦6 
3 

4 

n 

8 
8 
2 
5 
3 
2 


2 

4 

one  penny 

3 

none 
2» 


Amount 

of 

Bonded  Debt 

Unclaimed. 


£.    s.  d. 


800    -    - 


Length  of  time 

during  which  saeh 

Debt  has  been 

Unclaimed. 


Unpaid 
Interest  due 
upon  such 
Unclaimed 

Debt 


£.    9.  d. 


varying  from  4  to  40  years 


800 


421  12 


}  - 


(t) 


700  - 


566  - 
444  - 


2^120  12 


50  -  - 
220  -  - 


From  20  to  30  years 


(t) 


28  years 


12  years 
4  years 


8  yean 
28  years 


4* 

6 
4 

2 
3 

81 
8 


t  If  a  Infbrmation  can  be  obtained. 

Digitized  by  V^OOQIC 


60 


60 


147  10 


(t) 


851  -  - 


268  19  9 
50  14  11 


806  4  8 


8  - 
252  7 


RETURN    RELATING   TO    TURNPIKE    TRUSTS. 


COUNTY 

Bonded  Debt, 

Rate 

Amount 

Length  of  Time 

Unpaid 

Interest  doe 

uponsaeb 

AND 

Length 

of  Road. 

3l8t  December 

of 

of 
Bonded  Debt 

during  which  such 
Debt  has  been 

NAME   OF   TRUST. 

1869. 

Interest 

Unclaimed. 

Unclaimed. 

UncUdmed 
Debt 

La  x  caster — continued. 

MUe9 

Ar.  yds. 

£.      s.  d. 

Per  emt. 

£.     s.   d. 

£.  i.  d. 

Bolton  and  St.  Helens          ... 

6 

2  164 

1,785    4    5 

4 

— 

— 

— 

Bolton  and  Westhoughton  -        -        - 

8 

7      0 

1,270    -    - 

5 

— 

— 

— 

BuTpIey  to  Edenileia  Cbap«l 

8 

0     0  1 

1,980    -    - 
200    ^    - 

5 

4 

/ 

— 

- 

Bury  to  Blackburn,  W bailey,  ike. 

34 

2  170 

3,000 

5 

— 

— 

— 

Bury  and  Bultoti          -         -         -         - 

4 

0  189 

7,660    1     7 

2 

— 

— 

— 

CUtheroe    to    Blackburn    ftud    Mellor 

15 

1  214 

11,200    -    - 

5 

— 

— 

— • 

Bn>olu 

CfiMsford  Bridge  tnd  JIancbester 

4 

0      0 

— 

— 

— 

— 

— 

Drjc laugh,  Shaw,  and  ttoolidale  - 

10 

2    14 

19,408    -    - 

2 

— 

— 

— 

EdenJleJd  Chapel  to  LHtie  Bolton 

16 

0  164 

8,328  10    2 

H 

207  11     - 

27  years 

295  18  h 

fillotl  >md  Blackbtim   -         -        .        . 

13 

5  126    1 

1,973    -    - 
15,898  10  10 

_i 

9 

}  - 

— 

- 

PInnington  and  Cborley      _        .        - 

4 

8    97 

867  17    8 

5 

— 

-— 

«. 

OartrtAng  and  Hdring-ii^kci 

20 

0      0 

11,024  19  10 

2f 

— 

— 

— 

lIuLingdeu  bdiI  Todmorden 

20 

o    36 

11,988  13    5 

3*. 

— 

— 

— 

Hiilton       - 

5 

0    20 

— 

— 

— 

— 

— 

I  ncft  H  i  n  dl  py  and  Westb  ottgb  ton 

5 

6      0 

2,300    -    - 

4 

— 

— 

— 

Kirkby  Kendal  and  Kirkby  Ireleth       - 

26 

0      0 

1,198    -    - 

4 

— 

— 

— 

li?erj>0(d,   Prvscot^  Ash  ton,  and  War- 

24 

5  217 

8,210    -    - 

4i 

— 

— 

— 

rintttou. 

Li^rpool  and  Preston           _        -         - 

29 

7      0 

1,950    -    - 

4 

— 

— 

— 

livesey  Drauch  -        -        -        .        - 

1 

6      0 

134    -    - 

one  penny 

— 

— 

— 

Manchester    tiud    Aehtou-onder-Lyne 

3 

3  176 

7,298  10    7 

-i 

— 

— 

- 

New  Road. 

Mfliich£Stt?r  aud  Bury  New  Road 

3 

3  177 

2,384    -    3 

none 

— 

— 

— 

Hancbf^Atfir,  Oldham,  aiid  Auiterlandd  - 

9 

4    86 

362  13    - 

5 

— 

— 

— 

Manchester   to   Rochdale,    4c.,  Man- 

3 

7    90 

700    -    - 

4i 

— 

— 

— 

cheiter  District. 

Man  cheater  and  jSaltarsbriK>k 

22 

2      0 

— 

— 

— 

— 

— 

Math*?rFold 

0 

8  175 

115    -    - 

H 

— 

— 

— 

Moaes  Gate  District    -        .        -        - 

2 

7     22 

— 

— 

— 

— 

Moaes  Gate,  Hingky  District 

3 

4      0 

4,100    -    - 

5 

— 

— 

— 

Oldham  and  Rippondcii        -        -        - 

16 

7       6 

10,163  18    - 

2i 

— 

— 

— 

Pendleton  Rosdii         *        *        -        - 

23 

5    91 

246  13    - 

4 

— 

— 

— 

Ponw'Ji-tbuiu  nrid  Wrigbtiugton  - 

15 

6  154 

400    -    - 

5 

— 

— 

~ 

PrBstoQ  and  GarHtang-         -         -         - 

9 

1  120 

4,899    6    4 

2 

— 

— 

— 

Prefltwjob  Bury  and  lladdlffe      - 

6 

4  216 

1,650    -    - 

4 

— 

— 

— 

Raddilfe     ------ 

6 

1     79 

1,900    -    - 

6 

— 

— 

— 

Ridgbjll  and  La  ties,  and  Holehouse 

3 

6      0 

1,724    9    5 

4 

— 

— 

— 

Rochdale  and  Hnrnley          -        -        - 

18 

4       0 

7.729    8    6 

5 

— 

— 

— 

Rochriah^  and  Kdenfield       -        -        - 

7 

9    65 

4,893    -    - 

8 

— 

— 

— 

Hochdale,    Lane-end  to    Laad's-«nd  in 

3 

6      0 

1,008  11     6 

2i 

— 

— 

— 

Heaton, 

Rochdale  and  Man  dies  tcr    -        -        - 

10 

7  165    j 

1,280    -    - 
720 

4» 

4 

}  - 

— 

- 

.Sharp] ott  ami  Hoghton          _        -        - 

10 

4    27 

2,715    6    - 

U 

— 

— 

— 

iStaaded^e  anrl  Q  Id  bam         ... 

11 

1  166 

— 

— 

— 

— 

— 

Standedjife^  DoTx^rass  Roatl  -         -        - 

0 

3    39 

873    -    - 

3 

— 

— 

— 

Standedgt^*  D^Ipb  Road 

0 

6  140 

2,000    -    - 

3 

— 

— 

— 

Sudden  Bfid^ifr  %n  Bury         _        -         - 

3 

2      0 

4,772  14    - 

8 

— 

— 

— 

Ulrerstoi)<Dt  Milnthorp^!^  aud  Lancaster 

22 

3    88 

7,844    -    - 

none 

— 

— 

— 

Warrington  to  Lower  Irlam 

8 

0      0 

7,471     -    - 

1 

— 

— 

— 

WarriJigt'Jii  and  Wig'an        -        -        - 

12 

0      0 

14,469    -    - 

one  penny 

— 

— 

— 

Wigan  and  Pniitou/ North  of  Yarrow  - 

15 

0      0 

26,005    -    - 

8 

— 

— 

— 

607 

5  162 

270,227     7    1 

477  11    8 

— 

556   5  7 

LEICESTER: 

A^hhy-dc-la  Zouch       -        -        -        - 

17 

0      0 

200 

6 

»_ 



Bridge forci  LanP  and  Kptt€iiag  (South 

16 

0      0 

— 

— 

— 

— 

— 

Pur  t  of  IV  ur  th*-  m  D  i  v  is  ton). 

Burton  Bririgt  tti  Market  Bob  worth 

18 

0      0 

— 

— 

— 

— 

— 

Dftsford       -^        -        -.        _        -        - 

15 

1  104 

1,150    -     - 

^ 

10    -    - 

80  years 

10  18  - 

Hinckley  and  Lutter worth  -        -        - 

11 

0      0     [ 

904  15    - 
71    4    7 

4 
5 

}     - 

— 

- 

Hinckley  and  Melbntime      *        -        - 

33 

4  145 

1,325    -    - 

8i 

.. 

— 

Hinckley  and  Narbu rough   -        -        - 

19 

0      6 

— 

— 

— 

— 

Hincktey   ttud    Karborough  (through 

7 

6    33 

4,951    9  11 

none 

— 

— 

— 

Sftjicotel. 

Leicester  and  Luttcrwurth  -        -         - 

13 

0      0 

198  10    - 

6 

— 



— 

Leiccfiter  anii  Peterborough  (Leicester 

15 

0      0 

♦«« 

— 

.-. 

— 

— 

District). 

Leicester  and  Welford          -        -        - 

15 

0      0 

2,546    2  10 

81 

— 



— 

Lough  boroagh    to   A«h1iy-de-larZouch, 

34 

7    41 

2,500    -    - 

3i 

— 

_ 

— 

&c  ami  Cavendij>b  Bridf^  (united). 

1,036  W  « 

Market  Harb<irough  and  Coventry 

29 

0      0 

8,979    6    4 

8 

1,248    4    - 

A  great  many  yean 

Marktt  Harborougb  anil  Loughborough 

24 

3      8 

— 

— 

— 

— 

"^ 

Melton  Mowbray         ^        *        -        - 

15 

1       0 

— 

— 

— 

._ 

-^ 

Mdtoii  Mowbray  and  Granlhain - 

15 

5  134 

1,660    -    - 

4 



... 

— ' 

Moira  and  Gretsley       -        -        -        • 

22 

7  167 

1,400 

4i 



.. 

•^ 

Tamwortb  to  Barrington  Bridge - 

23 

3  158 

1,215    -    - 

H 

— 

— 

'^^^^ 

346 

0  130 

21,991    8    8 

— 

1,258    4    - 

— 

1,047  7  « 

*  Charged  on  the  Uppingham  District. 
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RETURN    RELATING   TO   TURNPIKE   TRUSTS. 


COUNTY 

AND 

NAME    OF    TRUST. 


Leng^  of  Road. 


Bonded  Debt, 

3l8t  December 

1860. 


LINCOLN : 

Bourn         ------ 

Bridge  End         -        -        -        -        - 

IDeeping  and  Morcott  -        -        -        - 

IDextliorpe  ------ 

Donington  ------ 

Foeton  Bridge  and  Witham  Common  - 
Grantham    and    Nottingham,  Eastern 

Division. 
Lincoln,  Braoston  Road       .        .        - 
Uncoln,  Newark  Road         .        -        - 
Liincoln,  Suxilby  Road  -        .        - 

Lincoln,  Sleaford  Road  -  -  - 
Lincoln,   Brigg,  Barton,  Caistor,    and 

Melton. 
Lincoln  Heath  and  Market  Deeping, 

Billingborough  District 
Lincoln   Heath  and  Market  Deeping, 

Bourn  District. 
Lincoln  Heath  and  Market  Deeping, 

Sleaford  District 
Louth  ------ 

Scartho 

Sleaford  and  Tattershall  -  .  - 
Spalding  Barrier  Bank  -  -  - 
Spalding  and  Deeping  ... 

Spil-by 

Spilsby,  Barton's  Comer  District 
Swineshead  and  Fosdyke     - 


MIDDLESBX: 

Commercial  Hoads  .  -  -  - 
Marylebone  and  Finchley  -  -  - 
Metropolis  Roads  north  of  the  Thames 


MONMOUTH: 

Abercarne  ------ 

Abergaveny         -        -        -        -        . 

Bigswear     ------ 

Chepstow    -----. 

Chepstow  and  Abergavenny,  ShireneW' 

ton  Branch. 
Monmouth  -        -        -        -        . 

Newport     ------ 

Pontypool  ------ 

Uak  District       -        -        -        -        - 


NORFOLK: 

Aylsham  and  Cromer  -        -        -  - 
Ely  to  Downham  ("The  North  Dis- 
trict"). 

Lynn,  East  Gate         -       -       -  - 

Lynn,  South  Gate        .        -        -  - 

Lynn  and  Wisbech      -        -        -  . 

North  Wttlsham  -        -        -        -  - 

Norwich  and  Fakenham      -       -  - 

Norwich  and  Scole      -        -        -  - 

Norwich,  Swaffham.  and  Mattishall  - 

Norwich  and  Yarmouth       •       -  . 


Stoke  Ferry        -       -       -       -       - 

Wells  and  Fakenham  •       •       •        • 

NORTHAMPTON: 

Banbury  and  Lutterworth  Road,  Ban- 
bury to  Drayton. 
Banbury  and  Lutterworth  Road,  Lut- 
terworth to  Badby. 
Brackley  Roads,  Consolidated     - 
Bookingham  and  HanweU,  Lower  Di- 

Tision. 
Crowland  and  Eye       -        -       -        - 
Ditnehurch         .       -       -       -       - 

438. 


Miles  fur,  ydi. 


0  G  128 

15  4  146 

15  4    68 

30  2    63 

26  1     20 

14  1  184 

10  8  195 

3  6      0 

9  0    20 

12  6      0 

14  I  122 

45  7  149 

8  0      0 

26  0      0 

27  1  146 
84  6  213 


18 

18 

5 


2      0 

7    41 

6      7 

12    2      0 

26    0  115 

0    6  187 

7    2  218 


160  -  - 

1,588  10  - 

2,700    -  - 

1,754  10  - 

900    -  - 

1,081  5  - 

886  6  8 

1,388  -  - 

1,000  -  - 

800  -  - 

2,570  5  5 

2,207  12  6 

2,225  -  - 

4,718  15  - 

5,075  -  - 

8,695  -  - 


7    1  163 

6    6      0 

67    2      0 


81     1  163 


82,685    4     7 


21,868  18    1 
2,400    -    - 


24,268  18     1 


293    8  212 


14 

6   8 

2.471  15 
600  - 

3 

60 
19 
48 

0   0 
0   0 
4   7 

14,230  10 
11,723  - 

- 

10 

6  154 

{ 

1,800  - 
800  - 

«. 

55 

49 

8 

28 

2   4 

0  0 

1  44 
0   0 

4,170  - 

860  - 

1,000  - 

2,610  7 

2 

39,565  12    5 


Rate 

of 

Interest. 


Amount 

of 

Bonded  Debt 

Unclaimed. 


Length  of  Time 

during  which  such 

Debt  has  been 

Unclaimed. 


Per  cent 
4 

4 
3 

H 

4 

4 


3 

3 

3 
2 
3 

"4* 

4 

"2* 


£.    ».    d. 

150    -    - 

25    -    - 


118    6    8 


numy  years 


since  1850 


119    -    - 


412    6    8 


H 
none 

8i 
H 

4 
5 

4 
3 
3 
8* 


since  1832 


since  1794 


40 
100 


140 


>  '■- 


71 


20  years. 
19i  years. 


since  1839 


26  6  115 

14  0    22 

23  0  207 

36  0      0 

36  7     47 

13  7  193 

26  5  162 

17  7  198 
83  7  110 

18  0    22 

18  7  110 

25  0      0 


291    3    86 


18    3  140 
15    4      0 


40    0 
11    3 


4    4  216 
19    3    17 


290    -    - 


1,300 

2,500 

5,100 

300 

500 

250 

6,700 


16,940 


8i 
2 

4 

4 
4 
2 


3,300 
1,300 


2i 


900 


260 


--{ 


460    - 


15  years. 


40  years  on  60  /. 
25  years  on  200  /. 


Unpaid 

Interest  due 

upon  such 

Unclaimed 

Debt 


£.    $.    d. 
363    1    9 

14    3    6 


23  13    4 


not  stated. 


390  18    7 


39    3    5 
66    4    - 


96    7    5 


3    3  10 


3    3  10 


105 


286    - 


390 


B 
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RETXJllN    RELATING   TO   TURNPIKE   TRUSTS. 


COUNTY 

Bonded  Debt, 

Rate 

Amount 

Length  of  Time 

Unpaid 
Interest  doe 
upon  sQcli 

▲>D 

Length  of  Road. 

31st  December 

of 

of 
Bonded  Debt 

during  which  such 
Debt  has  been 

KAMI  OF  TRUST. 

1869. 

Interest. 

Undaimed. 

Unclaimed. 

Unclsinwd 
Debt 

N  oRTHiHPTON — cowtinued. 

Mile*  fur,  yds. 

£.    #. 

d. 

Percent, 

£.    s,    d. 

£.   t,iL 

If  ardingstonc  to  Old  Stratford     - 

11     2  160 

3,020    . 

- 

1 

180    -    . 

6  years 

7    4  - 

Higham  Feirew  -        -        -        -        - 

11     6      0 

1,663    - 

- 

3 

— 

— 

— 

Kettering  and  Newport  Pagnell  - 

23    0      0 

3,133    6 

8 

8i 

683    6    8 

13  years 

266   6  J 

Kettering  and  Northampton 

12    6      6 

— 

— 

— 

— 

— 

Little  Bowden  and  Rockingham  - 

9    8  136 

2,200    - 

- 

3 

616    -    - 

not  stated 

286   1   - 

Market  Harbopough  and  Brampton     - 

36    6    22 

12,691     - 

- 

4  and  6 

— 

— 

— 

Market  Harborough  and  Welford 

30    1      0 

— 

— 

— 

— 

— 

Northampton  and  Cold  BrayAeld  - 

12    3    46 

2,661     8 

2 

1 

— 

— 

— 

Old  Stratford  to  Dunchurch 

28    0      0 

3,600    - 

- 

none 

— 

— 

— 

Oundle  and  Middleton  Lane 

11    4  198 

1,450    - 

- 

2i 

160    -    - 

13  years 

48  16  - 

Peterborough  and  Wellingborongb,  and 

28    2    88 

300    - 

- 

8t 

200    -    - 

4  years 

«   7  8 

Elton  Branch. 

6    6  164 

120    - 

- 

none 

— 

— 

— 

Clapton  Branch. 

Thomey  Road    -        -        -        -        - 

6    3    42 

700    - 

- 

84 

— 

— 

— 

Towcestep  and  Cotton  End  -        -        - 

8    2      0 

4,869    - 

- 

6 

— 

— 

— 

WansfordRoad  -        -        -        -        - 

6    2  138    1 

312    4 
202  18 

2 

9 

3 

4i 

J 

— 

- 

Wansford  and  Stamford      -        -        - 

6    3  101 

26    - 

- 

4 

— 

— 

Warwick  and  Northampton 

26    6  108 

— 

— 

— 

— 

— 

Wellingborongb  and  Northampton 

9    4    34 

430    - 

- 

6 

— 

— 

— 

391    3    66 

41,867  12 

9 

— 

1,729    6    8 

— 

636I5]0 

NORTHUMBERLAND: 

Alemoutb  and  Hexham,  Eaatem  Divi- 
sion. 
ABendale 

19    4      0 



— 

— 

— 

- 

23    4      0 

8,000    - 

_ 

none 





__ 

Alnwick  and  Eglingham      -        -        - 

24    4  122 

— 

— 

— 

— 

— 

Berwick,  Norham,  and  lalandahiraa     - 

64    0      0 

14,412    - 

» 

3i 

600    -    - 

since  1861 

199  6  7 

Cow  Cawsey  and  Buckton  Bum 

60    0      0 

900    - 

- 

6 

— 

— 

— 

Elsdon  and  Reed  water         ... 

19    0      0 

450    - 

- 

3 

— 

— 

— 

Ford  and  Lowick         -        .        -        - 

32    5    26 

3,770    - 

- 

•3 

— 

— 

— 

Hexham     -.---- 

36    0      0   1 

600    - 
3,876    - 

- 

none 

— 

— 

I 

Newcastle-upon-Tyne  to  Carlisle 

39    3    86 

20U    - 

- 

81 

. — 

... 

— 

North    Shields    and    Newcastle-npon- 

8    7    32 

6,200    - 

- 

24 

— 

— 

.- 

Tyne. 

Ponteland  -.---- 

33    7  146 

13,577    - 

- 

2 

— 

— 

— 

Shields  and  Morpeth    -        -        .        - 

29    2  140 

6,250    - 

- 

none 

— 

— 

— 

Wooler  and  Adderstone        ... 

10    0      0 

— 

— 

— 

— 

— 

Wooler  and  Breamish          -        -        - 

43    0      0 

6,400    - 

- 

8 

— 

— 

— 

428    6  111 

61,634    - 

- 

— 

600    -    - 

— 

190   5   7 

NOTTINGHAM : 

Bawtry  and  Scrooby    -        -        -        - 

12    7    40 

— 

— 

— 



— 

Bingham    .----- 

10    6      0 

— 

— 

— 

— 

— 

Clown  and  Budby        -        -        -        " 

9    4      0 

7,616  15 

3 

one  penny  < 

107  17    6 
86    6    - 

264  yean 
36  years 

}  : 

Foston  Bridge  to  Little  Drayton 

26    0      6 

— 

— 

— 

— 

Hockerton  and  Kirklington 

17    0      0 

480    - 

- 

2 

— 

— 

— 

Kirkby  and  Pinxton    -        -        -        - 

7    10 

200    - 

- 

3 

— 

— 

— 

Mansfield  and  Tibsbelf        -        r        - 

18    0      0 

2,122  10 

- 

4 

— 

— 

— 

Mansfield  to  Worksop         -        .        - 

10    1  166 

283  10 

- 

4 

— 

— 

— 

Nottingham  and  Derby,   Eastern   Di- 

14   4  138 

250    -• 

- 

4 

— 

— 

— 

vision. 

Nottingham  and    Grantham,  Western 

12    0    86 

2,142    6 

- 

3 

— 

— 

— 

Division. 

Nottingham  and  Ilkeston    -        -        - 

14    6  103 

1,656    7 

- 

3 

— 



— 

Nottingham  and  Kettering,  Northern 

10    7  121 

— 

— 

— 

— 

— 

District. 

Nottingham  and  Loughborough   - 

12    3    96 

6,500    - 

- 

8* 

— 

— 

•- 

Nottingham  aud  Mansfield  -        -        - 

13    6      1 

4,000    - 

- 

4 

— 

— 

— 

Nottingham     and      Newbaven,    First 

28    6  109 

— 

— 

— 

— 

— 

District 

Retford  and  Gainsborough  -        -        - 

13    0  109 

6,900    - 

- 

a* 

— 

.. 

— 

Retford  and  Littleborough  -        -        - 

8    6    43 

150    - 

- 

4 

— 

— 

— 

Worksop  to  Kelham    .        -        -        - 

20    7  137 

8,651     - 

- 

6 

646    -    - 

Tsrying  from  2  to80  years 

268    8   - 

Worksop  to  Retford     -        -        -        - 

7    4      0 

4,345    - 

- 

4 

— 

— 

— 

268    7    61 

46,296    7 

3 

— 

899    8    6 

- 

268    3   - 

OXFORD: 

Asthall  and  Buckland           .        .        . 

8    4    37 

1,220  17 

8 

2 

_ 

_ 

«« 

Aylesbury,  Thame,  Oxford,  and  ShU- 

27    6    22 

3,600    - 

44 





«. 

lingford. 

Banbury,  BraUes,  and  Barcheston 

14    0    48 

4,264    - 

- 

3 

200    -    - 

raryiDg  from  14  to  88 

128  13  11 

Bicester,  Aynho,  and  Finmere 

16    0      0 

1,695    - 

_ 

4 

__ 

yww. 

... 

Botley  and  Newland   -        -        -        - 

16    7      0 

9,100    - 

- 

8 



_« 

.- 

Burford,   Chipping  Norton,  Banbniy, 

32    6  203 



... 

-^ 

..— 

and  Aynho. 

Charlbury  Roads         .... 

28    5  181 

1,000    - 

_ 

H 



.^ 

— 

Deddington  and  Kidtington 

18    4    76 

1,100    - 

_ 

3 

«^ 

.^m. 

.• 

Drayton  Lane  to  EdgehiU    •        -        - 

6    3  198 

__„ 

zedbyGoOg 

.- 

Digit 

e 
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COUNTY 

▲NO 

NAME   OF   TRUST. 


Oxford — continued. 

Enstone,     Heyford    Bridge^    Bicester, 

Weston,  and  Kirtlington. 
Faring  don  and  Borford        ... 
Galley  HUI  and  Clanfield  Cross  - 
Gosford  Road      ..... 
Henley  and  Dorcliester       -        .        ^ 
St.  aement's      -       -       .        .        . 
Stokenchurcii  and  Woodsto<^ 
Stokenoharob  aad  IsFip  Branch   - 
Thame  and  Bicester    -       -        -        . 
Thame  and  Postcombe         ... 
Woodstock  and  RoIIright  Lane    - 


RUTLAND : 

Grantham,  South  District   ... 

Leif^ester  and  Peterborough,  Upping- 
ham District 

Nottingham  and  Kettering,  South  Di- 
yision. 

Oakham     --.-.. 


SALOP : 

Bishop's  Castle,  First  District      - 
Bridgnorth  and  Sblffiud       ... 

Burlton  and  Llanymynech  ... 

Cleobury,  Mortimer  District 
Clodbury  North  and  Dittoo  Priors 
Coalbrookdale  and  Wellington     - 
Ellesmere  District       .... 
EUesmero,  Wem  Diyision    ... 
Leighton  and  Boildwas        ... 

Ludlow  Roads  (Three  Districts  Con- 

soUdated). 
Minsterley  and  Churchstok« 
Morville  and  Shipton  -        -        .        • 
Oswestry    -----. 
Preston,  Brockhurst   -       .        .        • 
ShUTnal  District  ..... 

Shrewsbury  (Nine  Districts) 

Shrewsbury,  Wenlock  and  Bridgnorth  - 

Wem  and  Bron-y-Garth,  First  District  - 

Wem  and  Bron-y-Garth,  Second  Dis- 
trict. 
Weston  Gate  (Bewdley  Act) 
Whitchurch  aad  Madeley    ... 


SOMERSET: 

Bath  ....... 

Black  Dog  ...... 

Bridgwater         -        .        .        .       . 

SiwAmi         .        .        « 

Chard         ...... 

Oewkeme  -       .       .       .       . 

Frome        --..-. 

High  Ham  and  Ashcott      .       .       . 

Ilchester     ...... 

Ilmioater    ...... 

I.angport,  Somerton  and  Castle  Cary  - 
Hartock  and  South  Petberton  Roads 

(United). 
^Hinehead  Roads"  (United)      . 
Radstock    ...... 

Shepton  Mallet  -       -       .       .       . 

438. 


Length  of  Road. 


MUes  fur,  yds, 
26    0      0 


10 
5 


4  0 
0    37 

8    7  132 
27     1  132 
0      0 
2    99 

5  0 
11    6  216 

4    1  154 
0      0 


2 
26 
10 


21 


318    3  207 


10  0  207 

19  0      0 

20  0      0 
18  1     20 


67    2      7 


92    6 
8    0 


16    4  130   I 


36  0  0 
13  6  0 
6  170 
4  0 
4  0 
0      0 


4 

19 

9 

7 


107    0 


»{ 


11     0  206 
7    3  132 
0      0 
0      0 


84 
60 


16    7  130 


«{ 


75  2 

52  0      0 

27  2  0    I 

13  4  68 


4    0 
37    0 


703    3  176 


44    5  143 

28    3    88 
48    7  198 


56    6 


'{ 


43  4    34 

27  6    31 

41  4    99 

10  3      8 

25  5  178 

S9  3  196    I 

66  4    15 

16  4      0 

85  0  143 

23  6  214 


J6&    7      9 


\   . 


Bonded  Debt, 

31  St  December 

1869. 


3,377 

2,150 
730 

650 
12,216 
12,805 

550 
1,350 

850 

600 


57,158     1     8 


Rate 

of 

Interest. 


Per  cent. 


5 
3 

4i 
none 
4 
4 
6 
5 
4i 


672    6    6 
7,500    -    - 


8,172    6    6 


2,780 
900 

1,000 
100 

2,300 
1,840 
3,100 
2,800 
60 
858 

1,100 
358 


6  11 
4    6 


8,728 

10,900 

2,779 

2,100 

720  -  - 

3,000  -  10 

3,297  10  - 

3,800  -  - 

1,200  -  - 

600  -  - 

9,557  7  10 

1,400  -  - 

900  ~  - 


66,178  10    1 


17,385  -  - 

30,539  19  1 

405  -  - 

1,550  -  - 

2,550  -  - 

5,250  -  - 

450  -  - 

4,900  -  - 

600  -  - 

2,390  -  - 

375  -  - 

5,750  -  - 

1,675  -  - 

9,740  -  - 

1,350  -  - 

8,955  -  - 

1,050  -  - 

1,100  -  - 


4 


3 
3 

H 

4 

2i 
3 

4 

5 

5 

one  peony 

4 
3 

one  penny 

3 

4 

4i 

none 

3 

4 

3i 

4 
5 

5 

2 
8» 


2 
4 

2  16    - 

3  3- 

3  10    - 

4  and  5 

4 
4J 

■•{ 


44 


s 

3» 


? 


Amount 

of 

Bonded  Debt 

Unclaimed. 


£,    B,d. 


25 


225    -    - 


1,000 


1,000    - 


}  - 


}  - 


4,900    -    - 


}  - 
}  - 


4,900    - 


100    - 


50 
100 


100 


}  - 


Length  of  Time 

during  which  such 

Debt  has  been 

Unclaimed. 


35  years 


nearly  50  years 


25  years 


since  1868 


since  December  1859 
since  December  1847 


29|  years 


B   2 


Digitized  by 


Unpaid 

Interest  due 

upon  such 

Unclaimed 

Debt 


£.    «.  d. 


44    3    6 


172  17    5 


2,250 


2.250    - 


4,029  19 


4,029  19    - 


105 


8    7    6 
26  18    - 


132  15    « 


GcJoQle 


RETURN   RELATING   TO  TURNPIKE   TRUSTS, 


COUNTY 

AND 

NAME    OF    TRUST. 


Leogth  of  Road. 


Bonded  Debt, 

31 8t  December 

1869. 


Rate 

of 

Intereat 


Amount 

of 

Bonded  Debt 

Unclaimed. 


Leng^  of  Time 

during  which  each 

Debt  has  been 

Unclaimed. 


Unpaid 

Interest  duo 

uponitdi 

Unclaimed 

Debt 


Somerset — continued, 

Tannton  -  -  -  - 
Wedmore  -  -  -  - 
Wells  ...       - 

WestHarptry     -        .        - 
WestoD-super-Mare  and  Werle 
Wincaoton  -        -        - 

Wiveliscombe  -  •  - 
TeoTil        .... 


STAFFORD : 

Albrighton  and  Tong  .        .        -        - 
Ashbome  to  Leek        -        -        -        - 
Ashby-de-la-Zouch  to  Tutbnry     - 
Birmingham  and  Wednesboiy     - 

Blyth  Marsh 

Burton-upon-Trent.to  Abbofs  Bromley 
Butterton  Moor  End  -  -  -  - 
Cannock  and  Penkridge      ... 

Cheadle  (Fiye  Districts  Consolidated)  - 

Darlaston  ------ 

Darley  Moor  and  EUaston  -       -       - 

Great  Cbell  and  Shelton     -       -       - 

Handsworth  and  Perry  Bar  (United)  - 

Hanley  and  Bucknali  -        -        -  - 
High  Bridges  and  Uttoxeter 
Lawton,  Burslem,  and  Newcastle-under- 

Lyme. 
Leek,  Buxton,  and  Monyash 

Lichfield  (United)        -        -        -  - 

New  Biddulph    -       -       -       -  - 

Newcastle-under-Lyme  and  Drayton  - 

Newcastle-under-Lyme  and  Ecdeshall 

Newcastle-under-Lyme  to  Leek    - 
Newcastle-under-Lyme  and  Nantwich  - 

Rusreley    and    Stone,    and   Branches 
(United). 

Sandon,  Hugbridge,  Hilderstone,  and 

Draycott-in-the-Moors. 
Sedgley  Roads    -        -        -        -        - 
Sedgley  New  Ruads     -        -        -        - 
Spath  and  Hanging  Bridge  -        -        - 
Stafford  District  -        -        -        - 

Stone,  Lane  End,  and  Trentham  - 
Stourbridge  and  Bridgnorth 
Streetway  and    Wordsley  Green,  and 

Wolverhampton  and  Cimnock. 
Tamworth  -    •  - 

Tnnstall  and  Bosley     -        -        -  .     - 
Uttoxeter  and  Blythe  Marsh 
Uttoxeter  and  Callingwood  Plain 
Uttoxeter  and  Stoke,  and  Millwich  and 

Sandon. 
Walton-in-Stone  to  Ecclesball 
Wolverhampton,  Old  District 


SUFFOLK : 

Ipswich  to  Helmingham,Debenham,  &c 
IpAwich  to  South  Town,  and  Darsham 

to  Bangay. 
Ipswich  and  Stratford  -        .        - 

Lakenheath  to  Hockwold    -       -       - 


Mildenhall  Burnt  Fen 
South  Town 


Miles,  Jur.  yds. 


81 
•16 


0  0 
8  60 
88  8  105 
29    5    18 

4 
8 
4 
0 


0 
41 
63 
27 


4 

27 

0 

0 


012    0    82 


8    5    82 
14    7  198 

12  2      8 

13  2 

4 


19 

11  6 

16  5 

4  0 


10 
31 

0 
20 

0 


43  1     88  I 

14  6  123 

11  0      0 

4  0  194   I 

7  0  108 

10  4      0 

14  0      0 
9  0    53 

28  0      0 

60  3      8 

2  4  198 

15  2  145 

12  0      0  i 

21  2      0 

20  0  202 

87  0      0    I 

27  3  148 


7  4 

4  0 

9  6 

78  4 

16  4 

14  0 

21  5    89 

41  4  0 
10  7  189 
18  0  0 
0  0 
0      0 


9 
14 


0 
0 
0 
0 
73 
0 


5    3      5 

24    4  118 


704    2  105 


22  2  182 

63  4    87 

9  6      0 

13  4    66 

9  4  184 

1  5  192 


120    4    51 


s.    cL 


9,000 
1,539 
6,880 
7,610 
2,005 
1,340 
1,950 


Per  cent, 

4* 

•1 
4to4i 

1* 
5 

4 
2 


£.     s.    d. 


100    -    - 
125    -    - 


50 


43^  years 
16  years 


firoml8d9 


£.   L  l 


174    -  - 
29   3  S 


26  11  9 


126,338  19    1 


625 


502  15  i 


500 
1,469 


5    9 


2,468  - 

1,460  - 

2,336  4 

700  - 

2,524  5 
3,060  10 

15,250    - 
1,983    - 

1,000    - 
300    - 

1,027  12 
8,177  18 
1,200    - 


3,600  10  - 

4,290    -  - 

40    -  - 

250    -  - 

5,600    -  - 

8,627    6  2 

1,677 

4,870    -  -r 

290    -  - 

470    -  - 

1,650    -  - 

5,044  11  7 

1,419    6  - 

2,664  18  8 

4,616  13  4 

1,600    -  - 


2,041  - 

2,880  - 

2.250  - 

3,775  - 


5 
8i 
8i 
1 

6 
4)ta6 

6 

4 

3 

4 
2 


5 

6 
3 

none 

8i 

4 

2 
3 


5 

2 

none 

1 


31    8    4 


1    300    - 


}  : 
}  - 


50 


90,912  15    4 


381    3    4 


8,900 


1,275 

1,400 
8,918 

3,010 
490 


34 


3* 

24 
none 

2 
44 


100    - 


}  - 


13,993 


100    - 


since  1862 


8  years 


6U  3 


(years 


64   9  3 


167 


10  years 


88  10  ' 


38  10 


*  Inserted  firom  an  old  return. 


t  No  information  can  be  obtained. 

Digitized  by  V^OOQIC 


RETURN   RELATING   TO   TURNPIKE   TRUSTS, 


13 


COUNTY 

AND 

NAME    OF    TRUST. 


Length  of  Road. 


Bonded  Debt, 

81  St  December 

1869. 


Rate 

of 

Interest. 


SURREY: 

Bedfont  and  Bagsbot  -       -       -       . 

Bramley  and  Ridgwick,  First  District  - 
Bramley  and  Ridgwidc,  Second  District 

Croydon  and  Reigute  -  -  -  - 
Godalming  and  Painshill  -  -  - 
Guildford  and  Alfold   .        -        .        . 

Gaildford  and  Famham       .       .       - 

Horsbam    ------ 

Kingston  and  Leatherhead  -  -  . 
Reigate       -----« 


SU8SEX: 

Beach  Down  to  Heathfield,  Roberta- 
bridge,  &c. 
Beedlug  and  Old  Shoreham 
Brede         ------ 

Brighton,  Cnckfield,  and  West  Grins- 
stead. 
Brighton  and  Newhayen      -        -        - 
Brighton,  Shoreham,  and  Lancing 
Brdl  Park  Gate  to  Battle    -        -        - 
Bury  ------. 

Cowfold  and  Henfield  -       -       -       - 

PiTeOaks  ------ 

Plimwell  and  Hastings        -       -       - 

Henfield     ------ 

HolliDgton  and  Hastings     -        -        - 
Horsebridge  and  Horeham 
Horsham  and  Crawley         -        -        - 
Horsham  and  Gaildford       .        -        - 
Horsham  and  Steyning        -        -        - 
Lewes  and  Bfighton    -        -        -        - 

Lewes  to  Ea^^tboume  and  Hailsham     - 
Mayfleld  and  Wadhurst       -        -        - 
Midhurst  and  Sheetbridge  -        -        - 
New    Chapel,   lindfleld   and    Bright- 

helmston. 
Petworth    ------ 

Pyecombe  and  Hicksted      -        -        - 
Roberstbridge  Clappers       -       -        - 

Rye 

St.  Leonards  and  Sedlescomb 
Staplecross  -       -       -       -       - 

Storrington  and  Ball's  Hutt 

Storrington  and  Wiston       -        -        - 
Tonbridge    Wells   to    Maresfleld    and 

New  Road  (United). 
Tnnbridge  Wells  to  Uckfield 
Worthing  and  Branch  ... 


WARWICK: 

Alcester  (United)        -        -        - 
Birmingham  and  Blakedown  Pool 
Birmingham  and  Spernal  Ash 
Birmingham  to  Stonebridge 
Birmingham  and  Stratford-on-Avon 
Birmingham,  Warwick,  and  Warmington 
Birmingham  and  Watford  Gap     - 
Birmingham,  Kingsbury  Branch  - 
Castle  Bromwich  and  Birmingham,  &c. 
(United). 

Coventry  and  Stoney  Stanton 

Coventry  and  Wolvey  -        -        - 

Donchurch  and  Southam     -        -        - 
Dnnchurch  and  Stonebridge 


Miles  Jktr.  yds, 

15  6  158   <j 

4  4    66 

6  1     26 

9  1  121 

6  0    24 
12  0      0 

0  2      0 

24  4      0 

7  2  127 
80  5    80 


125    8  112 


15  4      0 

8  4      0 

14  4      0 

85  0  176 


7  1    44 

7  7    54 
18  8  148 

8  2  115 


12    8      0 
4    0    17 

17    5  198 

9    0      0 

8  2  149 
26    2  181 

7  0  0 
0  0 
0      0 

6  4  176 
17  8  6 
0  0 
5  0 
0  165 


14 
17 


28 
8 


12 

0 

20 

16    0 
11    5 


7  184 
5  85 
2  0 
0  0 
0 
0 


9    8 

11     1 
19    4 


«{ 


18    0    22 
20    0      0 


465    8    79 


52    8  102 


18 

16 

6 

21 


85  2  80 
22  2  0 
20    8  100 


15    1 


«{ 


6  4    75 

7  2  175 
18    8  187 


8,400    -  - 

1,800    -  - 

437  17  7 

1,900    -  - 

2,338  16  6 

1,537    -  - 

1,800    -  - 

820    -  - 

4,750    -  - 

8,266    5  - 

9,260    -  - 


85,809  19    1 


Per  cent. 

4 
5 

i 


one  penny 
4 


4 

u 


Amount 

of 

Bonded  Debt 

Unclaimed^ 


Length  of  Time 

during  which  such 

Debt  has  been 

Unclaimed. 


Unpaid 

Interest  due 

upon  such 

Unclaimed 

Debt. 


£.    s.    (L 


}  - 


700 


50  - 

140  - 

235  - 

48  4 


1,168    4    - 


1,590  - 

8,810  - 

4,100  - 

9,500  - 


1,825    -  - 

1,875 

4,840    -  - 

18,856    -  - 

2,155    -  - 

676    -  - 

8,184  10  - 

10,478  16  - 

5,250    -  - 

12,887  12  - 

4,055    -  - 

1,160    -  - 

4,201     6  2 

7,318    -  - 

2,937  17  10 

9.249  10  - 
1,500    -  - 

400    -  - 

2,380    -  - 

1,800    -  - 

4,550    -  - 

770    -  - 

2,287  10  - 

1,750    -  - 

200    -  - 

1.250  -  - 


125,277    2 


8 
8 
8i 


8 

ione 

1 
1 


8* 
1 

4 
4 
2 
4 

none 

8 

5 
8* 


50 


}    - 


990  16 


}     - 


1,040  16 


800  -  - 

2,307  -  - 

886  -  - 

502  19  6 

500  -  - 

1,100  -  - 


1,809  16 
1,750    - 


6 


438. 


41    -  10 
1,400    -    - 


B3 


4 
4 
4 

8 

one  penny 

4 


800    - 


^1,750 


varying  firom  8  to  17 
years. 


58  years 
29  years 

10  years  and  upwards 
10  years 


£.    s.    d. 


58  17    6 


>  not  stated. 


not  stated, 
not  stated. 


58  17    6 


25  Z.  for  86  years 
25  Z.  for  85  years 


6  years 


18  years 


since  1832 


96 


58    8    5 


154    8    5 


216    -    - 


Digitized  by 


Google 


14 


RETURN  RELATING  TO  TURNPIKE  TRUSTS. 


COUNTY 

Bonded  Debt, 

Rate 

Amount 

Length  of  Time 

Unptid 
Interertdne 
npoDiudi 

AND 

Length 

of  Road. 

31st  December 

of 

of 
Bonded  Debt 

during  which  such 
Debt  has  been 

NAME    OF    TRUST. 

1869. 

Interest. 

Unclaimed. 

Unclaimed. 

Uncltim«d 
Debt 

Wabwick — continued. 

MiUBfur.  ydi. 

£.    *. 

d. 

Per  cent. 

£.      9.    d. 

£.  a  d. 

Evesham  and  Alcester,  Alcester  District 

6 

2  137 

200    - 

_ 

4 

.. 

_ 

_ 

Fillongley  and  Over  Whitacre      - 

8 

6      0 

856  10 

- 

4 

— 





Finford  Bridj^e  and  Banborj 

23 

0  216 

1,320.    - 

_ 

8 

^ 



.^ 

Great  Kington  and  Wellesboarne 

0 

3      5 

1,990    - 

4 

1,990    -    - 

A  considerable  num- 
ber of  years. 

It  probtblj^ 
mounts  to  coi- 
sidsnbljDoci 
thtotbepdfr 
cipaL 

Hinckley  and  Coventry        -        -        - 

12 

0    54 

100    - 

- 

6 

— 

— 

Mancetter  and  Wolvey  Heath 

9 

3    35 

700    - 

- 

4 

— 





Rngby  and  Hiocldey           -        -        - 

13 

7      4 

1,809    1 

6 

5 

— 





Rugby  and  Kilworth    -        -        -        - 

9 

7      7 

667  10 

3 

3i 

260    -    - 

fh>ml856 

113  18  10 

Rugby  and  Lutterworth      -        -        - 

6 

0    87 



— 

— 

.« 

Ri^y  and  Warwick  -        -        -        - 

13 

1     81 

1,396  16 

. 

5 

— 

_ 

.« 

Sontham  and  Kineton          ... 

8 

7      0 

5,000    - 

- 

4i 

— 

— 

— 

Stonebridge  and  Kenilworth 

9 

0      0 

r    709    - 
t    246    - 

~ 

4 
5 

}    - 

•      — 

- 

Stratford  and  EdgehiU         .        .        . 

11 

5  110 

1,250    - 

_ 

2 

— 

_- 

Stratford-upon-Avon  and  LongCompton 

25 

7    56 

2,750    - 

- 

4 

60 

upwards  of  27  years 

5616   - 

Warwick,  Coventry,  and  Leamington  - 

15 

0      0 

1,870    - 

- 

6 

— 

— 

— 

Warwick  and  Paddlebrook  and  Stratford 

24 

4  170 

_ 



— 

._ 

_ 

Watling    Street,    Bentley    Lane,    and 

49 

4  190 

1,344    - 

_ 

4 

— 



— 

Branch,  Pinwall  Lane  and  Appleby 
(United). 
Wellesboume  and  Stratford 

/ 

4 

6  137 

— 

— 

— 

— 

- 

496 

3    76 

32,255  14 

7 

— 

4,350     -    - 

— 

386  1419 

WESTMORLAND: 

Ambleside  -.---- 

24 

7     83 

880    2 

- 

4 

26    -    - 

6  years 

5  5  1 

Appleby  and  Kendal    -        -        -        - 

41 

2    13 

444    2 

8 

H 

10    -    - 

66  years 

»  410 

Brough  and  Bowes,  and  Maiden  Castle 
and  Barrow's  Brow  to  the  Coal  Works 
(United) 

}" 

2      0 

/    700    - 
I      50    - 

- 

3 
2 

— 

— 

- 

Brough  and  Eamont  Bridge 

19 

7    38 

2,979    - 

- 

3 

— 

— 

— 

Broush  and  Middleton        -        -        - 

17 

0      0 

1,620    - 

- 

one  penny 

— 

— 

— 

Heronsyke  and  Eamont  Bridge    - 

85 

2      0 

10,860    - 

- 

2f 

— 

— 

— 

Kirkby  Lon8dHle,Kenda],andMilnthorpe 

25 

0      0 

2,214  19 

- 

^ 

— 

— 

— 

Kirkby,  Stephen,  and  Hawes 

12 

4      0 

895    3 

6 

2 

— 

• — 

— 

Milnthorpe  and  Levens        -        •        - 

11 

5  110 

2,566  11 

7 

2 

— 

— 

— 

213 

6    24 

23,209  18 

3 

— 

36    -    - 

— 

S8  911 

WILTS: 

Amesbury  ------ 

52 

6    10   . 

3,562  10 

_ 

4 

... 



— 

Bradford     ------ 

13 

0      0 

1,230    - 

- 

4  to  6 

— 

■ 

— 

Burford,  Leachlade,  and  Swindon 

18 

3    11 

1,000    - 

. 

H 

— 



— 

Calne 

8 

5    36 

400    - 

. 

5 





— 

Calne,   Hillmarton,  and  Lyneham,    or 

6 

0      0 

1,100    - 

- 

2 

— 

— 

^ 

Second  District 

Draycot  or  Upper  District  -        -        - 

10 

0      0 

443    7 

10 

2 



_ 

— 

Everley       ------ 

20 

2  110 

600    . 

- 

44 

— 

— 

— 

Holt 

13 

2  176 

717    - 

. 

2 

— 

— 

— 

Kennet  and  Amesbury         -        -        - 

23 

1     29 

5,900    - 

_ 

3 

— 



— 

Malmesbury,  First  District  - 

16 

2    25 

1,600    - 

•- 

di 

— 

— 

— 

Ditto     -     Second  District       - 

49 

4      0 

9,105    7 

- 

3 

— 

— 

— 

Ditto     -     Third  District 

17 

7     18 

7,660    - 

.. 

2 

— 

-. 

— 

Marlborough  and  Froxfleld 

8 

0      0 

100    - 

- 

4 

— 

— 

— 

Marlborough  and  Salisbury 

37 

0      0 

(3,290    - 
I  1,100    - 

~" 

one  penny 

}    - 

— 

- 

Marshfleld 

12 

4      0 

700    - 

- 

4 

— 

— 

Melksbam  .«---. 

10 

2  132 

6,157  10 

- 

3i 

— 

— 

— 

Swindon,  Calne,  and  Cricklade,  Third 

7 

1     66 

2,450    - 

- 

2 

— 

— 

— 

District. 

Swindon  and  Christian  Malfbrd,  First 

14 

4    81 

8,755    - 

.. 

2 

-* 

— 

— 

District 

Swindon  and  Coldharbour   ... 

3 

4    88 

475    - 

_ 

6 





— 

Swindon,  Hungerford,  and  Marlborough 

22 

7  131 

762    3 

1 

5 

— 

— 

— 

(United). 

Swindon  and  Marlborough  -        -        - 

10 

5    50 

487  10 

- 

5 

— 

— 

'— 

Trowbridge          -        -        -        -        - 

85 

1     22 

571     - 

- 

4 

— 

— 

— 

Westbuiy    ------ 

20 

5    34 

1,060    - 

- 

3 

— 

— 

— 

Wootton  Bassett  and  Marlborough 

10 

3      0 

1,750    - 

- 

1 

— 

— 

-" 

442 

0    89 

55,866    7  11 

— 

— 

- 

WORCESTER: 

* 

Birmingham  and  Bromsgrove 

12 

1     20 

_ 

■ 

Birmingham,  Redditeh,  and  Pershore  - 

13 

2      0 

3,376    - 

- 

4 

176 

I9jma 

m  16 ' 

Broadway  and  Mickleton    ... 

5 

2    82 

f    500    - 
<     200    - 
L      67  13 

5 

34 
3 

none 

}  - 

— 

- 

DoglaneGate      -        -        .        .        - 
Droitwich  Roads         .... 

8 
86 

7  173 
6    76 

696    - 
2,360    - 

- 

3 
8» 

60 

Digiti2 
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BBTURN   RELATING   TO   TURNPIKE   TRUSTS. 


LI 


COUNTY 

ANJ> 

Length  of  Road« 

Bonded  Debt, 
31  St  December 

Rate 

of 

Amount 

of 

Bonded  Debt 

Length  of  Time 

during  which  such 

Debt  has  been 

Unpaid 

Interest  due 

upon  such 

Unclaimed 

Debt. 

NAMB    OF    TRUST. 

1869. 

Interest. 

Unclaimed. 

Dndaimed. 

Wo  R  CBsTER — continued. 

MUetfiir,  yds. 

£.     $.   d. 

Per  cent. 

£.    ».   d. 

£.    9.   d. 

Dudley  and  Brettell  Lane,  and  Pedmore 

24    0  164 

1,090    -    - 

3 

— 

— 

- 

and  Rowley  (United). 

Dudley,   Halasowen,  and  Bromsgrove; 

31    1  104 

2,325  18    - 

2 

400    -    - 

since  1868 

48    -    - 

Dudley  and  New  Inn;  and   Dudley 

and  Wolverhampton  (United). 

Evesham,  Firot  District,  Bretforton  and 

18    0  191 

1,300 

4 

— 

— 

— 

Stonebow  Divisions  (United). 

Evesham,  Pewhore  Division 

21     1   181 

— 

— 

— 

— 

— 

Evesham  and  Alcester,  Evesham  District 

4    6  170 

250    -    - 

5 

— 

— 

— 

Hundred  House,  First  District     - 

26    2    20 

1,680 

3 

50    -    - 

33  years 

66    -    - 

Ditto     -     -    Second  District - 

6    7    66 

1,487  18    2 

none 

— 

— 

— 

Inning's  Une     •        -        -        -        - 

3    0      0 

50 . 

5 

— 

— 

""" 

Kidderminster     -        -        -        -        - 

67    4  209 

800    -    - 

5 

— 

— 

— 

Shelsley 

3    5  204 

300    -    - 

4 

— 

"~ 

""• 

Stourbridge,  First  District  .        -        - 

21    3    96 

1,636  10    - 

5 

— 

"^ 

"~" 

Ditto    -     Second  District      •  - 

4    4    76 

196  16    " 

5 

— 

"~ 

— 

Tenbury      -        -        -        -     •   - 

17    0      0 

200    -    - 

4 

— 

— 

— 

Tinker's  Gate 

3    2    44 

200    -    - 

3 

— 

""• 

~~' 

Dpton-upon-Sovem     -        -        -        - 

22    0  137 

350    -    - 

4 

— 

— 

~"~ 

Welch  Gate 

10    6    60 

1,016  13    4 

3ft 

6  13    4 

41  years 

12    5    4 

"Worcesier,  Barboume  Roads 

10    1  19!2 

— 

— 

— 

— 

— 

Ditto    -    Braiisford  Roads 

19    5    28 

— 

— 

— 

— 

■ — 

Ditto    -    Broadwas  Roads 

10    2    33 

— 

— 

— 

— 

— 

Ditto   -    Henwick  and  Martley Roads 

29    3  156 

— 

— 

— 

— 

— 

Ditto    -   London  and  Stonebow  Roads 

21     0    66 

— 

— 

— 

— 

— — 

Ditto   -   Lowesmoor  Roads     - 

15    2      0 

1,950    -    - 

4* 

— 

— 

— 

Ditto    -    Powick  Roads  -        -        - 

30    1  105 

— 



— 

— 

— 

Ditto   -    Upton  Roads     -        -        • 

19    7      0 

— 



""■ 

"~~ 

"~~ 

518    4    12 

21,911     8  11 

— 

681  13    4 

— 

268    1  11 

YORK: 

Balby  to  Worksop       .        -        -        ^ 
Barnsdale  and  Leeds  and  Branch 

15    2    10 
28    4      0 

2,443    -    - 
6,716  18    - 

3 

72 

since  1858 

27  3  e 

Bam»ley  and  Grange  Moor  - 

12    0      0 

2,600    -    - 

n 

"^ 

Barnsley  and  Pontefract      -        -        - 

11     0  135 

650    -    - 

5 

~ 

Bamsley  and  Shepley  Lane  Head 

8    2  121 

/ 1,350    3    2 
t  2,407  15    9 

one  penny 
none 

jl,600  17    2 

since  1860 

— 

Bawtry  and  Selby        -        -        -        - 
Bawtrr  and  Tinsloy     -        -        -        - 

28    4  191 
16    2  178 

4,030  10    - 
2,803  14    - 

2i 
0 

— 

— 

= 

Beverley,  Hessle,  and  North  Cave 

24    0      3 

2,276    -    - 

2i 

~"" 

Beverley  and  Kexby  Bridge,  and  Bever- 

44    0      0 

1,500    -    - 

8 

^^ 

lev,  Molescrofk,  &c.  (United). 

Birstaland  Huddersfield     -        -        - 

8    4    98 

— 

~" 

"■• 

Boroughbridge  to  Catterick  and  Pierse- 

34    0      0 

760    -    - 

3* 

bridge. 
Boroughbridge  and  Durham  (Part)       - 
Bradford  and  Huddersfield  -        -        - 

31     2  144 
8    0    78 

12,139  12    9 

5 

275  10    8 

since  1826 

632    4    7 

Bradford  and  Wakefield 

11     4  155 

1,600    -    - 

4 

""• 

Brampton  and  Hooton  Roberta    - 
Brough       .----• 
Collingham  and  York           -        -        - 

4    5    64 

8    1  199 

2,673    6    8 
1,025    -    - 

5 
3 



— 

— 

12    0    77 

2,375 

2 

— 

•~* 

— 

Colne  and  Broughton           -        -        - 

8    0      0 

1,381  11     7 

2 

— 

~ 

Dewsbury  and  Ealand          -        -        - 
Dewsbury  and  Leeds   -        -        -        - 

9    6      0 
8    0      0 

43  10    - 

6 

89    7    6 

since  1862 

10    1  IL 

Doncaster  to  Bawtry  -        -        -        - 
Doncaster  and  Salter's  Brook       - 

Doncaster  and  Selby    -        -        -        - 

8    6    68 
81     2    58 

19    2      0 

1,061     8    6 
ri0,600    -    - 
\  8,236    8    9 

6 

5 

none 

}  = 

— " 

*"■ 

Doncaster  and  Tadcaster     -        -        - 

27    8    13 

6,800    -    - 

3» 

— ' 

^^ 

""" 

Doncaster  and  Thome         -        -        • 

9    4    52 

1,376    -    - 

3 

~^ 

Dudley  HiU,  KUUnghall,  and  Harrogate 
Dunford  District          .        .        -        - 

27    5  169 
2    4      0 

1,350    -    - 
/   1,094    2    6 
i      460    -    - 

6 

one  penny 
8 

}  = 

— 

— 

Elland  and  Brighouse           -        -        • 
Elland  and  Saddleworth       -        -        * 

5    2      0 
8    6    30 

10,797  12    1 
6,723  17     7 

6 
5 

170    -    - 

81  years 

263  10    - 

28    0      0 

2,290    -    - 

6 

~~" 

Gisbume  and  Long  Preston 
Godley  Lane       -        -        -        -        - 
Greenfield  and  Shepley  Lane  Head       - 
Harrogate  and  Hewick,  and  Ripon  and 

15    3  148 

16      0 

14    6  154 

81     1     15 

1,738  15    - 

2,081     8    7 

1,898  16  11 

925    -    - 

3 

3 

none 

5 

65    -    - 

above  80  years 

~~ 

Pateley  Bridge  (Uirited). 
Hedon  and  Hull  -        -        -        -        - 

7    7  113 

1,120    -    - 

3 

— 

— 

— 

Hedon  and  Pattrington        - 

12    3  140 

975    -    - 

3 

"~~ 

Holme  Lane  End  and  Heckmondwike  - 

4    3  165 

1,800    -    - 

4 

"~ 

Holmfirth  District       -        -        -        - 

4    1     63 

/  3,944  18    - 
1     866    -    - 

one  penny 
2 

1    85^-    - 

— 
18  years 

49  19  11 

Huddersfield  and  New  Hey 

19    3    96 

8,980  13    4 

n 

9  years 

17    4    8 

Haddersfleld  and  WoodhMi4 

Hull  and  Beverley       -       .       -       - 

Hull,  and  Hedon,  New         -       -       - 

18    8    91 

8    4    21 
8    4    88 

2,087    7    6 

675 

10,471     1    8 

8 

2* 

H 

10 

since  1847 

_ 

HuU,  Hossle,  and  Ferriby   -        -        - 
Hull  and  Kirk  BUa      -        .        -       - 

4  2      0 

5  6      0 

1,000    -    - 
1,081  16    1 

3 

— 

— 

— 

Keigbley  and  Kendal,  Yorkshire  District 
Kirkatall,  Otley,  and  Shipley.       - 

87    2    61 

18,085    9  U 

u 

— 

"■^ 

"~" 

16    4  208 

— 

— 

— " 

Knaresborough  and  Greenhammertcm  * 

6    8  199 

820    -    - 

none 

"" 

"■ 

^nQ 

B  A 
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RETURN   RELATING   TO   TURNPIKE   TRUSTS. 


COUNTY 

Bonded  Debt, 

Rate 

Amount 

Length  of  Time 

Unpiid 
Interest  doe 
upon  Bad 

AKD 

Length  of  Road. 

31  St  December 

of 

of 
Bonded  Debt 

during  which  such 
Debt  has  been 

NAME  OF  TRUST. 

1869. 

Interest 

Unclaimed. 

Unclaimed. 

UncUimed 
Debt 

York — continued. 

MUes  fur.  yds. 

£.      s.   d. 

Per  cent. 

£.    s.   d. 

£.  I.& 

Knaresborougll  and  Pateley  Bridge     - 

13    3  120 

2,896    4    - 

8 

Leeds  and  BirAtal       .        -        .        . 

6    6    89 

11,685    -    - 

3 

— 

_ 

_ 

Leedfl  and  Collingham        ... 

6    7  110   / 

700    -    - 
8,020    -    - 

8 
one  penny 

}     - 

— 

— 

LeedK  and  Elland        .... 

0    6      9 

1,000 

4 



Leeds  and  Harrogate  -        .        .        - 

12    0      0 





Leeds  and  Otley  -        .        .       .       . 

10    6    60 

717    -    - 

6 

— 



.. 

Leeds  and  Whitehall  -       .       -       - 

17    1  106   1 

1,500    -    - 
26,632    6    4 

8 

none 

X     - 

■ 

— 

— 

Lees  and  Hebden  Bridge     -       -        - 

8    8    83 

4,381  18    8 

H 

J 

_^ 

__ 

Lockwood  and  Meltham      ... 

4    2    13 

1,305    -    - 

2 

60    -    - 

17  years 

17  -  - 

Middleton  Tyas    Lane  End  to  Greta 

15    1     72 

616  20    - 

8 

Bridge  and  Bowes. 

Mytholmroyd  and  Blackstone  Edge     - 

6    4      0    1 

3,200    -    - 
2,880    -    - 

n 

none 

/ 

80    -    - 

.. 

— 

New  Mm  District       .       .       -        - 

8    2    70 

1,109    2  11 

none 

upwards  of  20  years 

_ 

Otley  and  Skipton       .... 

15    0      0 

1,467  U    3 

9) 

__ 

Redhouse  and  Crofton         ... 

11    4  156 

2,275  14    3 

3 

^^^ 

^_ 

Richmond  to  Lucy  Cross,  and  Gilling 

8    4      0 

650    -    - 

1 



^_^ 

to  Qatberley  Moor. 

Richmond  and  Reeth  .... 

10    0  200 

10,270    -    - 

6 



Rochdale  to  Halifax  and  Elland  - 

21     4      1 

1,830    -    - 

5 

^^ 

Rotherham  and  Barnby  Moor      - 

18    2      0 

4,100    -    - 

n 



_, 

Rotherham  and  Pleasley     .       .       - 

18    7  190 

2,473  16    1 

4 





_ 

Rotherham  and  Wortley      .        .        - 

7    2      0   { 

2,188 
1^660    -    - 

4 
3 

}  : 

__ 

_ 

Salterhebble,  Stainland,  and  Sowerby 

Bridge, 
fieacroit  to  Scholes      -        -        .        - 

6    0      0 

1,150    -    - 

4 

._ 

- 

1    6  124 

2,839    -    - 

6 

Sedbergh 

61    0      0 

806    -    - 

4 

___ 



__ 

Selby  and  Leeds         .       .        .       . 

16    8  205    / 

1,101    4    6 
612  17    2 

44 
6 

I      _ 
i 

__ 

.. 

Selby  and  Market  Weighton 

18    1  200 

2,160    -    - 

8 

^^ 

Shipley  and  Bramley  .... 

7    1  212 

1,302  12    6 

2i 

___ 

^_ 

„. 

Skipton  and  Clitheroe  .... 

18    2      0 

3,780 

4 

__ 

_ 

^ 

Skipton  and  Craco      .        .        -        - 

6    0      0 

2,060    -    - 

H 

_ 

_ 

Skipton  and  Knaresborongh 

24    3  186 

1,946    -    - 

4 



~ 

^^ 

Stockton  and  Middlesbrough 

1     6    11 

5,700    -    - 

6 

__ 

_ 

Sunk  Island 

8    4    60 

— 

.__ 



_ 

Tadcaster  Bridge  to  Hob  Moor,  Lane 
End. 

8    2      7 

— 

— 

— 

— 

- 

Tadcaster  and  Halton  Dial  ... 

11    8  168    [ 

100    -    - 
600    -    - 

6 

}      - 

«_ 

«« 

Tadcaster  and  Otley    .       .        -       - 

18    6    67 

2,800    -    - 

6 

J 

__ 

Thirsk        ..-.-- 

29    7    38 

4,188    6    8 

8 

60    -    - 

from  1860 

48  1  8 

Thirsk  and  Masham    -        .        .        - 

16    7    33 

1,019  18    9 

8 

Thirsk  and  Yarm        -        .        .        . 

19    6  213 

6,947     7  10 

8 

___ 

_ 

Tuisley  and  Doncaster  (United)  - 

18    2  128 

1,190    8    6 

6 

___ 

Todmorden         -        -        .        -        - 

27     1    97 

6,605    -    - 

4i 

__ 

- 

Wadsley,  Langset,  and  Sheffield  - 

13    7  132 

16,930    4    4 

5 



__ 

Wakefiel.l  and  Aberford      ... 

11    5  146 

1,916    -    - 

3 



__ 

Wakefield  and  Austerlands  ... 

27    6  189 

— 

_^ 

__ 

Wakefield  and  Denby  Dale 

11     3  166   1 

4,6-26    1     4 
7,846  10    - 

2 

none 

233  16    - 
186  16    - 

from  1862 
firoml864 

81  18  7 
22   8  - 

Wakefield  to  Sheffield         .       .        - 

22    0  210 

6,882    1  10 

4&5 

Wakefield  and  Weeland      - 

16    3    12 

860    -.    - 

8 



__ 

Wetherby  and  Knaresborough     - 

14    6    48 

— 

__ 

._ 

Winston  Bridge  -        -        .        -        - 

14    3    77 

2,060 

8 

_^ 





Worksop  to  Atterdiflfe        -       -       . 

16    2    11 

7,601  16    - 

8 

__ 



__ 

York  and  Boroughbridge     .        .        . 

17    1  139 

— 



.^ 

^__ 

_^ 

York  to  Kexby  Bridge,  and  Grimston 

19    4    66 

— 



_^ 

,__ 

._ 

to  Stone  Dale. 

__^ 

._ 

York  to  Oswaldkirk  Bank  -        -       - 

18    3    86 

8,216 

n 

— 

— 

- 

1,466    0  130 

337,117    2    5 

— 

2,979    4  11 

— 

1,163   7  5 

NORTH  WALES: 

ANGLESEY: 

Beaumaris  and  Menai  Bridge 

4    3      0 

700    -    - 

6 

Shrewsbury  and  Holyhead  ... 

108    4      0 

648  16    - 

6 

648  16    - 

from  18  to  48  years 

1,073   9  10 

CARNARVON: 
Carnarvonshire  .       -       .       -       - 

112    7      0 

1,248  16    - 

— 

648  16    - 

— 

1,073   910 

106    0      0 

8,180 

4 

886 

28  years 

884  -  - 

Penmachno        ..... 

7    2  174   1 

400 

880 

3 

one  penny 

1   880    -    - 

forgery  many  years 

- 

Porthdinllaen  and  Nanthwynant  - 

43    0    80  1 

612    1    9 
640    -    - 

2 
2* 

}  - 

— 

— 

Tspytty 

10    0      0 

1,188    7.6 

— 

— 

— 

— 

166    8    34 

6,760    9    3 

— 

1,166 

364  -  - 
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COUNTY 

AND 

NAME   OF  TRUST. 

Length  of  Road. 

Bonded  Debt 

31st  December 

1869. 

Rate 

of 

Interest. 

Amount 

of 

Bonded  Debt 

Length  of  Time 

during  which  such 

Debt  has  been 

Unclaimed. 

Unpaid 

Interest  due 

upon  «uch 

Unclaimed 

Debt. 

DENBIGH : 

Bamhill  and  Wrexham       ... 
Denbigh  and  Pentre  Voelas 
Uanrwst    ^    .   - 
Llanrwst  and  Abergele        ... 

Huthin  to  Mold 

St.  Asaph  and  Conway        -       -       - 
Wrexham  to  Denbigh  through  Ruthin 
Wr«xham,  Cerrig-y-Druidion  Branch  - 
Wrexham,  Ruabon,  and  Llangollen     - 

MOea  far.  ydt, 

11    2    10 

16  0      0 
19    6      0 

17  6      0 
10    0      0 
21    0      0 
26    7      0 
14    0      0 
32    0      0 

• 
£.    s.    d. 

2,121  11     2 
1,600    -    - 

100    -    - 

10,000    -    - 

1,028    1     4 

2,790    -    - 

2,896  13    7 

100    -    - 
2,024    8    1 

Percent. 

4 

one  penny 

6 

4 

2i 
4 
6 
6 
4 

£.    9,   d. 

100    -    - 
184    -    - 
163  12    - 

10  years 

16  years 

17  years 

£.    *.   d. 

60    -    - 
26  12    - 
72    4    6 

167    6    10 

22,660  14    2 

- 

447  12    - 

— 

148  16    6 

FLINT: 

Chester  and  Northop  -       -       -       - 
Denbigh  and  llhyddlan       - 
Flint,  Holywell,  and  Mostyn 
Lower  King's  Ferry    -        -        -        - 
Mold  and  Broughton  and  Branch 
Mold  and  Denbigh      -        •        -        - 
Overton  District          .        .        -        - 
Pontblyddyn  and  Llandegla 
Whitchurch  and  Marchwiel 
Wrexham  and  Mold    .       .       -       - 

11     0      0 
18    0      0 
63    7    63 
32    6      0 
14    6      0 

26  4      0 
23    0      0 
13    0      0 

27  0      0 
11    0      0 

3,810    4    3 
60    -    - 

6,922 

20,695  19    2 

1,238    -    - 

600    -    - 

400    -    - 

1,860    -    - 

2,876 

1,894 

3 
6 
3 

one  penny 

4 
4 
6 
3 

4 
4 

— 

— 

— 

240    6    63 

40,146    3    6  1        — 

— 

— 

— 

MEHIONETH: 

Aberdovey  District     -       .        -       - 

Bala  District 

Dolgelly,  Mowddy,  and  Towyn    - 

Edeimion 

Feetiniog,  Maenturog,  and  Harlech     - 
Portmadoc  and  Beaver  Pool  Bridge    - 

16    1  170 
63    6      0 
95    4      0 
34    2  206 
46    0      0 
13    2  149 

666  13    6 
1,666    -    - 
6,134  10    6 
1,887    -    - 
3,331     -    - 
4,846    -    - 

6 
3i 

4i 

1,740 

varying  from  6  to  20  years 

670    2  11 

269    0    86 

17,619    4    - 

— 

1,740    -    - 

— 

670    2  11 

MONTGOMERY: 

CHgwrgon,  Bettws,  and  Tregynon 
Montgomery,  Second  District 

Montgomeryshire,  First  District : 
Abermule  by  Glanmule,  &c.  - 
Abermule  to  Llandyssil  and  Goitre 

Road. 
Berriew  to  the  Addfa   -       -       - 
Efelfach  to  Tregynon   -       -       • 
Llangerrig  to  T^ycoed 
Llanidloes  to   Steddfagerrig  and 

Tyhrch. 
Llanidloes  through  Trefeglwys  to 

CaerswB,  &c 
Montgomery  to  Garth  Mill  - 
Newtown  wad  Caersws  to  Pont* 

dolgoch. 
Kewtown  to  Canmant  Bridge 
Newtown  and  Kerry  to  the  Blue 

BeU. 
Kewtown  to  Llanidloes 
Newtown  to  New  Mills  Bridge     • 
Newtown  to  Talurddig 

Montgomeryshire,  Second  District 
Montgomeryshhre,  Third  District 
Montgomeryshire,  Blackwaters  and  Red- 

Montgomeryshhre,  Fourth  District 

6  6      0 
63    2      0 

8    6      0 
3    0      0 

10    0      0 

7  0      0 
3    0      0 

22    4      0 

10  0      0 

2    6      0 
2    2      0 

8  0      0 

11  0      0 

13  4      0 

7  0      0 

14  0      0 

8  4      0 

99    2      0 
86    6      0 

12  4      0 

69    6  197 

7,200    -    - 
2,684    -    - 

1,397 

564    -    - 

1,632    -    - 

l,79r-.    - 
220 

630r-    , 

6,676    -    - 
2,407    -    - 

1,933 

1,468    .    - 

3,642 

800    -    - 

10,392 

676  16    - 

6,619  10    - 

3 
3 

6 
6 

3 

6 
6 

6 

6 
6 

6 
6 
6 
6 

4 
4 
6 

6 

100 

90 

20 

_ 

not  known 

8  years 
22  years 

36    2    ft 
22 

466    3  197 

49,616    6    - 

— 

210    -    - 

67    2    6 

438. 
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Google 


i8 


RETURN   RELATING  TO   TURNPIKE   TRrSTS. 


SUMMARY. 


COUNTY. 


ENGLAND : 

Bbdfokd   -  -  -  -  - 

Berks        -  -  -  -  - 

Bucks        -  - 
Caubbidob 

Chbstbb    -  -  -  -  - 

Cornwall  .  .  -  - 

Cumberland  -  ^  -  • 

Derby       -  .  •  -  - 

Devon        -  .  -  -  - 

Dorset      •  -  -  .  - 

Durham    -  -  -  -  - 

Essex        -  -  -  -  - 

Gloucestbr  -  -  -  - 

Hants        .  -  .  -  - 

Hereford  .  -  -  - 

Hertford  .  -  -  - 

Huntingdon  -  -  -  - 

Kent          .  .  -  -  - 

Lancaster  .  -  -  - 

Lbicestbb  -  -  -  - 

Lincoln     -  -  -  -  - 

Middlesex  -  -  -  - 

Monmouth  .  -  -  . 

Norfolk    .  -  -  -  - 

Northampton  -  -  -  - 

Northumberland    -  •  - 

Nottingham  -  .  -  - 

Oxford      -  -  -  •  - 

RUTLAND    -  -  -  -  - 

Salop         -  -  -  -  - 

Somerset  -  -  -  -  - 

Stafford  -  -  .  -  - 

Suffolk    -  -  -  -  - 

Surrey     -  -  -  -  - 

Sussex      -  -  -  -  - 

Warwick  -  -  -  -  - 

Westmoreland  .  .  . 

Wilts 

Worcester  .  .  -  . 

York-       -  -  -  -  - 

NORTH  WALES: 

Anglbsby  -  -  -  -  - 

Carnarvon  -  .  -  • 

Denbigh   -  -  -  -  - 

Flint         -  -  -  -  - 

Mbrionbth  -  .  .  . 

hontoombry  -  -  -  - 


Length  of  Road. 


Miles  Jur,  yds. 
85    0  155 


147 
118 
201 


6  37 

7  155 
7    53 

477  7  124 
405  3  101 
362  7  50 
470  3  77 
096  7  122 
433    0  152 

3  18 

4  22 

4  96 
1    15 

267  6  141 
204  1  154 
100  1  211 
1  153 

5  162 


312 

28 

750 

941 


355 

607 


346  0  130 


368 
81 


1  26 
1  163 

293  3  212 

291  3  86 

391  3  65 

428  6  111 

268  7  51 

318  3  207 

67  2   7 

703  3  176 
912  0  32 

704  2  105 
120  4  51 
125  3  112 
465  3  79 
495  3  76 
213  6  24 
442  0  89 
518  4 


12 


1,455    0  130 


112 

166 


0 
34 


167  5  10 
240  6  63 
0 


269 


85 


456    3  197 


17,692    4  141 


Bonded  Dabt, 
31st  December 


9.   d. 


£ 

10,608  3  4 

20,890  13  4 

9,961  -  - 

15,290  2  - 

88,144  17  6 

73,989  18  7 

67,652  7  11 

123,164  -  6 

322,659  16  11 

94,170  2  11 

40,774  4  - 

160  -  - 

134,041  3  8 

62,743  12  - 

18,089  2  7 

12,184  12  - 

9,914  19  5 

80,209  11  10 

270,227  7  1 
21,091  8 
32,685  4 
24,268  18 
39,555  12 

15,940  -  - 

41,867  12  9 

61,534 

45,296  7  3 

57,158  1  8 

8,172  6  6 

66,178  10  1 

126,338  19  1 

90.912  15  4 

13,993  -  - 

35,809  19  1 

125,277  2  - 

32,256  14  7 

23,209  18  3 

55,866  7  11 

21,911  8  11 

337,117  2  6 


1,248  16  - 

6,760    9  3 

22,660  14  2 

40,146    3  6 

17,619    4  - 

49,516    6  - 


2,859,846  17    - 


Rate 

of 

Interest 


Amount 

of 

Bonded  Debt 

Unclaimed. 


s.   d. 


150    -  - 

3,350    -  - 

3,330  10  - 

400    -  - 

604  12  6 

8,061     1  - 

100    -  - 

160    -  - 

1,160    6  8 

3,406    -  - 

800    -  - 


2,120  12 

- 

477  11 

3 

1,258  4 

- 

412  6 

8 

140  - 

- 

71  - 

6 

460  - 

- 

1,729  6 

8 

600  - 

- 

839  3 

6 

226  - 

- 

1,000  - 

- 

4^900  - 

- 

626  - 

- 

381  3 

4 

100  - 

- 

1,168  4 

- 

1,040  16 

- 

4,360  - 

- 

36  - 

- 

-^ 

681  13 

4 

2,979  4  11 

648  16 

- 

1,166  - 

- 

447  IS 

- 

1,740  - 

- 

210  ^ 

- 

61,198    3    4 


Length  of  Time 
during  which 
such  Debt  hag 

been  Unclaimed. 


Digitized  by 


Google 


Digitized  by 


Google 


CO 

oo 


§5 


ts 


s 


I 

I 

I 


W 


Digitized  by 


Google 


TURNPIKE    TRUSTS. 


RETURN  to  an  Address  of  the  Honourable  The  House  of  Commons, 
dated  13  June  1870;— /or, 


**  RETURN  of  the  Turnpike  Trusts  which  will  remain  on  the  1st  day  of 
July  next  arranged  in  Two  Divisions,  viz.,  those  which  are  Free  and  those 
which  are  not  Free  from  Bonded  Debt,  distinguishing  those  (a)  where  the 
Local  Act  has  not  expired  from  those  (b)  where  the  Local  Act  has 
expired ;  stating,  in  each  case,  the  Year  when  the  Local  Act  will  expire  or  did 
expire,  the  Amount  of  Tolls  received  in  1 868,  and  the  Amount  of  Bonded 
Debt  on  the  31st  day  of  December  1868  ;  and,  in  regard  to  Division  2  (6), 
stating,  in  addition,  the  Amount  of  Bonded  Debt  at  the  Date  of  the 
Expiration  of  the  Local  Act,  and  the  Amount  of  Debt  paid  off  during  the 
last  Ten  Years  (from  1859  to  1868  inclusive)  at  Par,  or  by  Composition, 
and  the  Amount  of  Composition  so  paid" 


Home  Office,  WhitehaU,!  jg    g    KNATCHBULL-HUGESSEN. 

27  June  1870.  J 


{Mr.  KnatchbulUHugessen.) 


Ordered,  hy  The  House  of  Comiuons,  (o  he  Printed, 
1  Juli/  1870. 


Digitized  by  V^OOQIC 

J37. 


RETURN    RELATING   TO   TURNPIKE   TRUSTS. 


Return  of  the  Turnpike  Trusts  which  will  remain  on  the  Ist  day  of  July  next,  arranged  in  two 
Divisions,  viz.,  those  which  are  Free  and  those  which  are  not  Free  from  Bonded  Debt,  distinguishing 
those  (a)  where  the  Local  Act  has  not  expired  from  those  {b)  where  the  Local  Act  has  expired ;  stating 
in  each  case  the  Year  when  the  Local  Act  will  expire  or  did  expire,  the  Amount  of  Tolls  received  in 
1868,  and  the  Amount  of  Bonded  Debt  on  the  Slst  day  of  December  1868 ;  and  in  regard  to  Division  2  (h\ 
stating  in  addition  the  Amount  of  Bonded  Debt  at  the  Date  of  the  Expiration  of  the  Local  Act,  and  tie 
Amount  of  Debt  paid  off  during  the  last  Ten  Years  (from  1859  to  1868  inclusive)  at  Par,  or  by  Compoa- 
tion,  and  the  Amount  of  Composition  so  paid. 


Division  I  (a). — ^Turnpike  Trusts  Free  from  Debt,  where  the  Local  Act  Jtas  not  expired. 


COUNTY, 
AND  NAAIE  OF  TRUST. 


County  of  Bucks : 

Colnbrook,  Datchet,  and  Slough 

County  of  Cambridge : 

Cambridge  and  Ely  («  The  South  DUtrict  *') 
Stump  CroM  .        -        •         .        . 


County  of  Chester  : 

Nantwich  and  Woore       .... 
Stockport   and   Warrington  and  Washway 
(united;* 


County  of  Cumberland : 

CarlUle  and  Temon         ... 

County  of  Derby : 
GreenhiU  Moor  and  Eckington 

County  of  Durham : 

Gateshead  and  Hexham   •        -        - 

County  of  Lancaster : 

Standedge  and  Oldbam    .        .        - 

County  of  Leicester : 

Hinckley  and  Narborough 

Market  Harborough  and  Loughborough 


Date 

at  which  the 
Local  Act 
will  Expire. 


1872 


1873 
1872 


1874 
1877 

unlimited 

1871 

1876 

1884 


1373 

1884 


TolU,  1868. 


963  13     4 


1,396     -    - 
328  IS     4 


1,724  13     4 


492  18     1 
2,483  18     3 


2,976  16     4 


131 


825 


937     4 


£63    - 


1,185     9     1 
2,534     3     5 


3,719  12     6 


COUNTY, 
AUD  NAME  OF  TRUST. 


County  of  Lincoln : 

Lincoln,  Newark  Road  .         .         •         . 
„        Sleaford  Road .         -         -         . 
Spiltby,  BurtonV  Comer  District    - 

County  of  Middlesex : 

Metropolis  Roads,  North  of  the  Thames    - 

County  o{  Norfolk : 

Ely  to  Downham  ("  The  North  District'*) 

County  of  Northampton : 

Banbury  and  Lutterworth  Road,  Banbnry 
to  Drayton        -         -        •        -         - 
Ditto     *-      Lutterworth  to  Badby 

County  of  Nottiqgham: 

Nottingham  and  Newhaven,  First  District 


Yco?U 


County  of  Somerset : 


County  of  Stafford : 

Lawton,  Burslem,and  Newcastle  ^u  nder-Lyme 

County  of  Sussex : 

Beach  Down  to  Heathfield,  Robertsbridge,  8cc. 
Brighton,  Shoreham,  and  Lancing  • 

County  of  York: 

Sunk  Island  ..... 


Date 

at  which  the 

TiOcalAct 

will  Expire. 


1872 
1872 
1876 


1884 
1873 


1871 
1871 


1877 
1873 

1880 


1873 
1872 


unlimited    • 


Tolls,  186S. 


£.  I.  d 

363  6  8 

660  -  - 

m  6  8 


1,197  is  4 


23,641  6 


595 


908  -  - 
i6K\h   - 


1,392  15  - 


*  The  Loeal  Act  for  the  Washway  (Croasford  Bridge  to  Altrincham)  Trust  expired  in  1848. 


2,220  - 
1,300  - 
2,402    - 


279  10  - 
1,504    9  5 


Division  I  {b). — Tuenpike  Trusts  Free  from  Debt,  where  the  Local  Act  has  expired. 


COUNTY, 
AND  NAME  OF  TRUST, 


County  of  Bedford : 

Paddlehill 

County  of  Cambridge : 

Arrington       ------ 

Hauxton  and  Dunsbridge  .         -        . 

Paper  Mills   ------ 

County  of  Chester : 

Chester  and  Tartrin  -        -         -        - 

Stockport  and   Warrington  and  Washway 

(united)  •  -        -        -        -         -         - 

County  of  Cumberland : 

Kingstown  and  Westlinton  Bridge     - 
Longtown      ------ 

County  of  Gloucester : 

Cheltenham  and  Tewkesbury     -         -        - 
Maisemore     ------ 

Northgate      ------ 

Over     -        -        -        - 

Stow  and  Moreton  ( united)       -         .         - 
Tewkesbury  ------ 


Date 

at  which  the 
Local  Act 
Expired. 


Tolls,  1868. 


1835 


1838 
1849 
1836 


1860 
1848 


1848 
1861 


183d 
1864 
1848 
1864 
1863 
1847 


£,    t.     d. 

235  16     - 


661  - 
610  - 
640  16 


8 


1,911   16     8 


720 


COUNTY, 
AND  NAME  OF  TRUST. 


96  16 
247  15 


344  12 


951  5  - 

679  11  8 

605  14  4 

1,385  -  - 

2,292  15  2 

1,767  4  - 


7,681   10     2 


County  of  Hants : 

Isle  of  Wight  HiRhways- 
Portsmouth  and  Shetrtbridge  - 
Southampton,  South  District  - 
Winchester,  Upper  District     - 

County  of  Hertford : 

Cheshunt    ------ 

Wadesmill 

County  of  Kent: 

Dover  to  Barham  Downs  .  -  . 
Tonbridge  --.-.. 
Whiutable  --.--. 

County  of  Lancaster; 

Crossford  Bridge  and  Manchester     - 
Manchester  and  Saltersbrook  -         -        - 

County  of  Leicester : 

Bridgeford  Lane  and  Kettering  (South  part 
of  Northern  Division)  -         .         . 

Burton  Bridge  to  Market  Bosworth  - 
Melton  Mowbray  .        -        -        -        • 


Date 

at  which  the 

Local  Act 

Expired. 


Tolls,  1868. 


1834 
1842 
1844 
1838 


1864 
1842 


1844 
1866 
1845 


1862 
1847 


1844 
1862 
1846 


The  Local  Act  for  the  Stockport  and  Warrington  Troit  does  not  czpiic  nntQ  IVVbV  ^^^  O  O  Q 


£.     «.  i, 

2,509    -  - 

1,203    -  7 

477  16  7 

839  14  1 


5,034  10   3 


2,147    8    4 
805  10    - 


2,958  18    4 


676    4    1 

1,108    -   - 

259    2    S 


1,943    6    5 


482  14  11 
715  -  - 
968J5_4^ 

2,166  10   3 


RETtntK   RfiLAWKG  TO  TURNWRK  TIIU6TS. 


Division  I  (6). — ^Tarnpike  Trusts  Free  from  Debt,  where  the  Local  Act  has  expired — continued. 


COUNTY, 
AND  NAME  OF  TRUST. 


Date 

at  which  the 

Loeil  Aer 

Expired. 


ToIU»186d. 


COUNTY, 
AND  NAME  OF  TRUST. 


Date 

at  which  the 

Loeal  Aet 

Expired. 


TolW  1868. 


County  of  Lincoln : 

Bonrn  ------- 

Bridge  End    ------ 

I>eepiDg  and  Morcott        .         .         .        - 
Poston  Bridge  and  Witham  Common 
Spalding  Barrier  Bank    -         -         •         - 

County  of  Monmouth : 
Cfacpttow     -       -       -       - 

County  of  Norfolk : 

I^-SmB,  Bast  Gate  -  -  -  -  - 
Lynn  and  Wisbech  -  -  -  -  - 
INonvieb,  Swaffham,  and  Mattishall  - 

County  of  Northampton : 

Buckingham  and  HanweU,  Lover  Division  - 
Donchitrch    ------ 

Harket  Harborough  and  Welibrd 

Warwidc  and  Northampton       .         -         - 

Co^inty  of  Northumberland: 

Alanonth  and  Hexham,  Eaattm  DiMriat  - 
Alnwick  and  Eglingham  .  -  -  - 
Wooler  and  Adderstone    -        .        -        • 

County  of  Nottingham : 

Bawtry  and  Scrooby         -        -         .        - 
Bingham        ------ 

Foaton  Bridge  to  Little  Drayton        • 
Nottingham  and  Ketteriag,  Northern  Dit- 
trict-        ------ 

County  of  Oxford : 

Bnrford,    Chipping  Norton,   Banbnry,  and 

Aynbo        ----.- 

Drayton  Lane  to  EdgehiU         -        .        . 

Oodbrd  Road         -        •        .        -        - 

^      County  of  Rmtland : 

Nottingham  and  Kettering,  South  Division 
Oakham         ------ 

County  of  Somerset : 
Badstock. 


1844 
1846 
1860 
1861 
186» 


1843 


1862 
1844 
1866 


1863 
1848 
1843 
1863 


1842 
1847 
1846 


1834 
1842 
1842 

1844 


1663 
1843 
1642 


1844 
1838 


1861 


311  10  - 

460  6  11 

724  13  3 

11  16  8 

95     -    " 


1,573  5  10 


936  16  6 


1,134  3  4 
1,550  13  4 

76^  1  8 


3^2  18  4 


748  -  - 

690  -  - 

1,165  8  4 

1,693  -  - 


4,096  8  4 


600  -  - 
228  -  - 
274  7  6 


1,002  7  6 


618  10  - 

272  10  - 

584  -  - 

336  -  - 


1,810 


1,387  2  3 
241  -  - 
182  6  8 


1,810  8  11 


605  3  - 
464  16  - 


959  18  - 


962  11  - 


County  of  Stafford: 

Ashbydela-Zeueh  to  Tutbmy 
Birmingham  and  Wednesbury  -         -        - 
Lichfield  (united)    -         -         -        -        - 

Streetway  aad  Wordsley  Green,  and  Wolver- 
hampton and  Cannock  •        .        • 
Tamworth       ------ 

Walton-in- Stone  to  Eccleshall  -         -         - 
Wolverhampton,  Old  District  -        •        - 

County  of  Suffolk : 

Ipswich  to  South  Town,  and  Darsham   to 
Bucgay      ------ 

County  of  Sussex: 

Broil  Park  Gate  to  Battle  .  -  - 

Horsebridge  and  Horeham  .  .  - 

Lewes  and  Brighton  -  -  -  . 

Midhorst  and  Sheetbridge  .  -  - 

County  of  Warwick : 

Birmingham  and  Spernal  Ash  -        -        • 
Birmingham  and  Watford  Gap,  Kingsbury 

Branch       -         -         .         -         - 
Dunchurch  and  Stonebridge 
Great  Kington  and  Wellesboume 
Rogby  and  Lutterworth    .         -         - 
Welleabourne  and  Stratford 

County  of  Worcester : 

Evesham,  Fini  District,  Pershore  Division 

County  of  York : 

Birstal  and  Hoddersfield  •  -  -  . 
Boroughbridge  and  Durham  (part)  • 
Dewsbnry  and  Ealand  •  •  .  • 
Doncaster  to  Bawtry  •  .  -  - 
Leeds  and  Harrogate  .  -  •  - 
TadcBster  Bridge  to  Hob  Moor  Lane  End  - 
Wakefield  and  Austerlandi  ,  -  . 
Wetherby  and  KnareAboroogh  -  -  - 
York  and  Boroughbridge  .        -        - 

York  to  Kexby  Bridge,  and   Grimston  to 
Stone  Dale  .        •        •        .        . 

County  of  Montgomery : 

Montgomeryshire,  First  Dwtrict: 

EfeHWch  to  Tregynon         -        .        . 
Llangerrig  to  Tynycoed     -         -         . 


1846 
1863 
1863 

1860 
1863 
1864 
1862 


1849 


1842 
1846 
1864 
1846 


1849 

1847 
1846 
1864 
1869 
1864 


1843 


1867 
1863 
1867 
1863 
1870 
1864 
1862 
1846 
1839 

1848 


1866 
1866 


856  13  4 

4,454     6  11 

1,013  17  1 

1,326    -  - 

1,011   16  4 

219  10  - 

2,926     -  8 


11,806    3     4 


1,276    - 


646  10  - 
742  13  11 
483-6 
226  19     4 


2,103     3     9 


824  18     4 


183  3 
697  10 
260  18 
326  6 
217  1 


9 


2,399  17  1 


466  6  8 


1,026  10  10 

626  13  4 

1,770  -  - 

284  16  - 

670  -  - 

485  -  - 

3,386  -  - 

390  -  - 

320  -  - 

1,065  -  - 


10,022  19  2 


29  -  - 


SFMMAKYof  Division  I. — Turnpike  Trusts  Free  from  Debt. 


COUKTY* 


(a>  Where  the  Local 
Act  has  not  Expired. 


No.       ToUs,  1868. 


(6)  Where  the  Loeal 
Act  has  Expired. 


No. 


Tolls,  1868. 


COUNTY. 


(a)  Where  the  Local 
Act  has  not  Expired. 


No.       Tolls,  1868. 


(b)  Where  the  Local 
Act  has  Expired. 


No. 


Tolls,  1868. 


Bedford    - 
Berks        - 
Backs 
Cambridga 
Chester     - 
Cornwall  • 
Comberlaad 
Derby       - 
Devon 
Dorset      • 
Darham   • 
Eesez 
Otoaoester 
Hanta      • 
Hereford  * 
Htrtlord  * 
Hnntiogdon 
Kent 


Leicester  - 
linedln  - 
Middlesex 
Monmouth 
Norfolk  - 
Northampton  • 
Northumberland 


327. 


£.   ».    d. 


953  13  4 

1,724  13  4 

2,976  16  4 

181  -  - 

826  -  - 


987     4    - 


668    -  • 

8,719  12  6 

1,197  13  4 

23,643    6  8 

695    -  - 

1,392  16  - 


£.    a.    d. 
236  15     - 


1,911  16     8 
720    -    - 

844  12    - 


7,681  10  2 

6,034  10  3 

2,962  18  4 

1,948     6  3 

6,648     -  - 

2,166  10  3 

1,673    6  10 

938  16  6 

3,462  18  4 

4,096     8  4 

1,002    7  6 


Nottingham 
Oxford     . 
Rutland    - 
Salop 
Somerset  • 
SCafibixl     - 
Sufiblk      - 
Surrey 
Sosaex 
Warwick  - 
Westmorland 
Wilts 
Worcetter 
York 


North  Wales: 

Angkiiy  -        .        . 

Carnarvon 

Denbigh    -        -        - 

Flint         -        -        - 

Merioneth 

MoBtgomery 


24 


£.      #.    d. 

2,220    -    - 


1,300    - 
2,402    - 


1,788  19    6 


120 


£.      9.  d. 

1,810    -  - 

1,810     8  II 

969  18  - 

962  11  - 

11,806    3  4 

1,276    -  - 

2,103    8  9 

2,399  17  1 


456    6     8 
10,022  19    2 


29 


^!'%im^ 


{B3 


iy^_ 


73,237    3P^ 


A  2 


RETURN    RELATING   TO  TURNPIKE  TRUSTS. 


Division  II  (a),— Turnpike  Trusts  which  are  not  Free  from  Bonded  Debt,  and  where  the  Local  Act 

has  not  Expired. 


NAMES 

OF  COUNTIES  AND 

TRUSTS. 


Revenne 

received  from 

Tolls. 


Bonded 

or  Mortgage 

Debts. 


NAMES 

OF  COUNTIES  AND 

TRUSTS. 


Rerenae 

reoeired  from 

Tolls. 


Bonded 

or  Mortgage 

Debts. 


n 


^1 


ENGLAND  AND  WALES : 


County  of  Bedford : 

Bedford  and  Kimbolton  - 
Bedford  and  Wobum 
Luton  District 


County  of  BerkB: 

Besselsleigb  to  Hungerfbrd 
Shillingford,    Walliogford,  and 

Reading    -        .         .         . 
Wallingford,  Wantage,  and  Fa- 

ringdon  •    .    -    . 


£.  #.  d. 

302  -  - 

331  -  - 

674  19  - 


£.  t.  d, 

2,456  13  4 

880  -  - 

6,183  10  - 


1873 
1871 
1877 


1,207  19 


8,470  3  4 


653  2  - 
1,176  16  8 
1,218  6  8 


1,660  -  - 
.1,166  13  4 
3,110  -  - 


4 
6 


1881 
1873 
1872 


3,048  6  4 


6,826  13  4 


County  of  Bucks : 
Bockingham  and  Towoester 


392    -    - 


County  of  Cambridge : 

Littleport    to  Welney    (*«  The 

North-west  Dittriet  **) 
Wimpole  and  Potton 


County  of  Chester: 

Chester,  Famdon,  and  Worthen- 
bury         -        -        .        - 
Congleton  and  Buxton   • 
Macclesfield  and  Buxton 
Macclesfield  and  Chapel-en-le- 
Frith        .... 
Macclesfield  and  Congleton      ^ 
Manchester  and  Buxton  - 
Manchester,  Hyde,  and  Mottram 
Manchester  and  Wilmslow 
Stockport  and  Ashton    •> 
Stockport  and  Marple    - 
Thornset      .... 
Wilmslow  and  Lawton    • 
Woodsids  and  Hoy  lake    . 


County  of  Cornwall : 

Bodmin  -  .  . 
Helston  ... 
Launceston  •  •  . 
Liskeard  -  .  • 
Pensance  and  St.  Just  - 
Saltash  ... 


County  of  Cumberland : 

Alston  .        -        •        - 

Carlisle  and  Eamont  Bridge, 

Northern  Dirision 
Ditto    -     Southern  Division  . 
Cockermouth  and  Maryport     • 
Penrith  and  Cockermouth 


122  10    - 
216     8    4 


337  18    4 


420  -  - 

136  11  9 

204  15  - 

193  14  1 

440  16  4 

6,018  -  - 

2,936  19  3 

3,356  16  8 

2,363  8  1 


488 
600 
896 
400 


8     8 


17,452  14  10 


1,340     -     - 


887  10 
8,160    - 


none 
none 


4,037  10    - 


a  7,600  -  - 
4,226  10  - 
8,376     8     8 


3,798  16  - 

600  -  - 

7,947  11  6 

14,804  6  - 

5,822  1  6 

2,465  15  - 

2,183  4  4 

9,966  -  - 

2,006  10  10 

60  -  - 


69,844     2     9 


1,796 
1,890 
1,875 
1,657 
623 
791 


11    10 


13     4 


8,632    6     2 


1,894  11  2 

408  16  - 

342  13  4 

1,048     -  - 

1,672  11  3 


6,366  10    9 


6  8,350 

10,376 

9,450 

7,688 

6,550 

14,409 


6    - 


61,862     6     - 


25,123  2  11 

1,200  -  - 

600  -  - 

c  6.300  -  - 

9,689  6  - 


42,912     7  11 


4&4^ 
none 

H 

1 

4i 

H 

2 

4 
4 
2 
2 
4 
6 


1876 


1873 
1874 


1875 
1881 
1873 

1878 
1871 
1881 
1879 
1882 
1685 
1873 
1886 
1878 
1872 


3 

3 

3J 
4 
6 


1881 
1876 

1882 
1873 
1884 
1881 


3 

3 


1874 

1882 
1882 
1874 
1877 


a  Including  2,000  /.  on  which  the  interest  has  been  reHnqnuhed. 

h  Including  600  /.  at  4|  per  cent.,  and  300/.  not  bearing  interest. 

C  Including  1,100  /.  at  6  per  cent. 

d  Including  1,409  /.  11 1.  8  (2.  at  2}  per  cent. 

e  Inclndicg  600  L  at  4  per  cent. 

f  Including  1,430  f.  at  6  per  cent. 

g  Including  400  /.  at  4,  and  1,000  i:  at  4},  per  cent. 


County  of  Derby : 

Ashbome  to  Belper  Bridge    - 
Ashbome,  Sudbury,  and  Yoxall 

Bridge  -  -  -  - 
Birkin  Lane  ... 
Cavendish  Bridge  and  Hulland 

Ward      .... 
Chapel  en  le-Frith 
Chesterfield    and     Hemstone 

Lane  Head  ... 
Chesterfield,     Newbold,     and 

Duostooe         -        -        . 
Chesterfield  to  Worksop 
Cromford  and  Belper     . 
Cromfonl  and  Newhaven 
Derby,  Ashborne,  and  Hurdloe 
Derby,  Duffield,  Wirksworth, 

and  Sheffield     ... 
Gloesop  and  Marple  Bridge    . 
Haddon  and  Bentley     . 
Nottingham    and    Newhaven, 

Third  District ... 
Oaktfrthorpe  and  Ashborne  . 
Sheffield    and     Chapel-en-Ie- 

Frith       .         -        -        . 
Sheffield  and  Gloesop    . 
Tupton  and  Ashorer    - 


County  of  Devon : 

Barnstaple  -         -         •         . 
Bidefbrd      .         -         .         - 
BraoQton    .         -        .         • 
Braunton  and  Ilfraeombe 
Combmartin  and  Ilfraeombe  . 
Countess  Wear  Bridge  - 
Exeter        .         .         .         • 
Great  Torrington 
Honiton     .        .        .        • 
Honiton  and  Ilminster  - 
Honiton  and  Sid  mouth 
Kingsbridge  and  Dartmouth  » 
Plymouth,  Eastern 
Plymouth  and  Exeter  Road  . 
Siilmouth  and  Cullomptoa     . 
Tiverton     .... 
Torquay     .... 

£. 


£.    t.   d. 

313    -  - 

461     -  - 

88    -  - 

1,307  13  4 

693  10  11 

2,263    -  - 

672    7  7 

628  18  4 

378  13  4 

326    -  - 

792    -  - 

4,625  16  8 

761     3  8 

365  14  10 

1,150    -  - 

382    -  - 

2,786     -  - 

677    6  9 

90    -  - 


18,491     4    6 


County  of  Dorset: 

Backwater  Bridge  and  Road  • 
Bland  ford  and  Wimborne 
Bridport,  First  District 
Bridport,  Second  District 
Bridport  and  Broadwinsor 
Hamham,  Blandford,  and  Dor^ 

che»ter  .  .  .  - 
Lyme  Regis         ... 

Ditto  -  Crewkeme  Branch 
Maiden  Newton  -  -  - 
Poole  -        -        -        . 

Wareham  (Three  Branches)  - 
V^imbome  and  Piddletown     - 

£. 


4.276  - 
2,708  16 

414  16 

334     2 

294  19 

68    - 

6,486     - 

1.277  - 
677  7 
166  16 
330     - 

1,936     - 

601     . 

190     1 

224  10 

2,611     - 

4,897  16 


£.      B.  d. 

dS,399  11  8 

2,732     3  - 

1,703     6  8 

e  1,300    -  - 

/6,816  14  - 

1,927  12  6 

1,260    -  - 

6,239  10  - 

6,004  16  4 

3,066     -  - 

100     -  - 

1,666  14  1 

3,326     6  - 

5,150     -  - 

4,860     -  - 

950     -  - 

18,378     -  - 

3,628  16  8 

1,160     -  - 


S 
none 

5 


73,618     7  11 


27,492     4     8 


73    -  11 

168  17     6 

1,269  16     1 

966     -     - 

386     -    • 


1,362 
1,094 
65 
1,071 
1,687 
1,119 
416 


6     8 


10     4 


10    - 


9,656     1     6 


26,680  -  - 

^9,556  -  - 

6,617  -  - 

4,167  -  - 

6,250  -  - 

1.126  -  - 

A  28,660  -  - 

8,426  10  - 

6,200  -  - 

11,367  2  6 

2,400  -  - 

n6,323  17  6 

k  1,400  -  - 

2,500  -  - 

/  6,775  -  - 

m34,626  -  - 

1118,560  -  - 


3 

3J 
6 
6 

4 

lone 

4 

3 

H 
5 

3 

4 
6 
2J 
44 


188,301  10    - 


6,766 

1,800 

10,946 

11,874 

2,644 

7,770 

6,700 

700 

460 

8,900 

3,000 

23,866 


-    6 


83,403 


6 

2i 
3 
2 
3 

2 
3i&3i 
3 
6 
3 
4 
5 


1867 
188S 


1876 
167$ 

1880 

im 

m\ 
]m 

1871 

\m 

\m 

1881 

\m 

187" 

1877 

I8SS 
1872 
168: 


1680 
1876 
1872 
1872 
1687 
1873 
1873 
1«79 
1876 
1871 
1877 
1681 
1872 
1873 
1875 
1882 
1871 


1878 
1882 
1876 
1888 
1876 

IbSI 
187e 
1876 
1871 
1881 
Wi 
1872 


h  Including  1,900/.  at  3 1  per  cent. 

t   Including  1,600  L  at  3,  and  2,403  /.  17  a.  6  <f.  at  2),  per  oeot 

k  Including  100/.  at  4  per  cent. 

/  Including  1,260/.  at  4|  per  cent. 

m  Including  4,926  /.  at  l|  per  cent. 

H  Including  4,460  /.  at  4  per  cent,        /^^^  T 
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BBTURN    RELATING   TO   TURNPIKE   TRUSTS. 


DiYisiOK  II  (a). — ^Turnpike  Trusts  which  are  not  Free  from  Bonded  Debt^  and  where  the  Local  Act  has  not  Expired— conf*. 


NAMES 

Revenue 

Bonded 

-*; 

NAMES 

Revenue 

Bonded 

H4  «t 

ii 

OF  COUNTIES  AND 

reorived  from 

or  Mortgage 

11 

"Si 

OF  COUNTIES  AND 

received  firom 

orMortgage     | 

If 

^1 

TRUsra 

ToUs. 

Debts. 

1-3 

TRUSTS. 

Tolls. 

Debts. 

l^ 

«L 

&^ 

»^ 

O^S 

County  of  Durham : 

£.    t. 

d. 

£.     #.    d. 

County  of  Lancaster: 

£.     B. 

d. 

£.     9. 

d. 

erwent  and  Shotley  Bridge   - 

871  16 

6 

7,621     -    - 

2f 

1887 

Blackburn  to  Addingham  and 

gglestoo  Roads    •        -         . 

643    - 

- 

600    -    - 

5 

1881 

Cocking  End  ... 

4,687  17 

- 

7,626  13 

4 

4 

1877 

BlArkhurn  And  Preston 

1,060    - 
1,746    6 

^ 

<f  16,168     2 
18.006    « 

Q 

2 

1889 

£. 

914  16 

6 

8,121     -    - 

Bolton  and  Blackburn  . 

7 

^\ 

1883 

Bolton  and  Nightingales 
Bolton  and  St.  Helen's - 

2,800    - 
1,662     8 

4 

10.161  10 
2,630     4 

8 

3 

4 

1876 

1882 

County  of  Gloucester : 

Bolton  and  Westhoughton      • 
Bury  and  Bolton - 

346  12 
942  15 

: 

1,370    - 
8.646  16 

3 

6 
2 

1873 
1873 

lieltenham-         ... 

'^^  .1 

8 

3,349    -    - 

?* 

1884 

1,226    - 

. 

20,174  10 

6 

1884 

Cheltenham  aad  Gloaoetter     - 

371  16 

8 

11,838     8    6 

1 

1872 

Edenfield    Chapel    to    Little 
Bolton      .... 

Iheltenhiitn  and  Paiotwick      - 

371     1 

8 

1.872  17  10 

2* 

1872 

2,081     4 

3 

9,867  16 

1 

% 

1882 

^rencest^'r   -         -         -         • 

8,036    - 

- 

10,687     -    - 

4 

1883 

Elton  and  Blaekbum    - 

640    - 

c  17,866  10  10  1 

1886 

Meeve  and  Brcaham 

399     8 

1 

4,786     2     6 

1 

1877 

Finnington  and  Cborley 

286     4 

4 

367  17 

8 

b 

1873 

WntofDean 

2,632  18 

6 

a  22,490    -    - 

6 

1890 

Garstang  and  Heiring-syke    > 

646  10 

. 

11,024  19  10 

8 

1871 

law  Bndjfe  -         -         .         - 

144     3 

4 

6  24,267  10    - 

3 

1883 

Haslingden  and  Todmorden    > 

3,742     - 

10 

12,864  14 

. 

1880 

luntley  Road*       ... 

832  16 

9 

2,636     -    - 

3 

1879 

Manchester  and  Ashton-under- 

viogswood    -         -         .         - 

233     8 

4 

2,296    -    ^ 

2 

1876 

Lyne  New  Road 

733    6 

8 

8,298  10 

7 

) 

1872 

i.ightpill  and  Birdlip      - 

468     - 

- 

2,010     6     - 

2 

1876 

Manchester  and  Bury  New  Road 

1,900    - 

.. 

3,266     8 

10 

none 

1874 

Pucklechurch         ... 

367     - 

- 

320    -    - 

none 

1886 

Mather  Kold       . 

71  10 

4 

130    - 

^ 

3) 

1883 

i^ croud  and  Biftley  ... 

110     ^ 

" 

837  10    - 

>» 

1873 

Moses  Gate  District      - 

1,478     6 

8 

336     - 

_ 

6 

1876 

Stroud,  CaintcroM,  and  Min- 

Ditto  -  Ringley  District  . 

496  17 

4 

3,000     - 

_ 

6 

1886 

chinbampton,  Lower  Division 

200    - 

- 

1,681     6     7 

1 

1876 

Oldham  and  Ripponden 

763    - 

« 

10,800  13 

^ 

2i 

1882 

Ditto    .     Upper  DiTision 

88     9 

8 

688     -    - 

none 

1876 

Preston  and  Giirstang    • 

1,040    - 

- 

6,702  16 

10 

2' 

1873 

•>troud  and  Chalford 

730     1 

8 

2,683  10    - 

i, 

1876 

Preetwich,  Bury,  and  Radcliffe 

2,218  11 

6 

1,800    - 

4 

1878 

Stroud  and  Gloacester    - 
;;troud,  Painswick,  and  Glou- 

310 16 

"• 

6,178  16    6 

ii 

1872 

Ridghill  and  Lanes,  and  Hole- 
house      .... 

606     - 

2,124     9 

6 

4 

1878 

cester        .... 

738     1 

8 

4,073    6  11 

3 

1876 

Rochdale  and  Edenfield 

660    - 

. 

6,041   10 

3 

1881 

Fewkesbary,  Severn  Bridge  and 
Roads       .... 

666    - 

16,160    -    - 

3 

1871 

Sharpies  and  Hoghton  - 

329  13 

3 

2,716     6 

- 

H 

1873 

Winehcomb  .... 

1,086  10 

.. 

4,486  11     1 

2 

1872 

Standedge  and  Oldham : 

Ditto  -  Dobcross  Road     - 
Ditto  -  Delph  Road 

30    6 
26     2 

11 

1 

873    - 
2,000    - 

- 

3 
3 

1884 

-e. 

13,893  17 

- 

122,220     3  11 

1894 

Sudden  Bridge  to  Bury 
Ulverstone,   Milnthorpe,  and 

1,061     3 

6 

6,618    - 

6 

3 

1878 

County  of  Hants: 

Lancaster         ... 

741     1 

- 

8,274    - 

. 

none 

1874 

Andover  and  Basingstoke 
Andover  and  East  llslejr 

728    - 

674     1 

60     4 

66  18 

42  10 

8 
3 
3 

200     -     - 
2,960    -    - 
6,660    -    - 
2,260    -    - 
6,160    -    - 

1,460     -    - 

1871 
1886 
1871 
1872 
1873 

Wigan  and  Preston,  North  of 
Yarrow  .        -        .        - 

£. 

940     - 

- 

26,266    - 

- 

8 

1876 

Andover  Station    .        -        • 
Chri^tchnrch  and  Lyndharst    . 
London  and  Sontbampton 
Romsey,  Stockbridge,  and  Wal. 
lop  -        .        .        .        - 
Stockbridge  and  Basingstoke    - 

34,280  16 

7 

217,797     8 

4 

413     8 

4 

2* 

1873 

County  of  Leicester : 

231   14 

3 

1,700    -    - 

1876 

Ashby-de-la-Zonch 

1,200  16 

„ 

400    - 

. 

6 

1873 

Winchester  Road   ... 

396     6 

8 

c  6,426     6     - 

1883 

Desfbrd       .... 

320     6 

^ 

1,416  11 

6 

2i 
3 

1873 

Winchester  and  Petersfield      - 

436     - 

- 

1,000    -    - 

2* 

1876 

Hinckley  and  Melbourne 
l^ieester  and  Welford  - 

867  16 

- 

1,880    - 

1880 

808    - 

2,961     8  JO 

3 

1877 

£. 

2,937     3 

6 

26,686     6    - 

Loughborough  to  Ashby^e-' 
la-Zouch,  &c,  and  Lough- 1 
borough      to       Cavendish  f 

1,369    > 

.. 

2,720    - 

^ 

3i  '/IBM 

County  of  Hereford : 

• 

Bridge  (united)        •         -J 

1 

Bromyard     -        ... 
Kington        .... 

1,430    - 

1,430    - 

234     - 

2,300     - 

- 

3,700    -    - 
2,762    -    - 
1.706  18     7 
3,300    -    - 

4J 
6 

none 

4 

1873 
1873 
1876 
1883 

Moira  and  Gresley 
Tamwortli  to  HarringtonBridge 

£. 

1,126    - 
778    - 

- 

^788    - 
1,316     - 

"■ 

4 
3} 

1886 

1884 

Leominster  and  Ledbury 
Ross 

6,469  16 

- 

11,480    - 

4 

£. 

6^94    - 

- 

11,468  18    7 

County  of  Lincoln : 

Dexthorpe  .... 

638     1 

1,738  10 

4 

1878 

County  of  Hertford : 

Donington  .        •        •        . 

1,623  10 

- 

3,100    - 

- 

4 

1877 

Rending  and  Hatfield     . 

2,086    - 

- 

2,860    -    - 

4i 

1880 

Lincoln : 

Branston  Road 
SaxilbyRoad  . 

746  13 
180    - 

4 

1,100    - 
1,031     6 

^ 

Ji 

1872 

1872 

County  of  Kent: 

Lincoln    Heath   and  Bfarket 
Deeping: 

Bourn  District 

Biddenden    ...         - 
Folkestone  and  Barham  - 

313  10 
331     6 

1 

1.802  10    - 

3.803  10  10 

3 

1882 
1883 

290    6 
1,039  18 

9 

4 

1,708    - 

1,260    - 

926    - 

- 

2 
3 

1881 
1881 

Goodhnrst,    Gore,    and    Stile- 

Sleaford  District 

992  13 

4 

^ 

3 

1881 

bridge       .... 

410  17 

4 

700    -    - 

3 

1876 

Sleafoid  and  Tstterthall 

869    3 

2,676    - 
6,376    - 

3 

1877 

GraveMnd  and  Wrotham 
HawkhuTst  Junction 

602  16 
148    - 
769  11 

8 
6 

4,600    -    - 

16,260    -    - 

8.643  10    - 

2 
6 

4 

1874 
1872 
1871 

Spilsby       .... 

1,404    9 

4 

- 

4 

1876 

7,684  14 

1 

18,797  16 

Tonbridge  and  Ightham  . 
Wadhnrst  and  West  Farleigh  - 
Woodchnrch          ... 

226  18 
489     3 

4 
9 

4,862  10     - 
1,960    -    - 
2,149  14  11 

none 

1881 

1876 

212  10 

2 

1872 

County  of  Middlesex^ 
Marylebone  and  Finehley       . 

2,438    6 

8 

4,660    - 

- 

3 

£. 

8,404  12 

9 

44,661   16     9 

1871 

a  Inelmding  6,600  Z.  at  4  per  cent.,  and  10,646 1.  not  bearing  interest. 
6  Including  20,982/.  10 1.  not  bearing  interest, 
e  ladnding  226  /.  6  f .  not  bearing  interest. 
d  Indnding  800  L  at  6  per  cent. 

327. 


9  Including  16,398  /.  10 «.  10  d.  at  10  «.  per  cent. 

/  The  Local  Act  fi>r  the  Loughborough  to  Cavendish  Bridge  Trust  expired  in 

1843.  *^ 

g  Induding  6761.  not  bearing  interest. 


A3 
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RETtTR'N   RELAHNO   TO  TUEWFIKJl   TWJSTO. 


Division  II  (a). —Turnpike  TroffU  wbidt  are  mxt  Free  from  Bonded  Ddrt,  and  where  the  Lecal  AmI  has  net  Expired-Hjoiii^. 


NAMES 

OF  COUNTIES  AND 

TRUSTS. 


County  of  Monmouth : 

Abercarne    -  -  -  • 

Abergavenny 

Big&wear       .  -  -  , 

Moomouth    -  •  -  ■ 

Newport        -  -  •  . 


County  of  Northampton : 

Brackky  lUadt,  (^uolklated  - 
Crowkind  ai^  Eye 
Kettering  and  Newport  Pagaell 
Kettering  and  Northampton    - 
l^larket  Harboroogh  and  Bramp- 
ton -        -        -        -        - 
Oundle  and  Middleton  Lane    • 
Peterborough    and  Wellingbo- 
rough and  Elton  Branch 
Ditto,  Clapton  Branch     - 


County  of  iNorthum- 
berlaad : 

Allendale  -  •  -  - 
Berwick,  Norham,  and  leland- 
shires  -  -  -  - 
Ford  and  LowicL  -  -  - 
Hexham  -  -  -  - 
Nevrcastle-upon-Tyne  to  Carlisle 
North  Shields  and  Newcastle- 
upon-Tyne  -  -  - 
Shields  and  Morfeth      - 


County  of  Nottingham: 

Mansfield  to  Worktop    - 
Nottingham  and  Loughborough 
Retford  and  Gainsborough 
Betford  and  Littleborough 


County  of  Oxford: 

Asthall  and  Bucklaad     - 
Charlbury  Roads  -        -         - 
Henley  and  Dorchester    - 
Stokenchurch  and  Woodstock  - 

Ditto,  Islip  Branch     - 
Woodstock  and  BoUrighfLaoe 

£. 


BcffWMM 
O0BfWA  I 

Tolk. 


£.    9,   d, 

445  -  - 

2,855  -  - 

609  15  10 

1^83  11  7 

2,450  -  - 


7,943  7  5 


1,618  11  8 

121  -  - 

1,134  -  - 

640  10  - 

1,630  12  4 

278  10  - 

1^23  15  4 

43  15  - 


6,690  14  4 


1,268  19  11 

3,606  10  4 

990  7  - 

482  -  - 

575  -  - 

610  18  - 

840  11  8 


8,364  6  11 


871  - 
890  16 
500  - 
268  - 


2,529  16  8 


218  -  - 

546  10  - 

975  13  4 

1,602  -  - 

94  -  - 

422  10  - 


3,858  13  4 


County  of  Salop : 

Cleobnry  Mortimer  District  • 
Cleobury    North    and    Ditton 

Priors  •  -  -  . 
Ludlow  Roads  (Three  Districts 

consolidated)  •  -  • 
Shrewsbury  (Nine  Districts)  - 
Shrewsbury,      Wenlock,     and 

Bridgnorth  -  -  - 
Wem  and  Bron-y*Garth,  Fint 

District  -  -  -  - 
DitUS  Second  District     • 


826  13  4 

348  10  - 

2,676  10  8 

1,917  12  3 

1^292  11  6 

465  16  8 

25  10  11 


7,543  5  4 


Bonded 

or  H^rtga^e 

Debts. 


a  3,721  15 
15,105  10 
11,723  - 

64,835  - 
1,100  - 


36,485  5  3 


3,300  - 

1,400  - 

3,533  6 

195  - 

cl  2,691  - 

1,450  • 

600  - 

120  - 


23,189  6  8 


8,200 

16,492 

4,299 

(24.475 

400 

5,490 
5,300 


44,586 


1,133  -  - 

7.000  -  - 

7,166  13  4 

200  -  - 


16,499  13  4 


1,220  17  8 

1,262  10  - 

650  -  - 

12,805  -  - 

550  -  - 

600  -  - 


17,088  7  8 


2,700  -  - 

2,140  -  - 

e  1,658  -  - 

6,480  17  6 

4,000  -  - 

g2,000 

h9^7  7  10 


28,436  5  4 


a    . 


H 

4 
3 


none 
2* 
3i 
3 

4 
2| 

H 


H 

3 
U 

none 


8 


2 

4 
4 
4i 


2J 

3 

4 
3&4 

Si 

5 
5 


&-0 


1881 
1884 
1873 
1877 
1885 


1872 
1877 
1877 
1873 

1872 
1875 

1876 
1876 


1874 

1882 
1882 
1875 
1884 

1885 
1873 


1878 
1876 
1883 
1873 


1873 
1876 
1872 
1876 
1876 
1877 


1877 

1877 

1880 
1873/ 

1872 

1893 
1898 


NAMES 

OF  COUNTIES  AND 

TRUSTS. 


County  of  Somerset : 

Black  Dog  -  .  .  . 
High  Ham  and  Ashcott 
llchester  .... 
llminster  -  -  -  - 
Langport,  Somerton,  and  Castle 
Gary  -  -  -  . 
Taunton  -  -  -  - 
Wedmore  -  -  •  - 
West  Harptry  .  -  • 
We9ton*super-Mare  aftd  Worle 
WhrelisGombe      •        -        « 


County  of  Stafford : 

Bntterton  Moor  End  - 
Cheadle  (Kve  Districts  con- 
solidated) .  .  . 
Leek,  Buxton,  and  Monya^  - 
Newca8tle>under«Lyme  to  Leek 
Sedgley  Roads      -        .        . 

Ditto,  New  Roads     - 
Stafford  Difetrict 
Stourbridge  and  Bridgnorth  - 
Uttoxeter  and  BIythe  Marsh  - 
Uttozeter     and     CalMngwood 

Plain       .         -        -        - 
Uttozeter  attd  Stoke,  and  MiH- 

widi  and  Sandon 


County  of  Suffolk : 

Lakenheath  to  Hockwold 
Mildenhall  Burnt  Fen  • 


Rownna 

reetived  kom 

ToUa. 


1,385  -  - 

49  -  - 

748  -  - 

1,503  11  8 


Syl8^    11  8 

3,391     1  2 

313    -  - 

632    2  4 

192    2  9 

1,231     -  - 


11,630    9     7 


County  of  Surrey : 

Bramley  and  Ridgwiok  i-^ 

First  District    - 

Second  District 
Croydon  and  Reigate    - 
Horsham    .        -        - 
Kingston  and  Leatherhead 


County  of  Sussex : 

Beedihg  and  Old  Shorehiim  - 

Brighton,  Cnckfield,  and  West 
Grinstead         -        -        - 

Bury  .         -        *        . 

Horsham  and  Steyning 

Lewes  to  Eastbourne  and  Hails- 
ham        .        -        -        - 

New  Chapel,  Lindfield,  and 
Brightbelmston 


Pj'ecombe  and  Hicksted 
Worthing  and  Lancing 


County  of  Warwick : 

Birmingham  and  Blakedown 
Pool        -        -        -        - 

Finibrd  Bridge  and  Banbury  - 

Sotttham  and  Kineton 

Warwick,  Coveotiy.and  Lea* 
mington .        -        -        - 


403    -  - 

1,662  11  8 

613  -  - 

2,250  -  - 

705  16  8 

635  -  - 

2,088  11  - 

470  -  - 

455  -  - 

164  17  6 

186  -  - 


9,633  16  10 


Bonded 

or  M«r%agB 

Debts. 


£.      s.  d. 

30,539  19  1 

2,390     -  - 

460     -  - 

f7#900     -  - 

10,44^     -  - 

10,000     -  - 

1,851    10  - 

7,810     -  - 

2,006     -  - 

3,000     -  - 


76,386     9     1 


2,721    18  3 

Jb6,592   17  1 

4,191      -  - 

4,408     8  2 

1,560     -  - 

5,204  II  7 

4,78-^   18  5 

2/)00     -  - 

3,100     -  - 

2,250     -  - 

3,776     - 


1 


■Si 


40,572   13     6 


166     9     1 
229  10    - 


385  19     1 


171   14  9 

220     1  1 

889     3  4 

1,320  16  8 

400     1  8 


146  10  - 

1,930  -  - 

132  -  - 

486  -  - 

897  3  5 

763  -  - 

977  3  - 

462  -  - 

78  11  8 


5,862     8     1 


1,217    -  4 

778    -  - 

151     -  - 

797  10  - 


£.      2,943  10    4 


/  5,418     -    - 
3,135     3     - 


8,553     8 


437   17  7 

1,950    -  - 

2,101   14  - 

6,150     -  - 

8,266     5  - 


18,905  16     7 


1,690    -  - 

4.700    -  - 

1,826     -  - 

4,056    -  - 

1,700    -  - 

8,494  16  - 

3,187  17  10 

9,249  10  - 

7,405  10  - 


42,167  13  10 


2,307  - 

1,520  - 

5/)00  - 

2,040  - 


10,867 


m 

187! 

1378 
IS71 


1    .1571 
1|    1S74 


Si 

b 
4 
4 
5 


1871 
183 


1811 

\m 
m 
\m 
isn 

1872 

iBet 

187$ 
J877 

\m 


187! 

187! 


1871 
1871 

1871 
1879 


I87i 
187J 
1861 

1877 


1671 
1872 

niteii 


I88» 

m 

1878 


a  Indnding  1,000 1,  not  bearing  intsfe^ 

h  Indnding  155  /.  al  4|  per  cent. 

e  Indnding  1,804 1.  at  5  per  cent. 

d  Indnding  3,875  /.  not  bearing  interest. 

e  Indnding  358  /.  at  3  per  cent. 

/  The  Local  Acta  for  some  of  these  distrieta  expired  in  1848  and  1864. 


ff  IndadiBg  1,4001.  aft  4  per  ont, 

h  Bonds  actually  issued  for  5|600  f<  oiily« 

i  Induding  1,850/.  at  4^  per  oint. 

k  Induding  3,450 1  10  f.  at  15  «.  per  ^At 

/  Induding  3^18  /.  not  bearing  interest. 
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Division  II  (a).— Turnpike  Trusts  which  are  not  Free  from  Bonded  Debt,  and  where  the  local  Act  has  not  Expited— cow/^. 

NAMES 

Revenue 

Bonded 

^   , 

I-- 

il 

NAMES 

Revenue 

Bonded 

1 

H  j2 

OF  COUNTIES  AND 
TRUSTS. 

received  from 
Tolls. 

or  Mortgage 
Debts. 

OF  COUNTIES  AND 
TRUSTS. 

received  from 
Tolls. 

or  Mortgage 
Debts. 

0  s 
^2 

OH  S. 

Q^ 

&i 

a^ 

County  of  Westmorland: 

£.    i.   d. 

£.    #.  d. 

County  of  York— conK 

£. 

«. 

d. 

£.         8. 

d. 

Appleby  and  Kendal       - 

380     3    3 

695  18    6 

31 

1872 

Leeds  and  Elland  ... 

2,760 

1.400    - 

d29,632    6 

1,305     - 

4 
3 

1877 
1874 
1873 

Brough  and  Eamont  Bridge     - 

280    -    - 

2,979     -    - 

3 

1877 

Leeds  and  Whitehall 

3,250 
799 

_ 

4 

Heroosyke  and  Eamont  Bridge 

645  10    - 

11,366  13    6 

2} 

1871 

Lockwood  and  Meltham  - 

7 

6 

2 

Kirkby  Lonadale,  Kendal,  and 

Mytholmroyd    and    Blackstone 

Milnthoppe         .        *         . 
Kirkby  Stephen,  and  Hawes    - 

459     5    - 
148  10    - 

2,328     7     - 
1,132  10    - 

2} 
2 

1875 

1873 

Edge        .... 
New  Mill  District  - 

242 
562 

10 

- 

e  8,480    - 
1,629    7 
2,204     7 

2 

1866 
1875 
1878 

Milnthovpe-and  Levens  - 

417    -    - 

3,199  17     4 

2 

1872 

Otiey  and  Skipton 

Red  House  and  Crofton  - 

733 

- 

- 

604 

8 

3 

2,275  14 

3 

3 

1883 

£. 

2^330     8    3 

21,702     6    3 

Rotherham  and  Barnby  Moor  . 

760 

4,800    - 

14 

n 

s 

1877 

Rotherham  and  Pleasley 
Rotherham  and  Wortley 

338 
447 

19 

6 

3,027  14 
/4,3I0    - 

- 

1873 

1883 

Seaeroft  to  fieholea 

80 

. 

.. 

2,880    - 

_ 

6 

1871 

County  of  Wilts: 

Selby  and  Leeds    .         -        - 

963 

9 

_ 

^2,628    - 

« 

*i 

1872 

Selby  and  Market  Weighton    - 

456 

10 

_ 

2,640    - 

_ 

a 

1878 

Bradford       .        -        .        - 

740    -    - 

1,676     -    - 

4to5 

1872 

Shipley  and  Bramley      - 

498 

7 

11 

2>937     8 

9 

H 

When 

Burford^lMttfadale  and  Swindon 

664    -    - 

1,300 

H 

1874 

Debt  is 

Calne,  Bilmarton,  and  Lyneham, 

paid  (iff. 
1873 

or  Second  Diitrict 

216     -    - 

1,300    -    - 

2 

1878 

Skipton  and  Craco 

376 

^ 

_ 

2,060     . 

^ 

6 

Kennet  and  Ameabury     - 

607  11     9 

6,900    -    - 

3 

1871 

700 

« 

_ 

;k5,700    - 

_ 

1877 

BCalmenbury,  First  Diatriet      - 

909  18    4 

1,900    -    - 

3^ 

V872 

I'adcaster  and  Halton  Dial      - 

678 

1 

« 

t600     3 

_ 

5 

1871 

Ditto    -     Second  Dittrict  - 

1,344  16    .8 

9,106     7    - 

3 

1872 

Tadcaster  and  Otley 

508 

6 

5 

2»800    - 

_ 

1873 

Swindon.  Calne,  and  Cricklade, 

Thirsk  and  Yarm  -        -        - 

446 

6,947     7 

10 

3 

1875 

Third  Diatriet    -         -         - 

831     -    - 

2,760    -    - 

2 

1878 

1,366 

— 

« 

1,381     2 

4 

5 

1872 

Swindon  and  Christian  Malford, 

WakefieU  and  Aberford  - 

627 

_ 

„ 

2,116     - 

3 

1884 

or  Fitat  Diatriet 

702     d     - 

4,266    -    - 

2 

1878 

Wakefield  and  Denby  Dole       . 

856 

« 

_ 

j  13,373  11 

6 

2 

1873 

Trowbridge  -        -        -        - 

1,661   11     S 

671     -    . 

4 

1876 

Wakefield  and  Weeland  - 

910  18 

_ 

650     - 

3 

1883 

Worksop  to  AttercIifiiB    - 

1,126 

13 

4 

7,601   16 

_' 

3 

1878 

£. 

7,097     3     - 

28,766     7    - 





^ 

£. 

31,368 

11 

3 

180,449    3 

10 

County  of  Worcester : 

County  of  Anglesey : 

i 

Birmingham,    Redditoh,    and 

Sbrewsbury  and  Holyhead 

3,343 

1 

7 

548  16 

^^ 

6 

Un- 

Pershore -         -         - 
Droitwicb  Roads    ... 
Dudley  and  Br<^tte1I  Lane,  and 

962     2     - 

4,076    -    - 

4 

1871 

limited. 

1,242     -    — 

2,750    -    * 

3* 

1880 

f 

Pcdmore  and  Rowley  (united) 

6,678  15    - 

1,090     -    - 

.    3 

187Sa 

County  of  Oamarvon : 

! 

Dudley,  Haics  Owen,  and  Bromt- 

V^                %       1*        a«                                      «      m.m                 m 

grove  ;  Dudley  and  New  Inn, 
and  Dudley  and  Wolverhaiap- 
ton  (united)       ... 

Porthdinllaen  «nd  Naothwynant 

643 

6 

7 

i(l,766     1 

9 

2 

1873 

4,452  18     4 

2,826  18     - 

2 

1875ft 

Sbelaley         -         -         •         - 
Stourbridge,  First  District       - 

57     3     - 
1,966  18     4 

300     -     - 
1,636  10    - 

4 
6 

1876 
1873 

County  of  Denbigh: 

Ditto  .  -     Second  District  - 

738     6     8 

196  16    - 

6 

1873 

Llanrwst  and  Abergele    - 

362 

9 

. 

10,000    - 

. 

4 

1884 

St.  Asaph  and  Conway  - 

647 

5 

10 

2  QAn     _ 

4 

1884 

£. 

15,087  18     4 

12,374     4    - 

iB,WV       — 

£. 

909 

14  10 

12,940    - 

1 

County  ofYork : 

County  of  Flint: 

t 

! 

Balby  to  Worksop 

573    -    - 

2,643     -    - 

3 

1879 

nint,  Holywell,  and  Mostyn     - 

3,400 

^ 

„ 

7,978    - 

8 

1884 

Barnsdale  and  Leeds,  and  Branch 

Bawtry  and  Tinsley 

Brongh        *-        .        .         . 

1,340  10     6 

728    -    - 
2»8    -    - 

6,914    6     8 
2,963  14    " 
1,276    -    - 

3 

1877 
1877 
1874 

Lower  King's  Ferry 

1,410 

- 

- 

23,071  19 

2 

Id. 

1881 

£. 

4,810 

« 

M 

31,049  19 

2 

[)ewsbttTy-aiui  Leeds       •        • 

640     1     7 
746    -    - 

42  10    - 
7,046  13     4 

5 

H 

1872 
1861 

^1^^ 

^^ 

Ooncaster  and  Tadcaster 

Ferrybridge  and  Boroughbric|ge 
jisbnme  ^nd  Lm^  Fraaton     - 

680    -    - 
666     6    - 

2,660    -    - 
2,2T4     1     8 

6 
8 

1883 
1873 

County  of  Merioneth : 

Sodley  Lane          ... 

700    -    - 

2,081     8     7 

3 

1877 

Bala  District 

647 

6 

7 

1,766    - 

at 

1871 

Jreetifield   and   Bhepky   Lane 

Dolgelly,  Mowddy,  and  Towyn 

1,261 

U 

6 

/  5,634  10 

6 

1871 

Head        .        -        .        . 

407     S     4 

2,612  W     7 

none 

1873 

Edeimion     *        -        .         . 

806 

14 

9 

1,887    - 

*i 

1871 

iedon  and  Hull     .         -         . 

460    -    - 

1,120    .    - 

3 

1876 

Festiniog,  Maentwrog,  and  Har- 

I«don  wad  Pattriogton  . 

ass  10    - 

976     -    - 

8 

1686 

leeh          -        .         -        . 

474  14 

3 

3331     - 

^ 

H 

1871 

1,000    -    - 

4,877  18     4 

2i 

1872 

Portmadoo    and    Beaver    Pool 

""t 

lull,  Hessle,  and  Ferriby 

408  16     8 

1,100    -    - 

3' 

1876 

Bridge      .... 

60 

16 

8 

4,846     - 

4J 

1886 

Leighli^  and  Kendal,  Yorkshire 

1,220  16     8 

14,628  16     7 

If 

1876 

£. 

2 

4 

District     -         -         .         - 

2,761 

17,362  10 

71 

knarcsborough  and  Greenham- 

126    -    - 

915    -    - 

none 

1877 

i 

xnerton     .        .        .        - 

■■^ 

Bridge      .        -        -        - 

248    -    - 

3,116    4    - 

3        1877  1 

County  of  Montgomery : 

^eeda  and  Bintal  - 

900  17     9 

el2,186    -    - 

3 

1887  1 

Cilwigon,  BettwB,  and  Tf^gynon 

103 

19 

8 

7,200    - 

-^ 

3 

1890 

4  The  L«cal  Act  f>r  the  Dudley  and  Brettell  Lane  Trnat  ezi^red  In  1863. 
h  The  Local  Act  for  the  Dudley  and  Wolverhampton  Trust  expired  in 

1860,  and  that  for  the  Dudley  and  New  Inn  Trust  wpired  m  1863. 
e  Including  11,086  A,  the  intefwst  on  which  is  postponed. 
d  Including  26,632  /.  5  s.  4  d.  not  bearing  interest 
e  Including  2,830/.  not  bearing  interest. 
/  Inahtding  2,600/.  at  4  per  cent 


327.  A  4 


g  Including  653  il  at  5  per  cent 

h  Including  3.000  /.  not  aftthorised  by  Local  Act. 

t  Including  100  /.  at  5  per  cent 

J  Including  4.875  /.  10  #.  not  bearing  interest. 

k  Including  440  /.  at  2^  per  cent. 

/  A  portion  nadaimed. 
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SUMMARY  of  Division  IL— Tcbnpikb  Trusts  which  are  not  Free  from  Debt. 


(a)^ 

Where  the  Local  Act  has  not  Expired. 

(b)  Where  the  Local  Act  baa  Expired. 

COUNTY. 

1 

dumber. 

ToUf,  1868. 

Bonded  Deht,  1868. 

Number. 

ToUa,  1868. 

Bonded  Debt,  1868. 

£.      *,    d. 

£.          5.      d. 

£. 

i.    d. 

£.     *.    d. 

Bedford 

8 

1,207  19     - 

8,470     3     4 

2 

1,101 

.     - 

2,688  .-    - 

Berks 

8 

8,048     5     4 

6,826  18     4 

7 

8,091 

-    .. 

16,214     -     - 

Bucks         

1 

892     -     - 

1,340     -     - 

6 

4,208 

-    - 

9,496     -     - 

Cambridge 

2 

387   18     4 

4,087  10     - 

6 

8,994 

-    - 

12,252  12     - 

Cheater 

18 

17,452  14  10 

69,844     2     9 

17 

11,001 

-    - 

28,996  18     2 

Cornwall 

6 

8,682     5     2 

61,862     6     - 

9 

10,078 

-    - 

27,448     1     6 

Cumberhind         -        -        .        - 

6 

6,866  10     9 

42,912     7  11 

6 

3,959 

-    - 

15,790     -     - 

Derby 

10 

18,491     4     6 

78,618     7  11 

16 

12,942 

-    - 

67,610     7     - 

Devon        •        .        .        -        - 

17 

27,49*3     4     8 

188,301   10     - 

18 

11,692 

-    - 

148,768     9     5 

Dorset 

12 

9,666     1     6 

83,408     -     6 

6 

4,734 

-     - 

15,064     8     4 

Durham     .        -        -        .        • 

2 

914  16     5 

8,121     -     - 

11 

12,608 

-     - 

83,903     2.    - 

Essex 

- 

•               • 

- 

I 

910 

-    - 

160    -     - 

Gloucester 

10 

18,893  17     - 

122,220     3  11 

11 

10,644 

-    - 

20,662  10  11 

Hants 

0 

2,987     8     6 

26,686     6     - 

19 

7,313 

-    - 

40,308  12     - 

Hereford 

4 

6,394     -     - 

11,468  18     7 

6 

3,171 

-    - 

8,438  18     6 

Hertford 

1 

2,086     -     - 

2,850     -     - 

6 

8,985 

-    - 

11,270     -     - 

Huntingdon        .... 

- 

- 

... 

6 

4,718 

-    - 

10,214  19     5 

Kent 

0 

8,404  12     9 

44,661   16     9 

19 

11,817 

-    - 

40,888     9     6 

Lancaster 

29 

84,230  16     7 

217,797     8     4 

23 

46,902 

-    - 

77,098  10     9 

Leicester 

7 

6,469  16     - 

11,480     -     4 

6 

4,876 

-    - 

16,306     7     7 

Lincoln 

0 

7,684  14     1 

18,797  16     - 

6 

8,806 

-    - 

17,279  16     8 

Middlesex 

1 

2,438     6     8 

4,660     -    - 

1 

14,618 

-    - 

80,702  10  10 

Monmouth-        .... 

6 

7,948     7     6 

86,485     6     8 

3 

1,537 

-    - 

6,110     7     2 

Norfolk 

- 

. 

... 

8 

4,646 

-    - 

16,276     -    - 

Northampton      .        .        -        - 
Northumberland-        .        -        • 

8 

6,690  14     4 

23,189     6     8 

10 

6,341 

-    - 

20,460     6     1 

7 

8,364     6  11 

44,586     -    - 

4 

3,856 

-    - 

21,042     -    - 

Nottingham        .        •        -        . 
Oxford 

4 

2,629  16     8 

15,499  13     4 

10 

6,777 

-    - 

82^69     8  11 

6 

8,868  18     4 

17,088     7     8 

11 

7,128 

-    - 

48,470  12     - 

Rutland 

- 

- 

... 

2 

820 

-    - 

2,838  19  10 

Salop 

7 

7,648     6     4 

28,436     6     4 

14 

8,178 

-    - 

41,746   11     5 

Somerset    .        -        .        -        - 

10 

11,630     9     7 

76,386     9     1 

11 

21,128 

-    - 

67,846     -     - 

Stafford 

11 

9,633  16  10 

40,672  18     6 

20 

13,477 

-    - 

'  69,224  13  1 1 

Suffolk 

2 

386  19     1 

8,663     8     - 

8 

1,100 

-    - 

6,666     -    - 

Surrey 

5 

8,001  17     6 

18,906  16     7 

6 

8,688 

-    - 

19,647     -     - 

Sussex 

9 

6,862     8     1 

42,167  18  10 

19 

9,250 

-    - 

95,870     6     2 

Warwick 

4 

2,948  10     4 

10,867     -    - 

21 

18,923 

-    - 

22,211     9     8 

Westmorland      .... 

6 

2,330     8     8 

21,702     6     8 

8 

1,412 

-    - 

8,250     2     - 

Wilts 

9 

7,097     8     - 

28,766     7     - 

16 

7,087 

-    - 

29,787  16  10 

Worcester  -       -        »        -        - 

7 

16,087  18     4 

12,874     4     - 

14 

18,968 

-    - 

11,632  16     Q 

York 

42 

81,368  11     8 

180,449     8  10 

46 

40,771 

184,216  15     Q 

NORTH  WALES: 

Anglesey    -       -       -       -        • 

1 

8,848     1     7 

648  16     - 

1 

176 

-    - 

700    -    - 

Camanron  -        -        -        •        - 

1 

648     6     7 

1,766     1     9 

8 

2,740 

-    - 

6,118     7     6 

Denbigh     .        ^        -        -        - 

2 

909  14  10 

12,940     -    - 

7 

8,497 

-    - 

10,108  14     2 

Flint 

2 

4,810    •    - 

81,049  10     2 

8 

4,474 

-    - 

13,464     4     8 

Merioneth 

6 

2,761     2     4 

17,862  10     6 

1 

126 

-    - 

666  18     6 

Mqptgomery      *•       •       -       - 

1 

108  19     8 

7,200     -    - 

18 

7,867 

-    - 

68,839     6     3 

XOTAI.     -     -     - 

826 

810,168  16     1 

1,674,186  10     4 

466 

372,105 

-    - 

1,409,682     8     6 

327- 


Digitized  by 


Google 


Co 
•o 
^1 


CO 

^1 


=; 
^ 

& 


^ 
fc 


I 

^ 


1-5 
CI 

w 

CD 
CD 


Digitized  by 


Google 


HIGHWAYS. 


ABSTRACTS   OF  THE   GENERAL   STATEMENTS 


OF  THE 


aeictctjpte  anil  ©jrpntiiiturc 


ON   ACCOUNT   OF   THE 


Highways  of  the  several  Parishes, 
Townships,  &c. 


IN 


ENGLAND  AND  WALES, 


FOB   THE   YEAS,    1868. 


^vtntwuu  to  tat^  ^owtii  at  Vavltonuttt  tv  tiEommaiOi  or  fUtv  filUit§tit* 


LONDON: 

PBINTED  BY  GEORGE  EDWARD  EYRE  AND  WILLIAM  SPOTTISWOODE, 

PRINTEB8  TO  THE  QDEEN*S  MOST  EXCELLENT  MAJESTY. 

FOR  HER  MAJESTY'S  STATIONERY  OFFICE. 


1870. 

Digitized  by 


Google 


*^*  This  Return  comprises  the  following  Abstracts : — 

1.  England  and  North  Wales,  so  fSar  as  the  Highways  are  indnded  in  Dwiaiona,  under 

the  12th  &  13th  Victoria,  Cap.  36.,  for  the  year  ending  25th  March  1868. 

2.  England  and  North  Wales,  so  far  as  the  Highways  are  included  in  Districts,  under 

the  25th  &  26th  Victoria,  Cap.  61.,  and  the  27th  &  28th  Victoria,  Cap.  101.,  for  the 
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SUMMARY  of  the  Receipts  aDd  Expenditure  of  the  several  Returns 

included  in  these  Abstracts. 


Number  of  Returns,  16,270. 


Balance  in  hand  -  -  -  . 

Balance  overspent 

Receipts. 

Rates  or  Assessments       ... 
Team  Labour  peiformed  in  lieu  of  Rates 
Other  Work  performed  in  lieu  of  Rates    - 
From  Tump^e  Trusts 
Money  borrowed  -  .  . 

Other  Receipts  .  -  - 


Total  Receipts 


Expenditube. 

Manual  Labour       .  .  - 

Team  Labour       -  -  -  . 

Materials    -  -  -  - 

Tradesmen's  Bills         .  .  - 

Law  Charges        -  -  -  . 

Improvements  •  -  - 

Salaries  and  Common  Charges 

Team  Labour  performed  in  lieu  of  Rates 

Other  Work  performed  in  lieu  of  Rates 

To  Turnpike  Trusts 

Literest  of  Debt    -  -  - 

Money  borrowed  repaid 

Other  Payments      -  -  - 


Total  Expenditure 


Balance  in  hand 
Balance  overspent 

Money  borrowed 
Unpaid  Interest 


£        8.    d. 

181,795  12  2 

71,433  8  3 

1,427,940  2  0 

17,217  12  3 

2,482  1  11 

19,158  18  8 

9,920  0  0 

29,315  6  0 

1,606,034  0  10 

593,868  12  6 

245,146  1  11 

380,481  17  1 

72,379  2  11 

2,438  16  3 

26,178  13  1 

96,780  3  11 

17,217  12  3 

2,482  1  11 

21,864  11  10 

781  0  4 

1,661  17  3 

36,786  19  9 

1,498,047  10  11 

189,388  11  8 

71,039  17  10 

21,309  14  11 

96  17  1 

Home  Office,  Whitehall, 
Ist  Febraary  1870. 
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Cambridge     • 
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Devon  -  -       - 

Dorset 
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Essex 
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Hereford 

Hertford 

huntinodon 
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Lancaster 


Divisions.      Districts. 


Page. 


8,    9 
ib. 

ib. 
10,  11 

ib. 
ib. 
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ib. 

ib. 
12,  13 

ib. 

ib. 
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14,  15 

ib. 
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ib. 


Pag0. 
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34,  35 
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i    34,  35 
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34-37 
36,  37 

ib. 
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38,  39 

ib. 
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38-41 
40,  41 

ib. 
42,  43 

ib. 

ib. 

ib. 


Leicester 

Lincoln 

Middlesex    - 

Monmouth 

Norfolk 

Northampton   - 

Northumberland 

Nottingham 

Oxford 

Rutland 

Salop 

Somerset  * 

Stafford 

Suffolk 

■Surrey 
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Wilts 
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ib. 

ib. 

48,  49 

ib. 
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50,  51 
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WALES. 
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Denbigh 

FUNI 
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Abstract 
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— 

ib. 

— 

ib. 

50,  51 

ib. 

— 

30,  31 

■  — 

ib. 

— 

5 

32,  33 
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Abstract 
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;  1  Counties  of  England  and  North  \S  Vict.  < 

Cap.  36. 

-J 

i 

EXPENDfel; 

i 

1  Materials. 

Tradesmen 
Bills. 

'8 

Salaries. 

1 

rerspent. 
in 

NAMES  OP  COUNTIES. 

£     s.    d. 

&        8. 

d. 

£       8. 

d. 

I        8.      d. 

ENGLAND. 

— 

— 

— . 

' 

Bedfordshthf. 

1,389     0     8 

677     5 

0 

332     3 

0 

i78     9    0 

Bbbkshibb. 

1 8,492     2     5 

2,411     7 

4 

454     0 

2 

>67  16     8 

BuOKINGHAlCgHIRB. 

^1,007     3  11 

1,529     9 

10 

908  17 

2 

)70  18     8 

CAMBBIDGBflHIRB. 

487  16     8 

49     5 

10 

178  15 

0 

— 

Chbshibb. 

427     4  10 

211   10 

9 

164  12 

2 

78  17     2 

COKKWALU 

958  10     7 

260  15 

10 

338     9 

2 

123     8     4 

CUMBBRLAKD. 

3,348     8     3 

1,050     6 

2 

882  10 

2 

(65  11  11 

591     8  10 

330     3 

7 

96  15 

9 

69     7     4 

Betonshtrv. 

281   19     7 

177     4 

9 

3     0 

0 

10  14  la 

DOSSBTSBIRE. 

j      167     8     5 

56     8 

5 

77  11 

0 

— 

DUBHAV. 

9,386     0     0 

3,824     1 

I 

1,100     0 

11 

158  11  10 

Essex. 

1,142     4     4 

272     5 

5 

208     6 

8 

92     6     0 

Glougbstebshieb. 

3,694     5     8 

236     0 

4 

266     8 

3 

85     6     0 

Hampshibe. 

359  17     4 

18  14 

0 

56     5 

0 

52     8     0 

4,954     9     4 

2,220  11 

10 

490     0 

7 

31     4     7 

Hebtfobdshtre. 

22  12     4 

12  10 

11 

5     0 

0 

34  10     3 

HUNTINODOMSHIBE. 

531    18     4 

899     7 

1 

136     0 

0 

44  16     4 

Kent. 

I  9,389  15  11 

1,992     6 

4 

2,260  11 

11 

59     4     1 

Langashibb. 

— 

— 

— 

— 

Leigbstebsuzbe. 

B7,313     0     6 

4,441   11 

6 

2,253  17 

0 

75    0  11 

LmCOLKSHIBB. 

'  7,692     7     8 

4,035  17 

8 

3,091     8 

7 

78  14     2 

MmDLESBX. 

— 

— 

— 

— 

MONMOUTHSHIBB. 

7,834     6  10 

1,437     3 

6 

766     6 

11 

41     8     2 

NOBVOLK. 

'    1,520  14     7 

217     5 

10 

92     0 

0 

46  15     7 

NOBTHAMPTONSHIBB. 

;    1,602     4     3 

120     2 

8 

209  10 

0 

85  12     6 

NOBTHUMBEBULKD. 

!        — 

— 

— 

— 

NomNQHAMSHTBR . 

42     7     4 

44  19 

0 

11     0 

0 

— 

OXFOBDSHIBB. 

1,929     4     8 

231     4 

3 

118     2 

6 

51   11     1 

Bl7TLAJa>8HTBR 

295     3     7 

118     4 

3 

29     8 

8 

:)6  12     8 

156  12  11 

18  17 

2 

37     6 

9 

S3  13     6 

SOMERSBTSHIBE. 

3,587   18  11 

1,539     0 

5 

1,175     1 

8 

a    7    7 

6,053  16     2 

1,380  18 

7 

977  12 

0 

19     2     2 

Suffolk. 

'       337  12     8 

139     7 

3 

105  15 

0 

— 

SUBRET. 

8,108     8     2 

1,941  12 

3 

1,224  16 

0 

M    4    8 

Sussex. 

4,573     5  11 

1,319     1 

0 

515     0 

7 

n  18     7 

484     8  10 

70  16 

9 

113  12 

0 

28    4     1 

WESTMOBLAin>. 

55     4     4 

13     7 

5 

12  10 

0 

3     9     1 

WiLTSHIBB. 

1,891     8     6 

535  15 

5 

249     3 

9 

(4     1     6 

WOBOESTBBSHIBB. 

40,448  10     0 

6,743  17 

2 

3,058  10 

9 

16  19     2 

TOBKSHIBE. 

80,559     3     3 

40,578  16 

7 

22,000     9 

1 

16  19     7 

NORTH  WALES 

717     4     6 

102  10 

10 

309  17 

3 

15     7     0 

Anglesey. 

150     2  10 

49     6 

8 

278  12 

10 

:2     9     6 

CABNABYOlfSHIBB. 

334     6     5 

78     1 

8 

23     8 

8 

1  12  11 

Bbnbiohshibb. 

636  19     8 

94  12 

1 

217  16 

8 

0  15  10 

8  16     5 

1     2 

11 

12  12 

11 

6  18     4 

Mebionethshibb. 

412  12     1 

185  17 

4 

24     1 

0 

4  12     6 

MomrOOMBBTSHIBE. 

r  Total  of  Enqlahd  akb 
[     NoBTH  Wales. 

2,260     1   10 

461   11 

6 

866     9 

4 

1  16     1 

.82,819     5     1 

41,040     8 

1 

22,866  18 

5 

«  15     8 
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ABSTBA.CT  STATEMENTS  OF  IKCOHE  AND  EXPENDITXJRB 


[teabisbiii 


ENGLAND. 


COUNTY  OF  BERKS. 


NAMES  OP 

BALANCES, 
25th  March  1867. 

BECEIPTS. 

DIVISIONS,  &c 

In  Hand. 

Orerspent 

Bates  or 
Assessments. 

Team  Labour 
performed 

inUea 
of  Bates. 

Other  Work 
performed 

inUeu 
of  Bates. 

From 

Turnpike 

Trusts. 

Other 
Beoeipts. 

Total 
Bbgbipts. 

Masttl 
Laboa 

BetornB. 
Forest,  The        -         -  17 
Lamborne        -            -    7 
Maidenhead        -         -    8 
Newbnry            -          -  44 
Beading            -           -  26 
Wantage            -           -    2 
Windsor          -            -    4 
Borough  of  Abingdon  -    1 

£      s,    d. 
136  19     8 

84  16     0 
135     1     9 
313     1     9 
153     6     0 

42  5     6 
8     1     9 

43  7     1 

£     8.     d, 

46     9  10 

8     0    0 

34     3     4 

164  15     1 

127  17     2 

12  17     3 

1,278  15     3 

393     0     4 

1,257     1     1 

1,513     2     8 

1,180     8     3 

38     8     1 

694  18     8 

370  15     0 

£,     8.     d, 
46     5     6 

24  12     0 
26     5     9 

£       8.     d. 

£     8.     d. 
8     5     7 

£     8.     d. 
24  14     7 

17  18     3 
42     2     6 
38  13     2 

38  19     7 
13     6     0 

£       *.    d. 
1,349   15     4 

393     0     4 

1,274  19     4 

1,579  17     2 

1,245     7     2 

38     8     1 

733  18     3 

387     6     7 

£    ui 

472    1  I 
ISA    k  ' 
282  10  ! 
719    9  1 
593    2. 

29  i:  • 

204    3  1 
287  19  I 

109 

916  19     6 

394     2     8 

6,726     9     4 

97     3     3 

- 

3    5     7 

175  14     1 

7,002  12     3 

2,743  ::: 

COUNTY  OF  BUCKS. 


Ashendon 

-  17 

224     Q 

0 

99 

IS 

0 

1,730  16 

6 

86 

15 

1 
10  '     0 

10 

0 

. 

-  !     0  11     6 

1,818   13 

10 

m  ui\ 

Aylesbury 

*  39 

593   10 

10 

115 

7 

S 

3,059  10 

3 

e 

9 

6      - 

- 

307 

1 

6    130  18     0 

3,505   19 

3 

\,mn  : 

Buckingham 

*  52 

502   17 

4 

93 

7 

ti 

1,878  15 

I 

59 

7 

6 

9 

10 

0 

' 

-      48   10  11 

1,996     3 

6 

799  H  4 

Bumham 

-  17 

267     a 

0 

105 

9 

2 

1,346     7 

0 

43 

15 

4 

- 

- 

174 

li 

6 

19     5     6 

1,584     6 

4 

554  11  : 

Chesbom 

-  13 

79   17 

10 

21 

14 

4 

561     4 

3 

' 

' 

- 

* 

- 

* 

9  17     4 

571      1 

7 

233  ll  i 

Cott«8loe,  South 

-  18 

981   12 

6 

138 

m 

11 

2,884     I 

a 

- 

- 

" 

- 

I 

0 

0 

30  n  n 

2,915   13 

8 

9U    1  t 

Desborough,  1st  Div. 

-     S 

83     4 

3 

79 

3 

9 

&39     2 

6 

28 

14 

4 

S 

6 

0 

- 

- 

47  14     7 

920  17 

S 

390  IH 

Desborougb,  2nd  Dit 

.     11 

168  14 

10 

35 

15 

10 

l,:2ny   14 

7 

! 

11 

7 

I 

I 

0 

241 

19 

6 

155     4     9 

1^609   11 

5 

573  11  1 

Newport 

-  44 

400     2 

S 

119 

12 

n 

3,1G2     0 

n 

- 

- 

_ 

- 

- 

- 

Ql     3  10 

3,253     4 

9 

1,057  16  * 

Stoke        - 

-  12 

231    16 

4 

3^ 

1> 

7 

1,331    10 

8 

22 

9 

5 

- 

- 

244 

13 

0 

222     6     0 

1,820  19 

1 

494  11  » 

Stony  Stratford 

-     9 

24S     5 

6 

U 

4 

5> 

607     4 

1 

17 

17 

0 

- 

- 

27 

15 

6 

35     7     G 

6SS     4 

3 

241  i:  » 

WinsloT 

-  26 

272     7 

0 

14y 

15 

S 

1,804   10 

10 

56 

6 

9 

2 

17 

0 

- 

- 

6     0     0 

1,87!    14 

7 

&B5  U  J 

Boroughs,  &c. 

-     ' 

£34  Iff 

' 

5 

y 

8 

637     1 

5 

11 

1 

6 

- 

* 

- 

- 

214   10  10 

862   13 

9 

ME    1  < 

253 

3,488     5 

11 

1,003 

19 

5 

21,051   19 

10 

338 

8 

9 

19 

4 

0 

997 

8 

0 

1,012  2  10 

23,419     3 

5 

7,922  II  i 

COUNTY  OF  CAMBRIDGE. 


Aninirtoa  ftnd  Uelbmmie  38 

255  15     S 

202   16 

10 

2*918   12 

11 

m 

* 

. 

t. 

48      1     4 

2,966  14 

8 

7Srt   ^ 

BottUhiim        -              11 

169   19     1 

47     7 

0 

i,265    14 

4 

33 

IS  10 

- 

- 

189  n     6 

1,488     2 

a 

S97  11 

Cambridge         *         -  35 

656   15     0 

117  19 

7 

1      4^85   IS 

1 

- 

- 

- 

- 

533  15  10 

4,819   13 

11 

1,812  \^ 

Caxton            -             -  16 

73     7     9 

70  15 

11 

1,086  10 

7 

25 

9     6 

- 

- 

59     9     4 

1,171      2 

5 

377  li 

liintOD             -               *  20 

245  15     4 

193  10 

9 

1,480  11 

8 

27 

n  6 

- 

- 

36  13     7 

1,544  17 

9 

374    i 

Newmarket        -         -  18 

49-3      1      0 

113   13 

2 

2,991    14 

1 

- 

' 

-" 

- 

44     3     5 

3,036  17 

6 

1^76    4 

ISLB  OP  Ely. 

' 

1 

1 

i 

1                   ;| 

i                  J 

} 

1 

ElyandWJtcbfora,  South    13 

290    0    a 

78    7 

£ 

2,524      1 

0 

- 

. 

- 

- 

30  13     5 

2,554  14 

5 

6S&    T 

WhitUesey        -           -    2 

140  13     3 

. 

' 

2,283     1 

3 

- 

- 

- 

- 

887     3     2 

3,170     4 

5 

49y  u 

Wisbech           -          -    9 

16S  16     0 

IGG   10 

5 

3,137   15 

il 

- 

- 

- 

- 

123     5     e 

5,261      1 

5 

m  [5 

Witchford,  North         -     5 

137  IS     2 

- 

' 

1,651    10 

4 

- 

- 

- 

- 

25     0     0 

]p676   10 

4 

455  10 

154 

2,624  15     0 

991     0 

10 

25,625  10 

0 

85 

1!   10 

- 

- 

1,977  17  3 

27,688    19 

1 

7,47*  l^ 
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OK  AOOOimX  Of  HIGHWAT8  IK  EKGLAKD  AKD  WAXES. 


ENGLAND. 


COUNTY  OF  BERKS. 


EXPENDITURE. 

BALANCES, 
25th  March  1868. 

Team 
Xiaboar. 

Materials. 

Tradesmen's 
BiUs. 

Salaries. 

Team  Labour 

performed 

inUeu 

of  Bates. 

Other  Work 

performed 

in  lieu 

of  Bates. 

To 

Turnpike 

Trusts. 

Other 
Payments. 

Total 
Expenditure. 

In  Hand. 

Oren^ent 

d&     s. 

d. 

£    «. 

d. 

£      9. 

d. 

£    «.    d. 

£    *.    d. 

&    8.     d. 

£    8.     d. 

£       8. 

d. 

£     8.    d. 

£     8.     d. 

£     8.    d. 

222    16 

2 

231     2 

6 

131  10 

6 

105    2    0 

46     5     6 

- 

- 

56  16 

2 

1^65  13     1 

258  11     5 

83  19    4 

78      5 

10 

168  12 

8 

23  13 

10 

5    0    0 

- 

- 

- 

8     4 

9 

438     1     8 

53  11     5 

21  16     9 

394   13 

0 

396     8 

1 

118  19 

1 

68     0     0 

- 

- 

- 

33     9 

6 

1,293  19  10 

146     7     3 

64     9     4 

397     5 

6 

140     0 

3 

137     6 

4 

5     0     0 

24  12     0 

- 

- 

234     9 

0 

1,658     1  10 

259*  14  11 

189  12  11 

353     5 

10 

112     2 

11 

126     4 

9 

80     1     0 

26     5     9 

- 

0     6     0 

26     2 

4 

1,317  11     5 

186     5     6 

233     0  11 

4     7 

4 

11  11 

8 

1     3 

7 

- 

- 

- 

0     7 

0 

47     7     2 

34  12     5 

1     6     0 

140     4 

8 

146  13 

7 

128  11 

10 

55     0     0 

_ 

19  12 

6 

694     5  11 

53     4     9 

18     7  11 

- 

- 

182     9 

0 

9  16 

1 

14     0     0 

- 

2     5 

0 

496     9     6 

- 

65  15  10 

,590  18 

4 

1^89     0 

8 

677     6 

0 

382     3     0 

97     3     3 

- 

0     6     0 

381     6 

3 

7,211  10     5 

992     7     8 

678     9     0 

COUNTY  OP  BUCKS. 


112  17 

5 

876 

11 

6 

58 

14 

2 

14 

10 

0 

86 

15 

10 

0 

10 

0 

89 

0 

0 

31   14 

10 

1,781     5 

8 

177  10 

8 

16 

0     6 

70     9 

10 

1,631 

5 

7 

360 

2 

7 

114 

7 

0 

8 

9 

6 

- 

- 

59 

0 

0 

148  14 

1 

3,575  19 

2 

488  18 

9 

80 

15     6 

275     6 

.  7 

781 

16 

2 

95 

7 

6 

14 

0 

0 

59 

7 

6 

9 

10 

0 

- 

- 

28     6 

0 

2,063     3 

1 

223  19 

8 

81 

9     1 

178     3 

11 

283 

19 

1 

161 

5 

0 

78 

12 

0 

43 

15 

4 

- 

- 

- 

- 

128  15 

2 

1,429     8 

11 

380  18 

11 

64 

8     8 

23  11 

6 

173 

3 

9 

106 

19 

0 

- 

- 

- 

- 

- 

- 

- 

- 

- 

70  18 

2 

613  11 

9 

37     6 

8 

21 

13     4 

145     7 

10 

1,226 

3 

10 

242 

19 

8 

20 

0 

0 

- 

- 

- 

- 

- 

- 

36     6 

1 

2,621   19 

6 

616  17 

9 

80 

2     0 

109  18 

9 

116 

8 

0 

215 

17 

7 

52 

10 

0 

28 

14 

4 

5 

6 

0 

- 

- 

17  12 

0 

937     1 

8 

87  19 

1 

100 

2  10 

28     0 

6 

567 

7 

7 

269 

1 

1 

85 

5 

4 

1 

11 

7 

1 

1 

0 

15 

18 

0 

51   15 

4 

1,593  18 

5 

199     2 

1 

50 

10     1 

608     0 

8 

987 

3 

3 

324 

8 

9 

10 

0 

0 

- 

- 

- 

- 

113 

5 

0 

258  14 

0 

3,359     8 

4 

336  19 

8 

162 

14     0 

452     4 

2 

273 

11 

3 

223 

2 

2 

55 

0 

0 

22 

9 

5 

- 

- 

- 

- 

119     4 

2 

1,640     7 

8 

426     8 

5 

53 

10     8 

85     6 

10 

279 

9 

11 

31 

12 

8 

- 

- 

- 

17 

17 

0 

- 

- 

94 

16 

8 

43  14 

4 

794  14 

5 

147  11 

7 

6 

1     0 

113     3 

6 

1,072 

14 

7 

117 

14 

5 

6 

15 

10 

58 

6 

9 

2 

17 

0 

2 

18 

1 

56  16 

8 

1,957     1 

0 

147  19 

0 

110 

14     1 

108  19 

2 

223 

7 

11 

204 

2 

9 

3 

0 

0 

11 

1 

6 

- 

- 

- 

- 

106     5 

1 

1,004  17 

7 

116  16 

9 

29 

14  11 

1,311     9 

8 

8,492 

2 

5 

2,411 

7 

4 

454 

0 

2 

388 

8 

9 

19 

4 

0 

324 

17 

9 

1,098  15 

11 

23,372  17 

2 

3,388     9 

0 

857 

16     3 

COUNTY  OF  CAMBRIDGE. 


584     4 

3 

1,254     8 

0 

89  10 

2 

144 

17 

0 

. 

. 

. 

. 

_ 

55 

7 

6 

2,848  15 

8 

329     8 

7 

158  11     8 

226  14 

6 

493     4 

8 

113  16 

8 

54 

7 

6 

32 

16  10 

- 

- 

- 

100 

1 

7 

1,418  12 

10 

244     5 

5 

52     3     6 

868  18 

11 

1,592  10 

4 

311  11 

10 

152 

7 

0 

- 

- 

■     - 

36     4     0 

245 

8 

6 

5,020     0 

5 

546     5 

8 

207  16     4 

215     4 

6 

283  11 

3 

98  11 

2 

17 

6 

6 

25 

2     6 

- 

53     0     0 

40 

9 

9 

1,061     4 

4 

114  15 

2 

2     5     3 

297     8 

4 

221  19 

4 

87     0 

3 

85 

10 

0 

27 

12     6 

- 

- 

- 

874 

15 

4 

1,468     9 

1 

279     6 

1 

150  12  10 

602     7 

4 

829  19 

9 

340  13 

10 

97 

10 

0 

- 

- 

- 

- 

- 

41 

4 

3 

3,187  19 

3 

428     2 

10 

201   16     9 

989     6 

10 

1,182  11 

10 

187  17 

8 

40 

0 

0 

. 

. 

. 

51 

16 

3 

2,891     0 

4 

887  16 

8 

12     9     6 

187     7 

9 

1,132     5 

9 

44  14 

1 

59 

5 

2 

- 

- 

- 

- 

- 

937 

5 

5 

2,860     9 

4 

450     8 

4 

— 

657  16 

7 

3,179     9 

1 

186  11 

1 

181 

8 

0 

- 

- 

- 

- 

- 

39 

19 

6 

5,166  19 

3 

175  10 

7 

85     2  10 

185     5 

0 

887     8 

11 

69     3 

1 

76. 

6 

0 

■ 

- 

- 

- 

- 

37 

15 

9 

1,715     4 

I 

98  18 

5 

4,114  IS 

11 

11,007    8 

11 

1,529     9 

10 

908 

17 

2 

85 

11   10 

- 

89     4     0 

1,924 

3 

10 

27,138  14 

7 

3,054  17 

4 

870  18     8 

C  2 


Digitized  by 


Google 


10 

ABSTEAOT  STATEMENTS 

DF  INCOME  AND 

EXPENDITURE 

[  YBAB  ENDIKt 

COUNTY  OF  CHESTER. 

- 

NAMES  OF 
DIVISIONS,  &c 

BALANCES, 
25th  March  1867. 

RECEIPTS. 

In  Hand. 

Overspent 

Rates  or 
Assessments. 

Team  Labour 

performed 

in  lieu 

of  Bates. 

Other  Work 

performed 

in  lieu 

of  Bates. 

From 
Turnpike 
Trusts. 

Other 
Receipts. 

Total 
Receipts. 

Labov. 

Betonis. 
Hyde        -        -           -    1 

£     8,     d. 

£    *.    d. 

617     7     8 

£    8.   d. 

£    *.    d. 

£    *.    d 

£   %.    d. 
6    4    3 

£,      8.     d. 
623  11   11 

223  Ifi  ; 

Borough  of  Congleton  - 

1 

34  18    2 

- 

805  18     5      - 

- 

- 

7  19  11 

813  18     4 

287  15 11 

2 

34  18     2 

- 

1,423     6     1- 

-  '  - 
1 

14    4    2 

1,437  10     3 

511   S  i 

COUNTY  OF  CORNWALL. 

. 

Penwith,  East    - 

1 

35     2     0 

-      -      . 

695  16     4 

. 

. 

_ 

. 

695  16     4 

356   J  J 

Penwiih,  West 

-    2 

184     7     9 

- 

479  13     6 

- 

- 

- 

9     4     9 

488  18     3 

176  11  J 

Boroughs,  &c     - 

4 

67     0  10 

3     7     0 

731     1     5 

- 

- 

- 

16     5     0 

747     6     5 

350    ti 

7 

286  10     7 

3     7     0 

1,906  11     3 

_ 

- 

- 

25     9     9 

1,932     1     0 

m  lii 

COUNTY  OF  CUMBERLAND. 

- 

AUerdale  above  Derwent   37 

353     9     0 

160  12  10 

1,506  14  10 

132     1     5 

95  14     2 

14  19     7 

407  15     9 

2,157     5     9 

847   S'^ 

BooUe       .        -        - 

15 

153     9     3 

1  13     5 

339  10  10 

17  10     9 

14  11  11 

- 

1     7   10 

373     1     4 

214  4i: 

Cumberland  Ward      - 

46 

312  18     5 

72  11     2 

1,560     0  10 

- 

- 

- 

0  17     3 

1,560  18     1 

925  14  y 

Derweot 

67 

476  14     5 

81   13     6 

1,555  19     1 

41   19     8 

19  14     4 

14     5     6 

29  19  10 

1,661   IB     5 

968  15  i 

165 

1,296  11     1 

316  10  11 

4,962     5     7 

191  11   10 

130     0     5 

29     5     1 

440     0     8 

5,753     8     7 

2,956    4  f 

COUNTY  OF  DERBY. 

*                «         • 

Alfreton 

23 

210  18  10 

37     1     1 

1,677     4     8 

436     9     9 

11   10     9 

4     0     0 

22     9     0 

2,151   14     2 

773   J 10 

Appletree 

21 

55  15     4 

15     0     4 

707  12  10 

32     4     0 

- 

- 

9  18     0 

749  14  10 

298   9  i 

Ashbourne 

37 

211   14     8 

19  17  11 

1,101     5     1 

- 

- 

- 

47  11     6 

1,148  16     7 

454  11  4| 

Bakewell 

47 

198  16     3 

18  11     8 

1,149     0     I 

124     1     3 

43  15     3 

53     6     4 

56  19     7 

1,427     2     6 

769  24  i 

Belper 

13 

109  17     8 

10     8     1 

828     7     3 

- 

- 

57  10     0 

31   14     7 

917   11   10 

420   6  4 

Chapel-en-le-Frith     - 

27 

207  12     6 

79  12     7 

2,204  19  10 

- 

- 

39  12     9 

159     9  11 

2,404     2     6 

1,345  IS  J 

Chesterfield 

32 

958  13     6 

28     3     4 

2,644     6     8 

239     6     6 

- 

7     6     6 

8  19     6 

2,899  19     2 

1,4S4  81§ 

Derby 

47 

479     8     2 

72     4  11 

2,107  15     9 

78  13     9 

- 

- 

53  15     6 

2,240     5     0 

991   0  I 

Eckington 

17 

354  10     2 

15  11     7 

2,200  11     6 

69     5     8 

1     2     6 

- 

9  11     5 

2,280  11      1 

1,006  18  1 

Glossop 

11 

311     1     7 

- 

793  18  10 

- 

- 

- 

8  17     8 

802  11     6 

572  IS  J 

Repton  &  Gresley 

20 

214     9     8 

38     5     4 

879     6     2 

29  17     6 

- 

- 

36  13     3 

945  15   11 

848  n« 

Smalley 

17 

110     3     2 

31     2     6 

868     9     9 

205     3  11 

- 

30     0     0 

5  10     0 

1,109     3     8 

347  W  I 

AVirksworth 

20 

84     6     2 

9     2     9 

804  14     9 

53     9     8 

16     7     6 

53     3     4 

22     6     5 

949     1     7 

335  IS  n 

332 

3,502     7     8 

374  17     1 

17,967     7     2 

1,268  12  0 

71   15  11 

244  18  11 

473  16     4 

2,0026  10     4 

9,098  12  W 

COUNTY  OF  DEVON. 

- 

Iloniton 

1 

-         -         - 

4     0     4 

113     3     6 

. 

_ 

_ 

. 

113     3     6 

29  i  ^ 

Paignton 

8 

128     5     4 

. 

389  12     6 

. 

. 

- 

0     2     0 

389  14     6 

105  n  « 

Boroughs,  &c. 

9 

158  13     1 

38     0     2 

2,763     6     4 

- 

- 

196  11     6 

143  11   11 

3,103     9     9 

1,890  1^^ 

18 

286  18     5 

42     0     6 

3,266     2     4 

- 

196  11     6 

143  13  11 

3,606     7     9 

2.024  16  * 

COUNTY  OF  DORSET. 

- 

Boroughs,  &0.  - 

5 

94     6     9 

10  11     0 

952     6     8 

- 

- 

- 

31   12     9 

988  19     6 

458  1011 
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COUNTY  OF  CHESTER. 


EXPBNDITUBE. 

BALANCES, 
25th  March  1868. 

Team 
Labour. 

Materials. 

Tradesmen's 
Bills. 

Team  Labour 
Salarie..        PYXu"* 
of  Rates. 

Other  Work 
performed 

in  lieu 
of  Bates. 

To 

Turnpike 

Trusts. 

Other 
Payments. 

Total 
exfenditubb. 

In  Hand. 

Overspent 

£       8.    d. 
73     9    2 

62     7     6 

£     *.   d 
241  17     4 

245  19    4 

£      8.    d. 
26    4     9 

23     1     1 

£     8.     d. 
30     0     0 

148  15     0 

£   *.    d. 

£    8.     d. 

£    «.    d. 

£   «.    d 
1  15    r 

75     1     1 

£        «.     d 

596  16     7 
842  19  11 

£    *.    d. 
26  15     4 

5  16     7 

£    5.   d 

135  16     8 

487  16     8 

49     5  10 

178  15     0 

- 

- 

- 

76  16     2 

1,439  16     6 

32  11   11 

— 

COUNTY  OF  CORNWALL. 


128  19     8 

123     1    11 

32  10     5 

40     0     0 

. 

• 

. 

33  12     7 

714     7  10 

16  10     6 

88  19     7 

140  19     9 

91     9     8 

93  17     0 

- 

- 

- 

36  14     1 

628  11     1 

79     I     7 

34     6     8 

16  13     4 

163     3     2 

87  10     8 

30  15     2 

- 

- 

- 

142  17     8 

791     2     9 

59     8     0 

39   10     6 

234  12     7 

427     4  10 

211   10     9 

164  12     2 

- 

- 

' 

213     4     4 

2,134     1     8 

155     0     1 

73  17     2 

COUNTY  OF  CUMBERLAND. 


298     5     9 

383     3     5 

126  14     0 

122  11 

7  |132     1     5 

95  14     2 

114  11   10 

172     0     9 

2,292  12     9 

235     0     7 

177  11     5 

43     8     1 

23     3  11 

1    16     0 

23     2 

7 

17  10     9 

14  11  11 

- 

22     6     3 

360    4     5 

174     7     8 

9  14     6 

170  13     0 

304  14     3 

72  17     7 

30     1 

0 

- 

- 

3  11     4 

26     8     2 

1,533  19     9 

357  10     9 

90     5     2 

223     8     4 

247     9     0 

69     8     3 

162  14 

0 

41   19     8 

19  14     4 

- 

67     4     1 

1,790  13     0 

312     3     7 

45  17     3 

735  15     2 

958  10     7 

260  15  10 

338     9 

2 

191  11  10 

130     0     5 

118     3     2 

287  19     3 

6,977     9  11 

1,079     2     2 

323     8     4 

COUNTY  OF  DERBY. 


321     2 

1 

251  15 

5 

78 

15 

2 

155 

18 

0 

436 

9 

9 

11 

10     9 

39 

12 

6 

67 

6 

7 

2,126 

13 

1 

242  13 

11 

42  16     1 

164     9 

0 

157  19 

8 

50 

10 

0 

17 

0 

0 

32 

4 

0 

- 

- 

- 

- 

27 

11 

11 

748 

3 

11 

67     3 

11 

24  18     0 

186  13 

6 

194  11 

3 

60 

2 

I 

40 

13 

0 

- 

- 

- 

- 

118 

7 

7 

97 

16 

4 

1,162 

16 

0 

226  13 

1 

38  14     9 

287     4 

7 

129  16 

9 

57 

19 

8 

76 

18 

10 

124 

1 

3 

43 

15     3 

33 

15 

6 

58 

3 

3 

1,681 

9 

3 

129  16 

3 

108  18     6 

168     0 

11 

172  19 

1 

62 

9 

10 

46 

0 

0 

- 

- 

- 

- 

77 

18 

9 

40 

17 

10 

987 

12 

9 

78  15 

4 

44     1     8 

512  12 

8 

378  12 

10 

193 

3 

10 

55 

6 

3 

- 

- 

- 

- 

- 

- 

118 

1 

10 

2,608 

14 

2 

124    2 

6 

196  14     3 

643  18 

4 

501   15 

7 

94 

9 

11 

112 

10 

0 

239 

6 

6 

- 

- 

66 

5 

0 

46 

12 

4 

3,139 

6 

6 

733  11 

1 

42     8     3 

410     6 

9 

491   19 

3 

182 

2 

3 

86 

14 

10 

78 

13 

9 

- 

- 

- 

- 

120 

9 

0 

2,361 

6 

11 

888  la 

4 

102     8     0 

469     1 

9 

413     3 

4 

136 

14 

1 

184 

7 

3 

69 

6 

8 

1 

2     6 

69 

12 

6 

75 

1 

11 

2,426 

7 

1 

198     1 

9 

3  19     2 

139     7 

11 

97  11 

8 

23 

6 

8 

10 

0 

0 

" 

- 

- 

- 

- 

- 

61 

17 

2 

896 

1 

7 

238     9 

9 

19  18     3 

272     3 

5 

201   10 

4 

51 

7 

11 

22 

0 

0 

29 

17 

6 

- 

- 

- 

- 

43 

2 

10 

968 

3 

10 

166     0 

1 

12     3     8 

140     0 

2 

225  14 

11 

29 

1 

10 

65 

18 

0 

205 

3 

11 

- 

- 

- 

- 

103 

2 

11 

1,106 

11 

11 

100     3 

2 

18  10     9 

141  15 

3 

130  18 

2 

30 

2 

11 

20 

4 

0 

53 

9 

8 

15 

7     5 

206 

18 

6 

22 

16 

7 

967 

6 

6 

78     1 

3 

11     1     8 

8,856  16 

3 

3,348     8 

3 

1,050 

6 

2 

882 

10 

2 

1,268  12  0 

71 

15  11 

612 

10 

4 

862 

18 

6 

2,1052 

10 

5 

2,767     2 

6 

666  11   11 

COUNTY  OF  DEVON. 


10   11     0 
131     7     0 
220  11     0 

13     8  10 
121     8     3 
456  11     9 

36  14     7 

7  11     3 

286  17     9 

5     0     0 
91   16     9 

- 

. 

46     9     6 

3  10     0 

78  16     2 

139  18     2 

98     6     6 

444  14     2 

3,131     6     9 

10  16     9 

73     6     8 

162     4     3 

69     7     4 

362     9     0 

591     8  10 

330     3     7 

96  15     9 

- 

46     9     6 

222     3     4 

3,674     6     4 

246     6     8 

69     7     4 

COUNTY  OF  DORSET. 


38  17  11   281  19  7 


177  4  9 


3  0  0 


40  16  1 


1,000  9  3 


78  0  9 


10  14  10 


C  3 
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ABSTBACT  STATEMENTS  OF  INCOME  AND   EXPENDITUEE 


[year  EXDft'G 


COUNTY  OF  DURHAM.       - 

- 

- 

- 

NAMES  OF 

BALANCES, 
25th  March  1867. 

BECEIPTS. 

DIVISIONS,  &c. 

In  Hand. 

£     8,      d, 
94  12     0 

Overspent 

Bates  or 
Assessments. 

Team  Labour 

performed 

inUeu 

of  Bates. 

Other  Work  ]      From 
l«Tf<5^«l  ;  Tompike 
ofBatco.    j    Trusts. 

Other 
Beoeipta. 

Total 
Begeipts. 

LabtKL 

Beturns. 

Chenter  Ward,  East!      „ 
Gateshead  District  J     ^ 

£     8.  d. 

£    s.    d. 
747     2    0 

£     8.     d. 
136  19     9 

A    s.    d.\    At.    d. 

£     *.    d. 
50    0    0 

£      *.    d. 
934    I     9 

£  1.  i 
437  18  : ' 

COUNTY  OF  ESSEX. 


Beacontree 

-  10 

617 

5 

8 

142 

8 

0 

5,719  19 

6 

146  15     0  j  - 

. 

107 

16     5 

5,974  10 

11 

1,861    9  J 

Brentwood 

-  31 

316 

7 

2 

291 

8 

8 

3,253  13 

7 

.  1  • 

5     0     0 

36 

0     6 

3,294  14 

1 

670  U  \ 

Chelmsford 

-  30 

349 

6 

5 

95 

12 

6 

1,095  10 

5 

.      . 

- 

84 

5     1 

1,179  15 

6 

363    %  1 

Dengie 

-  21 

104 

10 

4 

87 

11 

5 

1,427     6 

8 

461   13     9      - 

- 

12 

8     1 

1,901     8 

6 

268    61- 

Epping 

-  24 

572 

2 

7 

141 

14 

0 

3,101     4 

7 

328     7     7      - 

- 

100 

13     5 

3,530     5 

7 

737    9  * 

Freshwell 

-     8 

39 

3 

0 

21 

0 

10 

1,031     5 

3 

14  12     9      - 

- 

- 

- 

1,045  18 

0 

252    9   : 

Havering-atte-Bower 

-     6 

83 

4 

1 

10 

15 

6 

721   17 

0 

71     0     0      - 

- 

46 

2     0 

838  19 

0 

27J    5   5 

Hinckford,  North 

-  25 

358 

13 

8 

77 

16 

10 

1,512  15 

7 

25     4     6      * 

5  16     0 

15 

1     5 

1,558  17 

6 

420  14  : 

Hinckford,  South: 

1 
1 

Braintree  Portion 

-  10 

161 

2 

2 

15 

3 

2 

863     9 

1 

14     7     6      - 

- 

17 

2     6 

894  19 

1 

206  19  11 

Halstead  Portion 

-  13 

215 

16 

10 

42 

3 

4 

682     8 

7 

4     1     6  i  ' 

. 

3 

I     3 

689  11 

4 

246    2  : 

Ongar 

-  25 

285 

16 

0 

63 

0 

11 

1,299  17 

2 

-      - 

- 

42 

9     0 

1,342     « 

2 

438  16  9 

Oraett 

-  18 

134 

2 

4 

124 

2 

5 

1,290     3 

3 

224     6     0 

- 

20 

0     2 

1,534     9 

5 

487  18  ♦ 

Tendring 

-  29 

283 

1 

4 

58 

9 

7 

1,766  13 

5 

113     4     0  1  - 

- 

26 

10     3 

1,906     7 

8 

849  14  : 

Walden 

-  33 

258 

3 

11 

826 

4 

11 

2,547  10 

8 

64  12     2      -              -  1  . 

55 

18     7 

2,668     1 

5 

983    2  : 

Winstree  and  Lexden 

-  34 

219 

8 

11 

50 

5 

4 

1,350     8 

4 

455     8     9      -              -  1  - 

13 

15     0 

1,819  12 

1 

324  11  4 

Witham 

-  29 

195 

4 

4 

202 

5 

4 

1,905     0 

8 

- ! . 

26 

8     0 

1,931     8 

8 

5M    8  5. 

Boroughs 

-  14 

86 

11 

9 

92 

6 

6 

1,276     9 

1 

92     4     3      - 

2  11     5 

37 

8     1 

1,408  12 

10 

250    7  5 

360 

4^80 

0 

6 

1,842 

9 

3 

30,845  12 

10 

2,015  17  9  j  - 

13     7     5 

644 

19     9 

33,619  17 

9 

8,700  17  i 

COUNTY  OF  GLOUCESTER 


Berkeley          -           -    8 
Lawford's  Gate             -    3 

Stroud           -             -    1 
Tewkesbury        -        -  16 

78  17     9 

0  15     1 

58     7     5 

15  10     3 

181   12  11 

17     8     5 

0  15     7 

65     3  10 

58  14     9 

396  13  4 
1,892  19  10 

292     6     0 

36     3     4 

1,031     4     4 

12     9     3 

5  15     4 

592     6     2 

7  16     5 
29     4  10 

396  13  4 
2,493     2     5 

310  10     7 

36     3     4 

1,060     9     2 

78    6  i 

1,004    5  j 

93    7  9 

34  17  11 

349  I  : 

38 

335     3     6 

142     2     7 

3,649     6  10      12     9     3 

5  15     4 

592     6     2 

37     1     3 

4,296  18   10 

1,559  19   1 

COUNTY  OF  HANTS. 


Isle  of  Wight 
Boroughs,  &c. 


29 
5 


34 


599  17     0 


599  17     0 


5,514     1     8 
1,222     I    10 


6,736     3     6 


1,016  4     4 
60  2     6 


6,580     6     0 
1,282     4     4 


1,076  6  10        7,812  10    4 


COUNTY  OF  HEREFORD. 


Dore 
Kington 


1 
19 


137     8     7 


0     9  10 
57  19     5 


20        137     8     7 


58     9     3 


9     0     4 
1,369  10     3 


1,378  10     7 


11   14     2 


11   14     2 


8     3     9 


8     3     9 


9     0     4 
1,389     8     2 


1,398     8     6 


6    6  3 
498    1   5 


504    7 
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COUNTY  OF  DURHAM. 


EXPENDITURE. 

BALANCES, 
25th  March  1868. 

Team 
ILaboor. 

\fatAW>1f 

Tradesmen's 
Bills. 

Salaries. 

Team  Labour 

performed 

in  lieu 

of  Bates. 

Other  Work 

performed 

inUeu 

of  Bates. 

To 

Turnpike 

Trusts. 

Other 
Payments. 

Total 
Expenditure. 

In  Hand.        Overspent 

^      8.     d. 

167     8     5 

£     8.    d. 
56     8     5 

£     8.     d. 

77  11     0 

£     8,     d. 
186  19     9 

£     8.     d. 

£     8.     d, 

40    0    0 

£     8.    d. 
6     8    0 

£     8.     d. 
922  14     2 

£     8,    d. 
105  19     7 

£     8.     d. 

COUNTY  OF  ESSEX. 


1,061 

2 

9 

1,169     7     4 

620  18 

10 

325 

16 

8 

146 

15 

1 
0|- 

. 

517     7 

1 

5,703  17 

5 

782     3 

8 

36 

12     6 

927 

5 

2 

944  15     4 

280  15 

11 

129 

0 

0 

- 

- 

- 

41  19 

1 

2,994  10 

11 

500     9 

8 

175 

8     0 

231 

9 

7 

321  17     9 

186  15 

9 

45 

0 

0 

- 

- 

- 

- 

76     5 

0 

1,224  13 

3 

319  19 

1 

111 

2  11 

834 

6 

8 

583     3     1 

74     5 

4 

35 

6 

9 

461 

13 

9 

- 

- 

31   16 

6 

1,788  18 

11 

194  17 

5 

65 

8  11 

607 

16 

3 

1,119  19     7 

572   14 

4 

130 

0 

0 

328 

7 

7 

- 

- 

186     2 

8 

3,682     9 

9 

476     5 

4 

198 

0  11 

250 

11 

3 

811     4     1 

157  15 

3 

30 

0 

0 

14 

12 

9 

- 

- 

7  19 

5 

1,024  11 

11 

58     2 

10 

18 

14     7 

164 

7 

3 

221     7  11 

61  11 

0 

5 

19 

0 

71 

0 

0 

- 

- 

21     2 

11 

817  13 

6 

106  10 

9 

12 

16     8 

398 

12 

10 

645  12     5 

133  17 

3 

12 

0 

0 

25 

4 

6 

- 

- 

20     2 

2 

1,656     3 

9 

235  19 

7 

52 

9     0 

156 

12 

0 

859  14     1 

125     1 

6 

50 

10 

0 

14 

7 

6 

« 

. 

89  16 

1 

953     1 

1 

95  16 

7 

7 

19     7 

14 

16 

6 

293     5     2 

88  19 

8 

32 

0 

0 

4 

1 

6 

- 

- 

14     5 

10 

693  11 

3 

191     0 

9 

21 

7     2 

317 

4 

11 

406  13     2 

122  14 

9 

34 

0 

0 

- 

- 

- 

38     2 

6 

1,357  11 

4 

279  17 

9 

72 

7  10 

131 

12 

0 

422  14     3 

158  15 

9 

4 

0 

0 

224 

6 

0 

- 

13  19 

7 

1,443     5 

11 

169     5 

2 

68 

I     9 

464 

7 

5 

639     3  10 

217     0 

9 

24 

10 

0 

113 

4 

0 

- 

- 

106  16 

10 

1,914  17 

5 

256     4 

4 

40 

2     4 

547 

8 

0 

620  15     5 

326  15 

7 

90 

0 

0 

64 

12 

2 

- 

0  17     9 

109  16 

4 

2,743     7 

10 

259  14 

0 

403 

1     5 

59 

1 

9 

452     6     4 

225     4 

8 

81 

10 

0 

455 

8 

9 

- 

- 

72  17 

6 

1,671     0 

4 

333  18 

1 

16 

2     9 

564 

16 

5 

433  14     7 

195  11 

6 

47 

1 

0 

- 

- 

- 

- 

55     4 

11 

1,861  17 

2 

260     5 

6 

197 

15     0 

263 

12 

9 

440     5     8 

275     3 

3 

23 

7 

6 

92 

4 

3 

- 

- 

32  17 

8 

1,377  18 

6 

86     0 

1 

61 

0     6 

6,495 

8 

6 

9,386     0     0 

3,824     1 

1 

1,100 

0 

11 

2,015  17 

9 

- 

0  17     9 

1,386  12 

1 

82,909  10 

3 

4,606  10 

7 

1,558 

11  10 

COUNTY  OF  GLOUCESTER. 


116     7  11 

182  14     3 

19     2 

7 

2     0 

0 

" 

. 

. 

. 

8  17 

5 

407     8 

4 

82     2     4 

31     8     0 

430     3     7 

451     3     8 

158     5 

2 

165  16 

8 

- 

- 

- 

- 

39  19 

4 

2,249  14 

1 

243     7  10 

— 

76     5     0 

44  11   10 

5  18 

8 

- 

- 

12 

9     3 

5  15     4 

- 

- 

5  16 

6 

244     4 

4 

87  13     1 

28     3     3 

1     4     0 

7     8  10 

0  16 

6 

- 

• 

- 

- 

1   10 

0 

0     8 

6 

46     5 

9 

5     7   10 

— 

267     4     6 

456     5     9 

88     2 

6 

40  10 

0 

- 

- 

- 

- 

13  11 

3 

1,214  15 

7 

101     6     6 

132  14     9 

891     5    0 

1,142     4     4 

272     5 

5 

208     6 

8 

12 

9     3 

5  15     4 

1   10 

0 

68  13 

0 

4,162     8 

1 

619  17     7 

192     6     0 

COUNTY  OF  HANTS. 


136  13     0 

3,270  17     4 
423     8     4 

236     0     4 

150     0     0 
116     8     3 

- 

- 

- 

366  16     2 

6,530     6     0 
1,598     9     4 

318  18     0 

35     6     0 

136  18     0 

3,694  .  5     8 

236     0     4 

266     8     3 

- 

- 

- 

356  15     2 

8,128  15     4 

318  18     0 

35     6     0 

COUNTY  OF  HEREFORD. 


0  13     0 
249  19     5 

359  17     4 

18  14     0 

0  15     0 
55  10    0 

11  14     2 

" 

146     0     0 

0     7     0 
15     9     2 

8     1     2 
1,356     5     6 

0     9     4 
165  19  10 

52     8     0 

250  19     5 

869  17     4 

18  14     0 

66     6    0 

11   14     2 

- 

146     0     0 

16  16    2 

1,363     6     8 

166     9     2 

52     8     0 

C  4 
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ABSTBACT  STATEMENTS  OF  INCOHE  AND  EXPENDITUBE 


[teae  ebbg 


COUNTY  OF  HERTFORD. 


NAMES  OF 
DIVISIONS,  &c. 

BALANCES, 
25th  March  1867. 

at 

RECEIPTS. 

In  Hand. 

Orerspei 

Rates  or 
Assessments. 

Team  Labour 

in  lieu 
ofRat«8. 

Other  Work 
performed 

inUeu 
ofEates. 

From 

Turnpike 

Trusts. 

Other 
Receipts. 

TOTAI, 

Receipts. 

Mtnoal 

Beturns. 

£    t.   d. 

£   «. 

d. 

£    t.   d. 

£    «.    d. 

£    «.    d. 

£    t.    <2. 

£    «.    d 

£    ». 

d. 

£».  i 

Alban'8,  St 

-  13 

260  11     4 

76  10 

0 

1,227  18    9 

- 

- 

- 

32    3    6 

1,260     2 

3 

474   8  5 

Albary    - 

-    7 

112    6  10 

1  18 

3 

417  13    2 

23  13     0 

- 

- 

- 

441     6 

2 

308  11  ! 

Bishop  Stortford 

-     2 

54     5     3 

- 

- 

470    2     8 

- 

- 

- 

4     0     0 

474     2 

8 

130  11  It 

Bimtmgford 

-  U 

136     0     3 

13     1 

0 

423     7     4 

5     9     6 

- 

- 

10     0 

429  16 

10 

230  i:  1-J 

Cheshont 

-     4 

26  11     9 

8  19 

9 

346     3     4 

- 

- 

- 

9     0     8 

355     4 

0 

65   (  f 

Chipping  Barnet 

-     5 

177     1     8 

115  14 

10 

472  11   10 

23  17     0 

- 

- 

667     5     5 

1,163  14 

3 

268  16  5 

Dacomm 

-  20 

758  14     8 

180     4 

6 

3,813     7     6 

- 

- 

- 

210     8     1 

4,023  15 

7 

1,249  15  i 

Hertford 

-     9 

90  11     2 

187     8 

11 

1,659     7     8 

8     4     7 

- 

18  19  10 

14     4     9 

1,700  16 

10 

656   €  i 

Hitchin       .       - 

-  11 

112  19  11 

85  17 

0 

1,660  11     9 

- 

- 

50     7     0 

1,710  18 

9 

646   i  1 

Odsej 

-  14 

255  10     0 

32  17 

0 

1,455  11     7 

- 

" 

- 

40  10     6 

1,496     2 

1 

473    8  J 

Shenley  - 

-     1 

17     2     9 

- 

- 

148     3     3 

43  11     0 

- 

- 

- 

191    14 

3 

71  n  : 

Stevenage 

-  18 

260  13     9 

276     3 

9 

1,077   19     9 

9  19     4 

- 

- 

15     3     8 

2,003     2 

9 

660  19  ' 

Ware 

-  10 

203     9     3 

9  11 

0 

658  10     7 

19   16     4 

- 

- 

11     7     2 

689   14 

1 

509   3  i 

Watford 

-     7 

39     1     6 

130     1 

10 

1,556     5  11 

- 

- 

- 

83     1     9 

1,639     7 

8 

5M  11  i: 

Welwyn 

-     4 

32     6     6 

- 

- 

202     9     5 

- 

- 

- 

- 

202     9 

5 

m  18  t 

Boroughs 

-     8 
147 

39  19     1 

69  19 

8 

1,192  12     4 

66     1   10 

9     7     6 

- 

36  12     6 

1,304  14 

2 

442  i:i; 

2,577     5     8 

1,188     7 

6 

17,682  16  10 

200  12     7 

9     7     6 

18  19  10 

1,175     5    0 

19,087     1 

9 

6,816    8!' 

COUNTY  OF  HUNTINGDON. 


Borough  of  Huntingdon    4         33    2    6 


28  18     1 


80  15     5 


7  15     4 


14     8     9  102  19     6 


Boroughs,  &c. 


-    9 


245     6  10 


163     8     8 


COUNTY  OF  KENT. 


2,887     5     7 


17     4  11 


36     6     4 


95     8     3 


3,036     5     1 


COUNTY  OP  LANCASTER. 


Ashton  under  Lyne      -  15 

129  11 

3 

0     8 

0 

516     5 

. 

_ 

- 

- 

J. 

1 

. 

143     6 

0 

659  11 

2 

256 1:  i: 

Bacup  and  Rawtenstall     9 

7  12 

10 

2     3 

7 

79  11 

5 

- 

- 

- 

- 

- 

- 

- 

79  11 

5 

56    I  : 

Blackburn,  Lower        -  28 

332  13 

9 

174  10 

7 

8,057  15 

8 

166 

8 

9 

103  16 

1 

50 

0 

0 

73  11 

3 

3,451    11 

9 

1,060  i:i 

Blackburn,  Upper        -  38 

583  19 

0 

86  11 

10 

2,866  13 

8 

- 

- 

- 

- 

15 

0 

0 

77     7 

8 

2,959     1 

4 

1,286  13 

Bolton         -        -        -  27 

829     2 

0 

147  15 

8 

3,743     8 

6 

- 

- 

- 

- 

298 

7 

6 

117     4 

3 

4,159     0 

3 

1,748   J  J 

Bury        .         -         -  17 

321   15 

9 

91     2 

6 

2,664  17 

11 

5 

4 

6 

4  11 

11 

- 

- 

99  14 

11 

2,774     9 

3 

1,117   5  0 

ChUdwall        -             -     1 

34  14 

0 

- 

- 

85     8 

5 

- 

-' 

- 

- 

- 

- 

- 

- 

85     8 

5 

44  13  J; 

Hawkshead         -       -  12 

136  10 

8 

0     5 

0 

479  11 

10 

48 

14 

8 

- 

- 

- 

- 

3  16 

4 

532     2 

10 

453   8  J:, 

Kirkham          -            -  29 

282  14 

7 

" 

- 

1,149  18 

1 

255 

15 

11 

20  12 

2 

- 

- 

14  18 

10 

1,441     5 

0 

384  19  J 

Lonsdale,  North           -  89 

519  16 

7 

74     0 

7 

2,644     2 

4 

55 

17 

2 

0     4 

6 

- 

- 

119     3 

8 

2,819     7 

8 

2,049  li  U^ 

Lonsdale,  South           -  30 

337     6 

7 

55  14 

7 

1,994  12 

6 

83 

12 

11 

29  15 

3 

40 

1 

11 

20     0 

8 

2,168     3 

3 

1,085   9  8 

„  Hornby  Snb-Div.  18 

112  16 

8 

1     0 

4 

338     6 

8 

6 

4 

0 

9     6 

8 

90 

3 

9 

14  18 

5 

458  19 

6 

310  0  I 

Manchester         -         -  27 

969     3 

8 

19  10 

3 

4^56     2 

6 

114 

8 

6 

88  18 

6 

385 

1 

4 

388     1 

9 

5,232  12 

2,106  15  4 

Middleton        -           -  29 

529  17 

3 

60  15 

2 

3,530     8 

0 

6 

12 

9 

- 

- 

- 

- 

141     0 

5 

3,678     1 

1,581 1:  )o 

Oldham      -         -        -    2 

276  13 

7 

- 

- 

1,473  17 

11 

- 

- 

- 

- 

- 

6     0 

2 

1,479  18 

609   5  ' 

OverDarwen       -        -    4 

2  16 

7 

79  13 

4 

772  13 

7 

- 

- 

- 

- 

- 

80  10 

0 

853     3 

591    8  ^ 

Prescott           -           -    8 

208     7 

3 

- 

- 

1,871     6 

6 

- 

- 

- 

- 

- 

- 

38     1 

7 

1,909     8 

534   5i| 

Preston     -          -        -  23 

212     0 

11 

9  10 

2 

1,005     4 

9 

169 

12 

8 

79     5 

8 

31 

2 

0 

17  11 

4 

1,302  16 

355  U  *. 

Warrington        -         -    6 

244     7 

10 

- 

- 

1,453     7 

4 

87 

9 

9 

6     2 

6 

86 

3 

9 

16  15 

4 

1,599  18 

851  11 1" 

Township  of  Bootle-l      , 
cum-Ianacre         -  J 

206  19 

10 

- 

- 

1,756     5 

2 

- 

- 

- 

- 

- 

- 

72  12 

4 

1,828  17 

305   7  »i 

358 

6,274     0 

2 

803     1 

7 

35,739  17 

11 

1,000 

I    7 

342  13 

3 

946 

0 

3 

1,444  1411 

39,473     7 

11 

6,790  <  ' 
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COUNTY  OF  HERTFORD. 


EXPENDITURE. 

BALANCES, 
25th  March  1868. 

Team 
Labour. 

Materials. 

Trade8meii*8 
Bills. 

Salaries. 

Team  Labour 
performed 

in  lieu 
of  Bates. 

Other  Work 
performed 

in  lieu 
of  Bates. 

To 

Turnpike 
Trusts. 

Other 
Payments. 

Total 
Expenditure. 

In  Hand. 

Overspent. 

&    s.    d. 

£     s. 

d. 

dg    s,    d. 

£,     8.     d. 

*  ..  d. 

A    s,    d. 

£    s,    d. 

£    s.   d. 

£    «. 

d 

£     8,    d. 

£    s.    d. 

190  18     1 

255  18 

3 

60  17     1 

31  19     9 

- 

- 

- 

33     1  10 

1,047     3 

5 

467     3  10 

70    3    8 

58     4    4 

42     6 

0 

43     5     5 

15     0    0 

23  13     0 

- 

- 

4     9     7 

495  10 

0 

81     2     2 

24  17     5 

123     9     9 

79     3 

3 

101     1     2 

-        -        1- 

- 

- 

- 

21   16     0 

456     2 

0 

72     5  11 



78   14     9 

209  12 

9 

73     1     1 

- 

5     9     6 

- 

- 

20     3     8 

617  19 

2 

64  18     4 

130     1     5 

18     7     0 

38     7 

6 

52  10  10 

3     9     6 

- 

- 

- 

12     8  10 

190  10 

4 

182     5     8 

— 

158   12     4 

202  19 

9 

92  19     3 

40     0     0 

23  17     0 

- 

- 

317  19  11 

1,105     4 

8 

170     4     5 

60     8     0 

261    16     8 

1,590  18 

6 

434     7     5 

73  13  10 

- 

- 

- 

72  11     2 

3,683     3 

4 

941     0     7 

21    18     2 

117   16     8 

196  17 

7 

260     7     0 

32     0     0 

8     4     7 

- 

- 

19     3     3 

1,290  15 

5 

390  17     8 

77  14     0 

151     4     7 

511  16 

0 

291     3     2 

77     0     0 

- 

- 

- 

11     2     1 

1,688     8 

6 

106  13     6 

57     0     4 

315   17     3 

500  16 

r 

156  15     5 

30     0     0 

- 

- 

2  18  10 

22     5     4 

1,502     1 

8 

239     9     2 

22  15     9 

20     0  10 

16  19 

10 

28  14     3 

10     0     0 

43  11     0 

- 

- 

1   15     0 

192  13 

1 

16     3  11 

— 

163  14     5 

360  10 

0 

131   18     3 

83     0     0 

9  19     4 

- 

- 

303     0  10 

1,713     2 

6 

337  10     7 

63     0     4 

86  IS     3 

116  12 

5 

100     7  11 

30     0     0 

19  16     4 

- 

- 

23  18     6 

886  11 

7 

95     2     4 

98     1     7 

225   16     3 

528     9 

6 

142     8     4 

10     0     0 

- 

- 

- 

50  15     7 

1,462     1 

7 

114  11   11 

28     6     2 

37     3  11 

44     8 

8 

9  14     6 

5     0     0 

- 

- 

- 

21   19     6 

241     4 

9 

9  15     2 

16     4     0 

114  14     9 

258  12 

9 

241     0     9 

48  17     6 

66     1   10 

9     7     6 

- 

97     2     8 

1,278  15 

8 

66  11     8 

70  13     9 

2,123     4  10 

4,954     9 

4 

2,220  11   10 

.490    0     7 

200  12     7 

9     7     6 

2  18  10 

1,033  13     4 

17,851     7 

8 

8.855  16  10 

731     4     7 

10     7     1  22  12     4  12  10  11  5     0     0- 


COUNTY  OF  HUNTINGDON. 


7  19     8 


94     6  10  47     7     4         34  10 


COUNTY  OF  KENT. 


682  15  5   531  18  4 


899  7  1 


136  0  0 


17  4  11 


79  15  0    112  6  10    3,010  5  5 


152  13  2    44  15  4 


COUNTY  OF  LANCASTER. 


32  12 

8 

72  12 

7 

21 

13 

8 

33  11 

6 

. 

. 

- 

. 

172 

11 

11 

66 

15 

11 

656  16 

2 

142 

2 

1 

10     3  10 

8     5 

10 

3     6 

8 

0 

15 

10 

7  18 

0 

- 

- 

- 

- 

31 

5 

0 

3 

6 

2 

110  19 

2 

4 

2 

0 

30     0     6 

503  13 

4 

614  11 

3 

124 

4 

11 

260  12 

0 

166 

8 

9 

103  16 

1 

394 

0 

0 

125 

1 

6 

3,852  16 

9 

380 

7 

0 

123     8  10 

471   19 

9 

896  11 

10 

108 

17 

10 

163     5 

9 

- 

- 

- 

- 

0 

1 

10 

83 

10 

6 

3,011     0 

6 

491 

18 

5 

46  10     5 

762     2 

11 

1^59  19 

11 

141 

12 

7 

374  14 

0 

- 

- 

- 

- 

218 

2 

9 

92 

13 

3 

4,697  14 

7 

439 

17 

11 

297     5  11 

442  12 

11 

474     2 

6 

89 

2 

7 

166     9 

0 

5 

4 

6 

4  11 

11 

- 

- 

481 

15 

4 

2,781     8 

9 

352 

3 

11 

128     5     2 

21     5 

0 

12   12 

0 

3 

10 

10 

10     0 

0 

- 

- 

- 

- 

• 

- 

10 

8 

0 

102     3 

7 

17 

18 

10 

— 

51   13 

10 

13  12 

10 

7 

9 

0 

20  17 

4 

48 

14 

8 

- 

- 

- 

- 

49 

15 

4 

645  11 

8 

67 

11 

9 

44  14  11 

349     9 

8 

188  15 

11 

176 

6 

4 

96     2 

6 

255 

15 

11 

20  12 

2 

- 

- 

77 

4 

7 

1,549     6 

10 

189 

1 

1 

14     8     4 

342     4 

4 

102  10 

2 

139 

1 

6 

80     5 

0 

55 

17 

2 

0     4 

6 

- 

- 

43 

6 

10 

2,813     2 

4 

507 

6 

9 

55     5     5 

356     0 

7 

353     1 

10 

51 

4 

9 

121  17 

0 

83 

12 

11 

29  15 

3 

- 

- 

71 

0 

9 

2,152     2 

9 

308 

9 

0 

10  16     6 

61   12 

11 

14     6 

8 

31 

1 

11 

24     0 

0 

6 

4 

0 

9     6 

8 

- 

- 

5 

18 

2 

462     5 

5 

115 

7 

5 

6  17     0 

657   15 

9 

1,140  13 

6 

707 

9 

2 

190     9 

11 

114 

8 

6 

88  18 

6 

- 

- 

303 

2 

1 

5,309  12 

9 

899 

14 

7 

27     1     4 

333  19 

0 

1,165  17 

5 

149 

13 

0 

76  15 

7 

6 

12 

9 

- 

- 

60 

0 

0, 

105 

17 

4 

3,480  12 

11 

778 

6 

2 

111   15  10 

129     2 

3 

781   14 

8 

39 

7 

6 

74     0 

0 

- 

- 

- 

- 

- 

- 

79 

18 

8 

1,718     7 

8 

43 

4 

0 

— 

120     9 

6 

69  10 

11 

17 

9 

5 

51     5 

0 

- 

- 

- 

- 

- 

- 

3 

2 

6 

853     6 

0 

4 

8 

5 

81     7    7 

497     7 

3 

518  12 

11 

109 

14 

5 

60     0 

0 

- 

- 

- 

- 

- 

- 

276 

12 

9 

1,996  12 

6 

116 

2 

10 

— 

184  17 

0 

367  12 

10 

46 

10 

4 

81   19 

4 

169 

12 

8 

79     5 

8 

27 

0 

0 

35 

13 

2 

1,348     7 

0 

185 

9 

9 

28     9     7 

258     7 

0 

592  18 

10 

27 

0 

9 

81   10 

0 

87 

9 

9 

6     2 

6 

- 

- 

14 

13 

6 

1,919  14 

2 

67 

5 

3 

142  12  11 

222  18 

1 

646  11 

1 

- 

- 

- 

285     0 

0 

" 

- 

- 

- 

- 

- 

319 

17 

7 

1,779  14 

6 

256 

2 

10 

— 

5,808     9 

7 

9,389  15 

11 

1,992 

6 

4 

2,260  11 

11 

1,000    1 

7 

342  13 

3 

903 

1 

6 

2,249 

3 

11 

40,786  10 

7 

5,367 

0 

0 

1.159     4     1 

25342. 
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ABSTRACT  STATEMENTS  OF  INCOME  AND  EXPENDITURE 

YEAR  Mm% 

COUNTY  OF  LINCOLN. 

■•                • 

- 

- 

NAMES  OP 

BALANCES, 
25th  March  1867. 

RECEIPTS. 

DIVISIONS,  &c 

In  Hand. 

Overspent 

Rates  or 
Assessments. 

Dmou  Labour 
perfonned 

in  lieu 
ofBitea. 

OthyWork 
perfomed 

in  lieu 
or  Bates. 

From 

Turnpike 

Trusts. 

Otber 
ReodptB. 

Total 
Receipts 

Mgoui 

UboOL 

Farts  of  Holland. 

Retams. 

£      *.    d 

£      8. 

d. 

£         8.     d. 

£«.<£. 

&      8.      d. 

£      8. 

d. 

de     *.    rf. 

£ 

«. 

d. 

£    1  i 

EUoe    -          -            -  15 

323  10  11 

327  11 

11 

10,424    3  11 

- 

- 

- 

- 

131  19    3 

10,556 

3 

2 

2,151    2  1 

Eirton  and  Skirbeck    -  23 

542     1     3 

498  10 

8 

12,877  11     9 

- 

- 

- 

- 

206  18  11 

13,084 

5 

8 

8,222   4  « 

Pasts  of  Eesteteh. 

Aveland        -             -  20 

236  16     2 

58    0 

11 

3,961     5     8 

- 

- 

- 

- 

67     6    2 

4,028 

11 

10 

2,176  15  ! 

Beltisloe            -           -  20 

157  15     8 

93     1 

1 

1,704     7     2 

- 

- 

- 

- 

0  10     0 

1,704 

17 

2 

1,068  10  H 

Linooln        -                •  S5 

613  18     7 

169     6 

5 

4,742     4     3 

78     9     2 

- 

15  17 

0 

277     6     2 

5,118 

16 

7 

2,84$   5  : 

LoTeden           -          -  34 

584  14     < 

96     0 

8 

4,863     7     4 

102  10     5 

- 

- 

- 

93  13     2 

5,059 

lO 

11 

2,102  17  13 

Ness        -          -          -  15 

194  15  11 

21  12 

9 

1,972  14  10 

- 

" 

- 

- 

12  17  11 

•1,988 

18 

9 

1,110   2  J 

Sleafoi^           -            .  59 

883     0     2 

288  12 

11 

8,882     7     5 

108     8  11 

- 

- 

- 

185     6    2 

9^76 

2 

6 

4,424    6  1 

WimiiliriggsandTfareeo  22 

325     7  10 

6  15 

7 

2,268     1     7 

77  12     8 

- 

- 

- 

5     2  10 

2,350 

17 

1 

1,231     5  \ 

Fabts  of  Lindset. 

Bradley-Haverstoe       -  36 

462  14     8 

445     4 

4 

3,846  16     7 

876  14  10 

- 

- 

- 

66  14     8 

4,790 

6 

1 

1,375    8  I 

Calceworth        -          -  35 

418  12     7 

180  17 

4 

5,307     4     9 

- 

- 

- 

- 

23     4     6 

5,330 

9 

3 

1,492  16  1 

Gainsborough    -          -  26 

274     0     1 

26     6 

6 

4,005  16     9 

- 

- 

- 

- 

90     7     4 

4,096 

4 

1 

2,686    S  3 

Homcastle      -           -  63 

433     7     0 

130     6 

0 

4,234  10     5 

- 

- 

12     0 

0 

161   12  11 

4,408 

3 

4 

1^24  15  6 

Lincoln     -        -         -  56 

871  17  11 

113  12 

3 

6,276     9     3 

332  13     2 

21     4     6 

- 

- 

82  19     2 

6,713 

6 

1 

3,815  10  \ 

Louth                 -          •  52 

272     4     5 

129     5 

3 

5,576  12     3 

179  16  10 

- 

26  10 

0 

76     6     8 

5,859 

5 

9 

1,458  13  ? 

Spilsby            -             -  58 

447  16     7 

287  19 

1 

7,966  11     8 

94     1     0 

- 

- 

- 

104  15     1 

8,105 

7 

9 

1,616  16  i 

Walshcroft         -         -  24 

332  17     2 

211   10 

8 

3,251     8     6 

639     8     7 

- 

- 

- 

108     4     8 

3,998 

16 

9 

1.209  11 11 

Winterton        -            -  27 

525     5     3 

66     1 

10 

8,736  19     4 

122     7     6 

25     0     0 

- 

- 

81  19     9 

8,966 

% 

7 

2,180    8  1 

Wraggoc           -          -  38 

418     6  11 

57     8 

10 

2,492     9     9 

510  13     8 

- 

- 

- 

20     6    « 

3,028 

9 

6 

932  U  » 

Yarborough,  Northern  -  U 

321     8     2 

38     6 

11 

3,022     4     6 

138  18     3 

- 

- 

- 

74     9     4 

3,235 

7 

1 

1,084  18  : 

rarborough,  Southern  -  25 

325  16     4 

HI   13 

6 

3,850  16     0 

117  17     € 

- 

- 

208  19  10 

4,177 

13 

4 

1,371    2  •! 

Borough  of  Stamford  -    3 

54     7  10 

- 

- 

76     9     2 

0  16     9 

- 

- 

- 

- 

77 

5 

11 

41  IS  > 

692 

9,015  17     6 

3,353     5 

5 

105,280     7  10 

3,380  3  10 

46     4     6 

54     7 

0 

2080  16    0 

110,841 

19 

2 

40,527  8  ' 

COUNTY  OF  MIDDLESEX.    - 


Brentford  -  -    8 

South  Mims  -  -    4 

Spelihome  -  -  11 

Uxbridge  -  -  11 

London,  City;  Re-\  - 
genf 8  Fark,  &c.  -J   ^ 


29  11     2 

169 

6     3 

3  12     5 

68 

7  11 

196  19  11 

227 

7     6 

135     3     8 

62 

0     8 

1,302  7  4 


39  1,667  14  1 


527  2  4 


5,582  5  5 

512  6  1 

1,900  2  6 

1,941  6  4 

72,678  2  2 


82,614  2  6 


102  12  6 
37  12  0 


140  4  6 


2  2  0 


2  2  0 


209  6  4 

2  4  5 

144  14  8 

100  6  6 

304  4  8 


760  16  7 


5,894  4  3 

514  10  6 

2,084  11  2 

2,041  12  10 

72,982  6  10 


88,517  5  7 


COUNTY  OF  NORFOLK. 


Blofield  and  Walsham    31 

226     9     6 

64  19     8 

675  18     1 

1 

. 

8     5     0 

684     3     1 

273    i  ^ 

-    9 

14     8     0 

- 

244  17     9 

-  1  - 

- 

2     0     0 

246  17     9 

116    '  5 

Clackclose 

-  31 

1,364  10     6 

305  12     8 

2,526  19  11 

97     6     6 

- 

- 

129     8     1 

2,753  14     6 

1,232  16  * 

Depwade 

.  21 

178  19  11 

21     5     8 

634     4  11 

- 

- 

- 

37  12     0 

671   16  11 

244    4  11 

Diss        .       . 

-  15 

135  17     4 

15     0     7 

572  11  10 

- 

- 

- 

15  18     3 

588  10     1 

175    OU^ 

£arshajii 

-  15 

165  16    -3 

57  12     4 

809     1  11 

- 

2  10     0 

0  10     0 

40  14     0 

852  15  11 

303    6  « 

Erpingham,  North 

-  34 

122     9     9 

91   16     0 

690  12     3 

" 

- 

- 

26     7     0 

716  19     3 

295  :  ^' 

Erpingham,  Bouth 

-  36 

107  16  11. 

95     7     9 

999     2     9 

- 

- 

-. 

31  19     8 

1,031     2     5 

384  :  * 

Eynsford 

-  31 

187     7    4 

32     3     7 

806  19  11 

- 

- 

- 

13  12     0 

820  11   11 

316    4   2 

Flegg 

-  22 

95  10     8 

51     8     2 

603     6     7 

- 

- 

- 

0  12     0 

603  18     7 

159  14    9 
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EXPENDITURE. 

BALANCES, 

25th  March  1868. 

Team 
Labour. 

Materials. 

Tradesmen's 
Bins. 

Salaries. 

TwmLsb(mr|  Other  Work 

inliau            inlieu 
oflUtes.        of  Bates. 

To 

Turnpike 

TrusU. 

Other 
Payments. 

Total 

j  EXPENDITURK. 

In  Hand. 

OveBspent. 

£      8.     d. 

£     8,   d. 

£      8, 

d. 

£         8. 

d. 

£     «.     d 

£ 

8. 

d 

£     8.    d. 

£      8, 

d. 

£          8. 

d. 

£       8,    d. 

£       8,    d. 

1,782     4     2 

5,597  15     1 

311     8 

7 

218    6 

0 

- 

- 

- 

- 

139  16 

8 

10,200     8 

0 

518  17    5 

167    3     8 

2.029   13     7 

6,228  12     0 

456  12 

2 

443  12 

8 

- 

- 

379  12     7 

439     6 

6 

13,199  13 

6 

347  19     9 

419  17    0 

459    18     1 

690     1     2 

175     6 

2 

82  11 

0 

1 

„ 

109     5  10 

158  12 

& 

3,852  10 

4 

359     3  11 

4     5     2 

279   18    4 

99     1     6 

80     3 

4 

16  10 

0 

-  !  - 

- 

89  12  LO 

68  16 

3 

1»702  13 

1 

117  19     0 

51     0     9 

989  19     1 

588     7     6 

208     3 

5 

102     5 

0 

78    9     2  1  - 

- 

- 

302  17 

6 

5,119     6 

9 

520     6     9 

81     4     9 

898  19     0 

1,436  13     8 

334  13 

11 

119     2 

0 

102  10     5     - 

- 

- 

125     8 

2 

5,120     5 

0 

532     7     6 

104     7     9 

434     0  11 

383  13     0 

71     9 

8 

50  10 

0 

-  ;  - 

- 

61  14  11 

42  16 

7 

2,154     7 

5 

78     9     0 

74     0     6 

1,741   12     1 

1,947  12     5 

463     3 

8 

76     2 

0 

108     8  11      - 

- 

273  19     4 

446     8 

3 

9,481  12 

9 

707     5     9 

413     8     9 

343     2     0 

514  11     3 

186     2 

3 

58     0 

0 

77  12     8 

- 

- 

16     8     4 

53     2 

11 

2,480     4 

7 

239     1  10 

49  17     1 

422     7     8 

1,747     6     1 

229     4 

7 

32     4 

9 

876  14  10 

. 

„ 

7  12     9 

144     7 

9 

4,835     6 

6 

285  18     0 

318     8     1 

1,058     3     4 

2,517     4  H 

194     7 

11 

134     8 

0 

- 

51  19     6 

82     5 

9 

5,531     5 

6 

806     4     9 

269     6     9 

914     1     8 

1,028     8     2 

129  12 

7 

115  15 

0 

- 

- 

- 

- 

106  17 

9 

3,980     3 

5 

401     8     7 

37  14     4 

985  14  11 

1,489     8     9 

158     8 

9 

68  18 

0 

- 

- 

- 

- 

91   12 

9 

4>518  18 

2 

889     4  11 

196  18     9 

922     4     8 

1,316     2     1 

298     2 

1 

132  12 

0 

332  13     2 

21 

4 

6 

155     0     0 

224     8 

2 

7,217  16 

11 

479     5     7 

225  10    9 

1,927     4     6 

2,102     5  11 

130     0 

6 

81     9 

0 

179  16  10 

- 

- 

80     1     0 

124     2 

5 

6,083  13 

10 

260  17    4 

842     6     3 

1,397     8  10 

3,985     3.  10 

314   15 

2 

194     3 

1 

94     1     0 

- 

- 

211     5     6 

266  12 

10 

8,280     1 

8 

458     3  11 

468     0     4 

568     7     4 

1^08  14     5 

154     3 

8 

81     0 

0 

639     8     7 

- 

- 

" 

46  15 

2 

3,908     1 

1 

815  17     3 

103  15.     1 

476     4     9 

668  11     2 

182     7 

5 

91     0 

0 

122     7     6 

25 

0 

0 

154  17 

2 

3,900  11 

1 

600  12     6 

75  13     7 

436     8     9 

1,114     4     9 

76  13 

0 

22     2 

6 

510  13     3 

. 

- 

- 

106  17 

10 

3,199  16 

1 

273  14     7 

94     8     1 

450  12     1 

1,009  15     5 

120     3 

3 

67     0 

0 

138  13     3 

- 

. 

- 

73  10 

2 

2,944  12 

9 

573  15     7 

— 

686  17     3 

1,611     0  10 

141  18 

2 

61     6 

0 

117  17     6 

- 

- 

- 

153     4 

6 

4,143     6 

10 

324     7     4 

75  18     0 

1   18     9 

28     6     7 

24  16 

9 

5     0 

0 

0  16     9 

- 

- 

- 

5     8 

2 

108     5 

8 

80  10     0 

7     1   11 

19,206  16    9 

37,313     0   6 

4,441  11 

6 

2,253  17 

0 

3,880  3  10 

46 

4 

6 

1,436  12  7 

3,357     5 

8 

111,963     0  11 

8,116  11     3 

3,575     0  11 

COUNTY  OF  MII>DLESEX. 


1,425  14     6 

1,504  13     3 

894     8     1- 

445  12     2 

102  12 

1 

6     :     - 

t 

;            1 

-     -              -          98  19     9 

5,775  15     9 

57     9     4 

78  15  11 

43     0     0 

156     8     2          24  14  10 

25     0     0 

. 

_ 

-  1  -              -  1       94  11     0 

458     3     8 

26     5  10 

34  14     6 

478     5  10 

419  11     3  i     271   10     1        136  17     6 

37  12 

0 

2   a   Oj- 

22     8     5 

1,988     4     3 

186  15     3 

120  15  11 

416     1   10 

580  14     1  ,     382  18     9          80     0     0 

- 

- 

-     - 

147  13     0 

2,056  10     5 

102  12  10 

44     7  10 

21,486  16  10 

5,031     0  11     2,462     5  11  j  2,403  18  11 

. 

-    2,704  11     0 

72.4«9  16     7 

1,814  17     7 

— 

23,849  19     0 

7,692     7     8  '4,085  17     8 

3,091     8     7    140     4 

6  12     2     0 

1 

-    8,068     3     2 

82,748  10     8 

2,188     0  10 

278  14     2 

COUNTY  OF  NORFOLK. 


;o3  11  11 

238  13 

1 
8  ! 

35  15 

7 

39  16 

0 

• 

1 
-  1  - 

52  18 

2 

943  17 

4 

156     2 

6 

254     6  11 

57     0  10 

60  10 

1 

1   19 

10 

7  11 

6 

- 

-     - 

-  1         5  16 

0 

249     5 

6 

48     7 

2 

31   11   11 

45  12     5 

1,106     4 

5 

186  10 

2 

60  18 

5 

97 

5     6- 

- 

65     6 

2 

3,494  14 

10 

501   10 

7 

183  13     1 

40  16     1 

208  13 

8 

34  11 

10 

23  12 

6 

- 

-     - 

- 

24     7 

9 

676     6 

9 

167   18 

5 

14  14     0 

44  12     9 

291   13 

7 

58  13 

3 

20  10 

0 

- 

-  '  - 

- 

24     4 

1 

614  14 

6 
2 

113  12 

9 

19     0     5 

55  15  11 

386     2 

6 

83  12 

0 

38  10 

0     - 

.  ,     2  10     0 

0     2     2 

40  19 

7 

.910  18 

99     1 

1 

48  19     5 

88  15     0 

112  17 

2 

67     3 

6 

- 

- 

- 

^  1  ^ 

- 

82     2 

3 

746     4 

11 

90     9 

1 

89     1     0 

29  17  10 

336     0 

1 

49     5 

3 

78     0 

0 

- 

i 

- 

22     2 

11 

1,049  13 

5 

147  16 

5 

153  18     3 

56     3     6 

368  11 

5 

61   17 

9 

11     0 

0 

- 

-     - 

- 

22     8 

7 

826     5 

5 

204  15 

3 

65     5     0 

36     1     1 

228  19 

8 

11   14 

9 

22  15 

0 

- 

-      - 

- 

25     2 

9 

584     8 

0 

119     5 

1 

55  12     0 

D  2 
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ABSTBACT   STATEMENTS  OF   INCOME   AND   EXPENDITUEE 


[teas  esbkg 


COUNTY  OF  NOB.FOLK— continued. 


NAMES  OF 
DIVISIONS,  &c 

BALANCES, 
25th  March  1867. 

RECEIPTS 

In  Hand. 

Overspent 

Rates  or 
Assessments. 

Team  Labour 

performed 

in  lieu 

offtates. 

Other  Work 

performed 

in  lieu 

of  Bates. 

From 
Turnpike 
Trusts. 

Other 
Receipts. 

TOTAI, 

Rbcbipts. 

MiDui 
Laboor. 

Returns. 
Forehoe           -           -    24 

£    *.    d. 
202  13     5 

£    *. 
40     6 

d. 

7 

£         8. 

656  10 

d         £     8,    d. 
3        2  12     0 

£     8.    d. 
4  17     0 

£    *.    d. 

£     8, 

14    2 

d, 
3 

a       8.    d, 

678     1     6 

272  i:  1 

Freebridge  Lynn 

33 

182     4     4 

120  16 

0 

1,000  19 

8      15     0     0 

- 

- 

12     8 

8 

1,028     8    4 

406   I  3 

Freebridge  Marshland 

14 

385  13     9 

38     1 

3 

2,014  14 

10      - 

- 

- 

11     1 

0 

2,025   15  10 

760  0  1 

Gallow 

33 

257     2     3 

82  15 

2 

559     2 

7 

4     2     0 

11   18  11 

- 

9     1 

6 

584     5     0 

305   3  3 

Greenhoe,  North 

18 

79     6     4 

28     0 

8 

451     3 

7 

- 

- 

- 

8  14 

0 

459   17     7 

159  15  5 

Greenhoe,  South 

23 

134  10     4 

74     4 

6 

656     4 

7 

49  16     4 

13     9     2 

- 

37     7 

6 

756  17     7 

351    S  1 

Grimshoe 

18 

168     7  10 

106     9 

11 

638     0 

5 

220     4  10 

42     8     1 

5  15     4 

2  10 

0 

908  18     8 

400   Oil 

Guiltcross  &  Shropham 

32 

199     8     7 

10     5 

11 

698  16 

6 

36  16     0 

31    12     6 

- 

39     9 

4 

806   14    4 

275   4  \ 

Happing 

16 

126     4     7 

39  17 

4 

786     4 

0 

5  18     0 

- 

- 

3  15 

0 

796  17     0 

224  17  S 

Holt 

26 

125     5  11 

93  18 

1 

554     3 

1 

- 

- 

- 

22     1 

9 

576     4  10 

287  M  11 

Launditch 

35 

155  18     4 

65     4 

5 

890  13 

7 

5  19     6 

4     3     0 

_ 

31     3 

8 

931   19     9 

896  i:  1 

Lodden  &  Clayering  - 

41 

275     8     1 

44  19 

9 

1,186     6 

8 

- 

- 

- 

94  15 

8 

1,281      1   11 

368    3  ^ 

Mitford 

18 

91  19     0 

19  12 

5 

901     5 

0 

- 

- 

4     6     0 

54  13 

6 

960     4     6 

383    8  ! 

Swunsthorpe     - 

37 

127     7     8 

78     7 

7 

668     9 

4 

10     7     3 

0     9     6 

- 

21     0 

9 

700     6  10 

236    0  { 

Smithdon* 

19 

30     4     0 

- 

- 

639  17 

11 

8     4     0 

0  17     6 

- 

14     0 

0 

662  19     6 

280    611 

Taverham 

18 

97  10     3 

13     I 

10 

654  16 

6 

- 

- 

- 

8  14 

8 

663  11     2 

238    7  ♦ 

Tunstead 

26 

138     2     0 

81   19 

7 

858  13 

4 

13  10     9 

- 

- 

4  10 

0 

876  14     1 

183    1  : 

Wayland 

16 

97     5  10 

31     7 

8 

319     2 

9 

- 

- 

- 

48     5 

8 

367     8     5 

139    5  » 

Borough  of  South  Lynn 

1 

- 

1     9 

0 

57     9 

8 

- 

- 

- 

- 

- 

67     9     8 

32   0  T 

693 

5,473     8     8 

1,706     4 

1 

22,766     9 

9 

469  17     2 

112     5     8 

10  11     4 

744     2 

11 

24,093     6  10 

9,151    7  » 

*  From  Angast  1867  to  March  1868. 


COUNTY  OF  NORTHAMPTON. 


Oundle  *  -      1 

Peterborough     -        -    33 
Borough  of  Dayentrj        2 


36 


318     5     9 
8     3  10 


326     9     7 


50  15     9 

310     3     1 

29     0     2 


233     7  11 

3,422  16     6 

170  19     0 


389  19     0        3,827     2     5 


3  16     6 
166     2  11 


169  19     5 


237     4     5 

3,588  18     5 

170  19     0 


3,997     1   10 


COUNTY  OF  NORTHUMBERLAND. 


Bedlingtonshire            -    4 

22  11     0 

... 

116     7  10 

- 

. 

. 

- 

116     7  10 

46  \'i 

OasUe  Ward,  East      -     10 

62     7     2 

23  18     1 

802  13     3 

73  10     4 

- 

- 

1     0     3 

877     3  10 

301  I 

Castle  Ward,  West     -    57 

444  17  11 

47  14     1 

2,037  14     1 

72     1     1 

13     6  10 

- 

6     6     0 

2,129     8     0 

899  I« 

Coquetdale  Ward,  Bast    35 

98     5     9 

136  13     3 

1,149  17     2 

35  12     0 

- 

- 

103  16     8 

1,289     5  10 

579   1 

Ck>quetdale  Ward,  North  35 

31     7  11 

76     5     2 

702     5     2 

110     9     3 

21  10     0 

- 

69     5  11 

903  10     4 

365  IJ 

Coquetdale  Ward,  West  42 

109  12  10 

3  19     1 

608     6     7 

47  10     2 

2     8  10 

- 

18  10     6 

676  16     1 

392   S 

Eirkwhelpington         -    41 

77     4     6 

69     9     6 

702  13  10 

8  15     6 

8     1     0 

- 

6     1     4 

725  11     8 

318   i 

Morpeth  Ward,  East  -    17 

63     7     4 

64  13     9 

636  16     9 

17     8     0 

2  18     6 

- 

38     4     3 

695     7     6 

317   : 

Morpeth  Ward,  West  -    56 

48  19     5 

10     8     7 

634     4     0 

34     7     8 

16  15     8 

- 

0  14     0 

686     1     4 

368    1 

297 

958  13     9 

433     1     6 

7,390  18     8  j399  14     0 

65     0  10 

- 

243  18  11 

8,099  12     5 

3^89  12 

COUNTY  OF  OXFORD, 


Boroughs 


28  17  9 


147  6  10 


16  14  2 


10  0  0 


174  0  0 


COUNTY  OF  RUTLAND. 


Rutland 


57       438  14     1 


218  14     6 


5,161   19     4 


31   16     6 


90     8     9 


6,284     4    7 
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COUNTY  OF  NORFOLK— continued. 


EXPENDITURE. 

BALANCES, 
25th  March  1868. 

Team 
liabonr. 

Materials. 

Tradesmen's 
BUls. 

Salaries. 

Team  Labour  Other  Work 
performed      performed 

in  lieu            in  lieu 
of  Bates.        of  Bates. 

To 

Turnpike 

Trusts. 

Other 
Payments. 

Total 
ExPENDrruRB. 

In  Hand. 

Overspent 

£>     a. 

d. 

£       8. 

d. 

£      8,   d. 

£ 

8, 

d. 

£    8.     d. 

£     8.     d. 

£     8.     d. 

£    8.    d. 

£        8. 

rf. 

£    8.    d. 

£     8,    d. 

64     5 

1 

193     1 

8 

51     2  11 

8 

0 

0 

2  12     0 

4  17     0 

- 

39     1     3 

635  17 

0 

205  15     3 

1     3  11 

273  17 

9 

256  12 

10 

24    5     3 

17 

5 

0 

15     0     0 

- 

- 

30  16     7 

1,023  18 

8 

244     0     0 

178     2     0 

531   13 

11 

710  13 

4 

60  16     9 

39 

4 

6 

- 

- 

- 

77     2  11 

2,179  11 

6 

302     5     9 

108     8  11 

161   19 

2 

184  17 

9 

64     3     2 

47 

0 

0 

4     2     0 

11   18  11 

- 

24     2  10 

803     7 

1 

80  18     1 

125  13     1 

53     5 

6 

73     8 

5 

20  13  11 

5 

7 

6 

- 

- 

- 

43     4     7 

355  19 

4 

164     6     1 

9     2     2 

151   14 

7 

190     2 

6 

31     2     7 

18 

16 

0 

49  16     4 

13     9     2 

- 

14  14     0 

821     4 

3 

128  16  11 

132  17     9 

104     1 

1 

102  18 

6 

40     0     0 

26 

0 

6 

220     4  10 

42     8     1 

- 

16     3     9 

951   17 

8 

92     2     2 

73     3     3 

93     8 

3 

361     5 

1 

75     3  10 

18 

0 

0 

36  16     0 

31   12     6 

- 

17  13     8 

909     3 

8 

123  17     1 

37     3     9 

162   16 

0 

323  12 

7 

9     4     2 

19 

18 

6 

5  18     0 

- 

- 

17  18     5 

764     5 

4 

129     2     8 

11     3     9 

79     3 

8 

102     7 

5 

43  14     0 

- 

- 

- 

- 

- 

20  13     4 

533  11 

4 

124  19     2 

50  17   10 

52  14 

0 

366     0 

4 

81     5     4 

26 

0 

0 

5  19     6 

4     3     0 

- 

20  19     5 

953  18 

8 

135  10     5 

66  15     5 

220     1 

10 

498     7 

4 

57  19     8 

121 

0 

0 

- 

- 

- 

38  14  10 

1,299     7 

0 

277     7     8 

65     9     5 

154     1 

0 

171     5 

6 

128  16     4 

14 

0 

0 

- 

- 

- 

39  13     9 

891     4 

9 

151     3     6 

9  17     2 

122  13 

0 

211  10 

10 

43     5     0 

13 

0 

0 

10     7     3 

0     9     6 

-      35  16     3 

673     2 

4 

156     9     5 

80     4  10 

236  11 

6 

147     2 

1 

25     2     3 

20 

0 

0 

8     4     0 

0  17     6 

-      11  11     4 

729  15 

7 

87     7     0 

123  19     2 

169     9 

7 

211  10 

6 

36  11     2 

1 

10 

0 

- 

- 

- 

15  13     6 

673     2 

1 

128  12     8 

53  15     2 

276^  6 

2 

271  19 

2 

30     3  10 

49 

8 

6 

13  10     9 

- 

- 

29     4  11 

853  14 

11 

139     0     9 

59   19     2 

43     1 

6 

110  11 

7 

28  14     7 

12 

3 

0 

- 

- 

- 

12  11     5 

346     7 

10 

116  17  11 

29  19     2 

15  18 

6 

13  13 

3 

3  14  10 

7 

0 

0 

- 

- 

- 

0  19     4 

73     5 

11 

- 

17     5     3 

4,925     9 

5 

7,834     6 

10 

1,437     3     6 

766 

6 

11 

469  17     2 

112     5     8 

0     2     2 

872     4     4 

25,569     3 

9 

4,432   10  10 

2,141     3     2 

COUNTY  OF  NORTHAMPTON. 


29     8     6 

45     1     4 

7     5     5 

13     0     0 

_ 

. 

« 

0  18     3 

239     7     7 

.         •         . 

52  18  11 

346  18     6 

1,412  18     9 

196     3     6 

59     0     0 

- 

- 

- 

136     0     0 

3,670  12     7 

263     2     8 

336  14    2 

45     5  10 

62  14     6 

13  16  11 

20     0     0 

- 

- 

- 

0  11     0 

199     8  10 

7   16     4 

57     2     6 

421   12  10 

1,520  14     7 

217     5  10 

92     0     0 

- 

- 

^ 

137     9     3 

4,109     9     0 

270  19     0 

446  15     7 

COUNTY  OF  NORTHUMBERLAND. 


58  19 

3 

14  16 

0 

0 

7 

0 

. 

. 

. 

. 

. 

- 

_ 

_ 

0 

5 

0 

121 

4 

9 

18  18 

1 

1 

4     0 

141  U 

8 

246  12 

3 

10 

9 

5 

41     3 

0 

73 

10 

4 

- 

- 

• 

- 

100 

9 

1 

915 

6 

11 

80  12 

8 

30 

6     8 

368  16 

0 

563     6 

8 

55 

3 

0 

62     6 

0 

72 

1 

1 

13 

6 

10 

101     9 

5 

33 

17 

9 

2,170 

5 

3 

385  15 

3 

29 

8     8 

124     4 

3 

254  15 

9 

10 

10 

1 

98     7 

0 

35 

12 

0 

- 

- 

- 

- 

5 

3 

4 

1,107 

14 

1 

206     1 

5 

62 

17     2 

260     8 

2 

44  18 

a 

4 

15 

0 

0  10 

0 

110 

9 

3 

21 

10 

0 

23  19 

8 

12 

4 

3 

844 

13 

11 

46  18 

1 

32 

18  11 

188  .3 

11 

42  13 

1 

6 

12 

10 

- 

- 

47 

10 

2 

2 

8 

10 

- 

- 

51 

6 

2 

731 

4 

4 

79     9 

2 

28 

3     8 

156     2 

10 

125     9 

3 

1 

13 

11 

0  14 

0 

8 

15 

6 

8 

1 

0 

0  10 

0 

42 

12 

9 

662 

5 

11 

88  16 

4 

17 

15     8 

132  12 

10 

196     0 

1 

19 

6 

6 

5  10 

0 

17 

8 

0 

2 

18 

6 

- 

- 

10 

5 

10 

701 

9 

1 

66  17 

0 

74 

5     0 

127     6 

10 

118  12 

6 

11 

4 

11 

1     0 

0 

84 

7 

8 

16 

15 

8 

- 

- 

10 

8 

11 

682 

17 

6 

50     7 

5 

8 

12     9 

1,558    ^ 

9 

1,602     4 

3 

120 

2 

8 

209  10 

0 

399 

14 

0 

65 

0 

10 

125  19 

1 

266 

13 

1 

7,937 

I 

9 

973  15 

5 

285 

12     6 

COUNTY  OF  OXFORD. 


5  19  1    42  7  4    44  19  0    11  0  0 


16  14  2   - 


20  0  0   0  11  0     199  13  9 


3  4  0 


COUNTY  OF  RUTLAND. 


744     0     6     1,929     4     8        231     4     3        118     2     6      31   16     6 


43  15  11 


25,178  18     5 


476  16  10 


151   11     1 


D  3 
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ABSTRACT  STATEMENTS  OF  INCOtBUB  AXB  EXfXNBITUBE 


[yeas,  £KDK{ 


COUNTY  OF  SALOP. 


NAMES  OF 

BALANCES, 
25lh  March  1867. 

RECEIPTS. 

DIVISIONS,  &c. 

In  Hand. 

Overspent. 

Rates  or 

TMOiLftboiir'  Other  Work 

perfturmed      performed 

inUeu            inUeu 

QfBates.        ofBates. 

From 

Tun^ike 

Trusts. 

Other 
Receipts. 

Total 
RaCMiPT& 

HsDiai 

ItbOQ. 

Returna          £    «.   <i 
Albrighton        -          -    5           13     1 
Chirbury          -            '    '  1        4     1   10  I 
Condover             -        -     5  '       10    8  10 
Ellesmere             -        -  25         75  14     8  > 
Whitchurch        -         -  H  |       66    3    8  , 
Boroughs         -            -  21       161  11    2  1 

£   s,    d. 

11  19     1 

1  4  11 

12  2     0 

2  16     6 
2     3     9 

58     1     0 

£    «.  d. 

34  0     4 

35  17     3 
70     5  11 

384  18     9 
215     5  11 
815     7     8 

A     SL    d. 
6     5     4 

&    u.    d. 

£    «.    d 
168    4  10 

£    «.    d. 
11    9    e 

0    5    0 
7    0    0 

86     2     8 

£     8.    d, 

45     »  M) 

35  17     3 

70    5  11 

885     3     9 

228  11     3 

1,069  15     2 

&  i.  i 

16  Id  i 

12   7  t 

SO  1  I 

207   ^  i 

110  15  1 

538  IS  : 

70  j     319     3     3  ;       88     7     3  1 

1,555  15  10  '     6     5     4 

( 

- 

168     4  10 

104  17     2  1      1,835     3    2 

916   4  : 

CX)UNTY  OF  SOMERSET. 


Boroughs,  &c. 


68    4    8 


0  111  840    0     9 


151   U     6  991   12    3 


6  1§ 


COUNTY  OF  STAFFORD, 


Cheadle        -        -       -  24 

Elford        -        -         -20 

Kingswinford  &  Wordsley  1 6 

Leek        -         -  -  57 

Penkridge  -        -  57 

Pirehill,  North  -  50 

Rowley  Regis  -    1 

Rugeley  -  -  11 

Shenstone  -         -  17 

Stafford  and  Eccleshall  :— 

Eccleshall  District  42 

Stafford  District   -  48 

Stone        -         -         -  18 

Uttoxeter         -  -  41 

West Bromwich, Wed-"!    g 
nesbury,  and  Walsall  J 

-  14 

-  5 


Wolverhampton 
Boroughs,  &c. 


429 


149  5 
100  14 
130  19 
246  13 
312  1 
512  10 
296  5  10 
196  18  8 
158  13     8 


155  11  4 

275  19  0 

25     6  1 

146  19  1 

343     0  9 

237  12  7 

16     2  3 


5  11 

2 

7  12 

11 

228     6 

7 

23  10 

2 

135     0 

6 

80     2 

9 

38     1 

6 

45     9  9 

44     6  9 

41     2  6 

16     3  1 

15  10  5 

33  14  2 


3,304  13     0 


720  15     3 


733  16  11 

309     9  9 

1,746  16  7 

2,205     3  6 

1,839     6  11 

3,575  16  3 

1,226  18  8 

448  15  5 

607     5  0 

660     4  9 

711     7  3 

399  19  7 

677     2  6 

2,80(     7  5 

816  15  11 

512  19  0 


38     0     8        0     5     3 


0  13     6 


13     6     0 

26     4     1 
36  13     8 


34  13     3 


2     0     0 


6     5     3 


19,278     5     5 


149  11     2        8  10     6 


208     7     8 


9     2 

6 

2     0 

0 

^  10 

0 

58     7 

9 

26     8 

0 

95  14 

11 

5  13 

0 

0  12 

6 

742  19     5  306    Oil 

311      9     9  218  10  3 

1,773     6     7  909  16  4 

2^63  IL     3  953   4  £ 

1,865   14  11  1,024  11  t 

3,709   17     1  1,509    5  1" 

1,232  11     8  657    6  1 

449     8  II  I    267    9  $ 

607  17     6  326  13  i 


207     7 

8 

- 

- 

- 

5     6     0 

1     0 

0 

10     4  10 

- 

- 

23     9  10 

- 

- 

367     3     7 

- 

- 

6  19     9 

- 

- 

74  17  11 

882  18  5 

716  13  3 

437     8  6 

743  11  3 

3,173  11  0 

823  15  8 

622  10  2 


712  10     7       20,357     5     4 


408  17  » 

296  U  S 

130  19  :, 

313  15  3 

971    1  0, 

475   0  < 

172  2  y 


8,941    S  5 1 


COUNTY  OF  SUFFOLK. 


Beccles  -  -  12 

Blything  -  -  47 

Bosmere  and  Claydcm  -  35 
Bungay  -  -  15 

Framlingham      -        -  83 
Hoxne  -  -  18 

Lackford  -         -     1 

Mutford  and  Lothingland  2 1 
Samford  -  -  28 

Stow         -  -        -  18 

Woodbridge       -  -  62 

Boroughs  -        -    8 


293 


74 
421 
304 

57 
496 
350 

63 
365 
267 
130 
527 
8 


17     3 

12  0 

4  9 

13  11 
1  9 
7     4 

7  4 

8  11 

9  10 

5  6 
16  10 
12     6 


3,067   17  11 


4  16  2 

62     9  3 

85  17  7 

20     1  8 

1   10  8 

31    14  9 

7  4  2 

47  10  8 

14  5  2 

167  8  11 

17  16  10 


460  15  10 


231  6  4 
2,050  15  II 

968     9    2 

575  9  0 
2,407  11  11 
1,552    3     9 

148     7     2 

498  13  3 
1,334     7     1 

636  0  1 
2,738     6  10 

262  13     6 


]  3,404     4     0 


8     8     8 
18  15     6 


34  14     6 
9     5     0 

3     0     0 


74     3     8 


396     4     1 
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COUNTY  OF  SALOP. 


EXPENDITURE.    . 

BALANCES, 
25th  March  1868. 

Team 
Labour. 

Mslerials. 

Tradesmen's 
Billg. 

Salazies. 

Team  Labour 

in  lieu 
of  Bates. 

OtherWork 

In  lieu 
or  Bates. 

To 

Tanpike 

TroBti. 

Other 
FaymenlB. 

Total 

In  Hand. 

Oecspent 

£     8,     d. 

2     0     3 

4     4     3 

10     0     0 

57     1     6 

20  10  11 

227     4     6 

£     8.     d. 

14    9    9 

3     3     2 

9  12     9 

74     1     7 

60  10     3 

133     6     1 

£     8,    d. 

I     1  10 

0     1     0 

3  11     4 

18     2     4 

12     3  11 

83    3  10 

£     8,    d, 
0  18    8 

8    0    0 
25  10    0 

£,     8.     d. 
6     5     4 

£    8,    d. 

£     8,     d 

7     0    0 
32  10     9 

£     8.     d, 
2  16    0 

0  18     6 

1  11     3 
25  10    0 
13  19     6 
60  15     5 

£    <.  d 

38     5  11 

27  13  11 

57  16     6 

381   18     9 

224     5     0^ 

1,101     9     2 

£     8.    d. 
5    9    2 
11     0    3 
11  16     9 
96  18  11 
70  11     7 
145     5     6 

£      8.    d. 

9     1     3 

1  0     6 
20  15     9 

2  5     5 
73     9     4 

821     1     5 

1 

295     3     7 

118    4     3 

29     8     8 

6     5    4 

. 

39  10     9 

105  10    8 

1,831     9     3  1     341     2     2 

106  12     3 

(X)UNTY  OF  SOMERSET. 


236     8     1 


156  12  11 


18  17     2 


37     6     9 


171     8     6         l,l]0    0    3 


12  19     1 


63  13     6 


COUNTY  OF  STAFFORD. 


208  19 

10 

98     I 

10 

102  15 

4 

12     0 

0 

. 

_ 

. 

29     9 

0 

29 

4 

4 

786  11 

3 

109 

3 

0 

9     1     0 

54     9 

10 

27  11 

8 

49  10 

1 

2     9 

9 

- 

- 

- 

0  10 

0 

11 

6 

6 

364     8 

0 

69 

2 

3 

28  19     1 

847     5 

8 

164  18 

1 

102  11 

5 

191   13 

0 

- 

- 

- 

- 

37 

1 

1 

1,753     5 

2 

106 

5 

0 

183  11      1 

488  19 

0 

326  16 

8 

46     7 

0 

93  19 

6 

- 

- 

179     2 

5 

195 

4 

H 

2,283  14 

0 

254 

9 

1 

51     8     5 

239  17 

6 

481   18 

3 

175  12 

I 

5     0 

0 

- 

- 

- 

- 

81 

15 

0 

2,008  14 

0 

212 

18 

0 

178  16     7 

865  10 

8 

672  15 

6 

380  10 

0 

303     7 

0 

38     0 

8 

0     5     3 

- 

- 

103 

0 

9 

8,872  15 

3 

365 

8 

11 

95  19     1 

254    4 

7 

103  17 

1 

50  14 

2 

65     0 

0 

- 

- 

- 

- 

- 

- 

- 

- 

1,131      1 

11 

397 

15 

7 

. 

52  11 

0. 

82  17 

0 

43  15 

5 

20  10 

0 

0  13 

6 

- 

15     0 

0 

26 

5 

3 

459     1 

8 

151 

12 

8 

2     7   10 

122  16 

9 

173     5 

3 

32  11 

1 

18  11 

0 

- 

- 

- 

- 

- 

14 

15 

10 

688  13 

I 

80 

7 

9 

8  12     8 

112     4 

6 

156     5 

10 

33  11 

6 

22  10 

0 

13     6 

0 

2     0     0 

0  10 

0 

46 

3 

0 

795     8 

7 

238 

10 

8 

40  19     3 

131   14 

175     7 

10 

56  15 

10 

- 

- 

- 

- 

- 

- 

- 

105 

14 

4 

766     6 

8 

214 

4 

5 

32     5     7 

51     5 

43     9 

6 

68     2 

5 

7     0 

0 

26     4 

1 

- 

_ 

- 

21 

15 

3 

348  16 

0 

76 

2 

8 

3     6     7 

137  19 

94     7 

0 

93     9 

6 

7  14 

0 

36  13 

8 

6     5     3 

46     0 

6 

49 

1 

9 

785     6 

8 

129 

16 

11 

40  16     4 

616     9 

617     0 

6 

202     0 

4 

341  U 

5 

- 

- 

- 

- 

- 

126 

10 

11 

2,874  13 

8 

647 

9 

10 

21     2     2 

95     5 

280  15 

3 

68   17 

1 

65     0 

0 

• 

- 

- 

- 

- 

17 

15 

2 

1,002  12 

11 

98 

17 

2 

40     1    10 

125  16 

11 

188  11 

8 

31  17 

2 

18  16 

0 

34  13 

3 

- 

- 

- 

130 

18 

5 

652   15 

10 

26 

2 

6 

74     0     1 

3,905     9 

2 

3,587  18 

11 

1,539     0 

5 

1,175     1 

8 

149  11 

2 

8  10     6 

270  11 

11 

996 

12 

6 

20,574     4 

8 

8,178 

6 

0 

,     811      7     7 

1 

-  COUNTY  OF  SUFFOLK. 


1       20     3 

6 

122     5 

11 

14  15 

0 

20 

15 

0 

. 

• 

- 

3     3 

0 

i         253  10 

10 

51     1 

6 

3     4    11 

'     120     8 

9 

928     8 

9 

275     4 

11 

192 

10 

0 

- 

- 

- 

-  j     105  10 

10 

2,226     5 

6 

353  13 

7 

106     1   11 

162     2 

8 

357  12 

8 

160  11 

4 

56 

14 

0 

- 

- 

• 

-          80     1 

2 

1,110     5 

4 

196     4 

6 

91     8     4 

103  17 

4 

153     9 

9 

59     7 

11 

38 

2 

0 

8 

8 

8 

- 

7     6 

0 

556     7 

10 

109     9 

7 

3  15     2 

257     8 

1 

1,479  13 

10 

302  12 

5 

122 

5 

6 

18 

15 

6 

- 

-  '       58  10 

5 

2,834  14 

7 

256     2 

8 

105     2     9 

- 

- 

1,062     4 

3 

92     4 

6 

106 

3 

0 

- 

-  1  - 

21   11 

5 

1,671   13 

0 

244  11 

10 

42    1  le 

32     0 

0 

42     7 

2 

12  10 

0 

10 

0 

0 

- 

.      - 

6     5 

6 

138  14 

5 

73     0 

1 

- 

177  13 

9 

217  17 

7 

15  14 

4 

24 

0 

0 

- 

- 

. 

12     8 

11 

585     4 

8 

312   13 

6 

22  14     2 

286  17 

9 

285     8 

2 

97     0 

6 

201 

3 

0 

34 

14 

6 

- 

-  '       24  19 

3 

1,323  14 

11 

292  15 

9 

19  n  11 

1     130  11 

11 

325  16 

8 

68     7 

5 

31 

5 

0 

9 

5 

0 

- 

39   19 

2 

781   10 

7 

155  11 

4 

17     3     2 

515  18 

10 

1,068     6 

5 

177  14 

5 

166 

8 

6 

- 

- 

-  !       95     0 

1 

2,843  11 

7 

455  18 

8 

189  14     0 

34     1 

8 

10     6 

0 

104  15 

10 

8 

6 

0 

3 

0 

0 

- 

18     4 

7 

267  14 

8 

6  10 

6 

17  16     0 

1,841     4 

3 

6,058  16 

2 

1,880  18 

7 

977 

12 

0 

74 

3 

8 

- 

- 

423     0 

4 

14,598     7 

11 

2,507     8 

1 

619     2     2 

D  4 
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ABSTRACT  STATEMENTS   OF 

INCOMI 

;   AND   EXPENDITURE 

[hear  ETBDru 

COUNTY  OF  SURREY. 

NAMES  OF 
DIVISIONS,  &c. 

BALANCES, 
25th  March  1867. 

RECEIPTS. 

In  Hand. 

Overspent 

Rates  or 
Assessments. 

Teun  Labour 
performed 

inUeu 
of  Bates. 

Other  Work 
performed 

in  lieu 
of  Bates. 

From 

Turnpike 

Trusts. 

Other 
Receipts. 

TOTAi 

Receipts. 

LaboiL 

Beturns. 
PannhofKew        -      -    1 

&    8.    d. 

£,    s.  d. 
6     6    3 

A     8.     d. 
855     0     0 

£    8.    d. 

£    8.     d. 

£    8,    d. 

£     *.   d. 
408     9     6 

£      s.   d. 
855     0    0 
408     9     5 

33«  19  g 

81  \%  0 

2 

' 

6     6     3 

855     0     0 

- 

- 

- 

408     9     5 

1,263     9    6 

418  17  $ 

COUNTY  OF  SUSSEX. 


Arundel,  Lower 

-  26 

506  14 

4 

85  10 

5 

2,694  17 

0 

74     9 

6 

. 

• 

46 

6 

5 

190 

4     5 

3,005  17     4 

1,077   %  I 

Arundel,  Upper 

-  27 

236     4 

6 

66     0 

5 

770     8 

5 

14  15 

0 

0     5 

0 

- 

26 

8     3 

811   16     8 

m  i«  i 

Bramber,  Lower 

-  13 

162     0 

5 

14  12 

7 

4,181  10 

5 

30     0 

0 

- 

- 

97 

8 

0 

26 

19     0 

4^35   17     5 

1,308    1  i 

Brighton 

-    9 

38  14 

10 

60     4 

11 

711     6 

9 

32     1 

0 

1  15 

0 

- 

- 

- 

- 

745     1     9 

221    3  : 

Burwash 

-     5 

29   19 

0 

143  17 

5 

1,848     3 

11 

- 

- 

- 

- 

3 

1 

9 

51 

18     6 

1,903     4     2 

558  11  5 

Chichester,  Lower 

-  24 

282  16 

7 

156     1 

8 

2,016     7 

2 

75     6 

6 

- 

- 

80 

0 

11 

6 

14     1 

2,178     8     8 

912   3  0 

Chichester,  Upper 

-  42 

423  17 

8 

147  18 

7 

1,934     8 

8 

76     1 

0 

- 

- 

440 

9 

5 

48 

13    3 

2,499  12     4 

581    9  I 

Cnckfield 

-  13 

405  10 

5 

10     3 

4 

3,889  16 

0 

- 

- 

- 

- 

- 

- 

10 

2     0 

3,899  18     0 

1,564  18  0 

Grinstead,  East 

-     6 

272     5 

1 

1   14 

6 

2,561   15 

6 

- 

- 

- 

- 

- 

- 

49 

8     0 

2,611     3     6 

832    9  \ 

Hailsham 

-  19 

246  15 

7 

19   18 

1 

1,815     6 

1 

403  18 

9 

- 

- 

- 

- 

1 

12     7 

2,220  17     5 

662    9  1 

Lewes 

.40 

452   12 

7 

164  17 

11 

2,713  17 

2 

30  18 

6 

- 

- 

- 

• 

63 

5     9 

2,808     i     5 

820    1  1 

Pevensey  Liberty 

-    3 

39  14 

10 

36  18 

4 

254  18 

5 

114  18 

0 

- 

- 

- 

- 

- 

369  16     5 

180  1?  I 

Steyning 

-  23 

187     7 

11 

27     1 

2 

1,574  10 

6 

3     4 

0 

0  16 

0 

11 

12 

8 

187 

4     3 

1,777     7     5 

456    7  S 

Uckfield 

-     8 

76  12 

10 

101   13 

4 

2,121   16 

8 

170     2 

7 

- 

- 

- 

- 

5 

18     7 

2,297  17     5 

670  15  5 

Worthing 

-     6 

61     7 

0 

35  15 

2 

260     6 

2 

• 

- 

- 

- 

- 

- 

4 

0    0 

264     6     2 

150  It  I 

Boroughs 

-     6 

41  12 

3 

44     6 

10 

515     8 

5 

- 

- 

99  18 

7 

59 

4 

9 

13 

15     3 

688     7     0 

SIC  10 II 

268 

3,464     5 

10 

1,116  14 

8 

29,864  15 

10 

1,025  14 

10 

102  14 

7 

738 

8 

11 

686 

3  11 

32,417  13     1 

10,457  0  1 

COUNTY  OF  WARWICK. 


Atherstone 

-  34 

306 

1     8 

17     5 

7 

1,189     6  11 

11   12     0 

^ 

. 

. 

91     7    0 

1,292     5  11 

394  19  « 

Birmingham 

-    7 

748 

7     4 

19  12 

4 

1,463  11     3 

- 

- 

- 

- 

39     5     3 

1,502  16     6 

660   5W 

Coleshill 

-  20 

93 

16     2 

51     5 

0 

880  16  11   1     9  14     9 

- 

- 

8     6     2 

898  17  10 

452    §  ' 

Eenilworth 

-  11 

356 

1     1 

2     4 

6 

1,353  10     9        9     0     0 

- 

- 

226     0     7 

1,588  11     4 

657  10  4 

Kirby 

-  44 

313 

18     2 

78     2 

9 

2,379  15     5      14  19  11 

- 

- 

33     6     6 

2,428     I   10 

795  16  ^ 

Rugby 

.  22 

228 

11     0 

14  15 

8 

1,359     9  11   -  - 

- 

- 

12  19     8 

1,372     9     7 

475  19  J 

SoUhull 

-  11 

279 

7     4 

6  11 

0 

951   14     5  1  - 

- 

- 

15     4     9 

966  19     2 

467  15  5 

Southam 

-  29 

862 

17     4 

44  10 

8 

3,143  16     1 

0  14     0 

36  17     4 

- 

158     1  10 

3,339     9     3 

1,182    7U 

Warwick 

-  22 

208 

8     7 

13     9 

9 

881     9     5 

58  19     1 

- 

<. 

6     9     1 

946  17     7 

459   8« 

Parish  of  Sutton  Coldfield  1 

20 

6     0 

- 

- 

292     5     4 

- 

- 

- 

- 

- 

292     5     4 

213   0  : 

201 

2,917 

14     8 

246  17 

3 

13,895  16     5 

104  19     9 

36  17     4 

- 

- 

591     0  10 

14,628  14     4 

5,759    :  i 

c 

50UNTY  OF  WESTMORLAND. 

- 

Ambleside 

-     6 

117 

10     4 

« 

. 

367  14     8 

„ 

, 

„ 

_ 

46  13     8 

414     8     4 

181  17  ^ 

East  Ward 

-  52 

170 

7     8 

19     0 

8 

788     5     9 

5     7     0 

- 

1 

0     0 

60     4     1 

854  16  10 

419   0  » 

Kendal  Ward       - 

.  48 

309 

4     1 

6  19 

0 

1,428     4     0 

- 

- 

- 

- 

99  12     5 

1,527  16     5 

1,217  n  ? 

Lonsdale  Ward 

-  16 

86 

11     6 

1     6 

11 

280     9     3 

7  19     6 

- 

• 

- 

67  14     2 

356     2  U 

886  13  ' 

West-Ward 

-  46 

296 

9     2 

5  18 

7 

1,001   12     3 

- 

4  19     0 

- 

- 

22  14  11 

1,029     6    2 

694   4  3  ; 

167 

980 

2     9 

33     5 

2 

3,866     5  11 

13     6     6 

4  19     0 

1 

0     0 

296  19     3 

4,182  10     8 

2,799    711 
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COUNTY  OF  SURREY. 


EXPENDITURE. 

BALANCES. 
25th  March  1868. 

Team 
labour. 

' 

Tradesmen's 
Bills. 

Salaries. 

TeamTiahour 
performed 

in  lieu 
ofBAtes. 

Other  Work 
performed 

inUou 
of  Bates. 

To 

Turnpike 

Trusts. 

Other 
Payments. 

Total 
expenditurb. 

In  Hand.        Orerspent. 

£    s.    d. 
137    7    8 

&      8.      d 

218     1     5 
124  11     3 

£      *.    d. 
54     5     7 
85     1     8 

£    8.    d. 
105  15    0 

£     8.     d. 

£    «.    d 

£    #.    rf. 

£     8,  d. 
116  18    6 

£      8.      d. 

847     9     2 
408     9     5 

£     8,    d. 
1     4    7 

£    *.    d. 

137     7     8 

337  12     8 

189     7     8 

105  15     0 

- 

- 

116  18     6 

1^55  18     7 

1     4     7 

— 

COUNTY  OF  SUSSEX. 


528     1 

6 

774 

15 

8 

104 

14 

7 

188 

10 

9 

74     9 

6 

. 

. 

. 

. 

446 

8 

5 

3.194     9 

8 

301 

16 

0 

69     4     5 

260  14 

0 

161 

5 

4 

47 

9 

2 

12 

6 

6 

14  15 

0 

0 

5 

0 

- 

- 

24 

6 

8 

819  17 

10 

202 

19 

10 

40  16  11 

617   16 

3 

1,312 

2 

6 

418 

6 

7 

195 

16 

0 

30     0 

0 

- 

- 

99 

3 

8 

68 

10 

0 

4,049  16 

2 

444 

1 

1 

10  12     0 

127     4 

11 

178 

6 

0 

77 

2 

1 

26 

1 

10 

32     1 

0 

1 

15 

0 

- 

- 

83 

16 

3 

747   10 

8 

58 

7 

8 

82     6     8 

356  15 

3 

538 

3 

11 

118 

13 

9 

60 

0 

0 

- 

- 

- 

- 

- 

- 

10 

6 

10 

1,642  11 

2 

148 

6 

5 

1  11   10 

575     9 

0 

277 

7 

3 

46 

10 

2 

204 

15 

3 

75     6 

6 

- 

- 

- 

- 

111 

0 

11 

2,202  11 

1 

207 

0 

11 

104     8     5 

511   14 

11 

392 

15 

10 

208 

19 

9 

37 

7 

2 

76     1 

0 

- 

- 

36 

0 

0 

143 

10 

8 

1,987  18 

5 

873 

14 

11 

86     I   11 

961     5 

5 

1,009 

8 

10 

276 

4 

4 

53 

0 

0 

- 

- 

- 

107 

12 

0 

62 

3 

0 

4,034  11 

7 

382 

4 

6 

121   11     0 

998     1 

7 

617 

9 

2 

71 

5 

1 

135 

0 

0 

' 

- 

- 

- 

16 

0 

0 

56 

8 

4 

2,726  13 

7 

168 

14 

7 

13  14     1 

361   16 

i 

554 

18 

7 

67 

15 

6 

38 

12 

0 

403  18 

9 

- 

56 

16 

5 

113 

16 

9 

2,260     3 

9 

265 

15 

10 

78     4     8 

732  10 

8 

786 

14 

7 

185 

14 

9 

67 

5 

0 

30  18 

6 

- 

- 

69 

8 

10 

122 

18 

3 

2,815   11 

11 

424 

7 

6 

144     3     4. 

22     6 

9 

1 

13 

9 

13 

1 

1 

20 

0 

0 

114  18 

0 

- 

1 

12 

6 

16 

14 

2 

321     3 

6 

51 

9 

5 

— 

429     9 

0 

567 

2 

10 

112 

16 

6 

82 

16 

6 

3     4 

0 

0 

16 

0 

3 

0 

0 

82 

13 

4 

1,738     5 

11 

.228 

2 

11 

28  14     8 

545     8 

11 

705 

19 

0 

68 

7 

11 

78 

I 

0 

170     2 

7 

1 

- 

- 

- 

13 

19 

5 

2,252  14 

3 

99 

16 

6 

79  13  10 

63  11 

5 

95 

9 

9 

5 

10 

1 

12 

10 

0 

- 

- 

- 

- 

- 

- 

14 

16 

I 

342  15 

9 

6 

14 

6 

59  12     3 

71   19 

7 

134 

15 

2 

119 

0 

11 

12 

14 

0 

- 

- 

99 

18 

7 

- 

- 

8 

18 

10 

657  18 

0 

71 

3 

1 

43     8     8 

7,164     5 

9 

8,108 

8 

2 

1,941 

12 

3 

1,224 

16 

0 

1,025  14  10 

102 

14 

7 

389 

13 

5 

1,380 

7 

11 

31,794  13 

3 

3,934 

15 

8 

1     964     4     8 

COUNTY  OF  WARWICK. 


237 

14 

2 

341 

15 

8 

247  12 

2 

42  10 

6 

11 

12 

0 

- 

2 

10 

0 

54 

4 

0 

1,332  18 

0 

293     8 

11 

45     4  11 

260 

8 

3 

445 

10 

5 

189  18 

10 

50  10 

0 

- 

- 

- 

- 

- 

124 

4 

9 

1.730  18 

1 

506  12 

5 

5  19     0 

76 

0 

3 

131 

0 

0 

82  11 

9 

60     0 

0 

9 

14 

9 

' 

- 

- 

61 

18 

4 

878  14 

1 

115  11 

7 

47  16     8 

155 

9 

4 

289 

0 

7 

107     0 

0 

60     0 

0 

9 

0 

0 

- 

- 

195 

14 

10 

1,473  15 

1 

490     1 

8 

21     8  10 

302 

15 

0 

865 

3 

4 

133  11 

5 

131   14 

0 

14 

19 

11 

- 

- 

63 

5 

1 

2,307     5 

1 

423  16 

11 

67     4     9 

139 

2 

11 

535 

17 

3 

153  15 

9 

18  17 

0 

- 

- 

- 

20 

0 

0 

33 

15 

8 

1,377     7 

10 

237  17 

0 

28  19  11 

98 

5 

4 

291 

4 

10 

116     6 

11 

69  12 

0 

- 

- 

- 

- 

- 

- 

65 

2 

7 

1,108     7 

1 

153     4 

8 

20  16     3 

419 

16 

6 

1,371 

5 

2 

235  13 

6 

38  12 

1 

0 

14 

0 

36  17 

4 

53 

17 

6 

80 

5 

9 

3,419     9 

9 

324  14 

10 

86     8     8 

215 

10 

3 

263 

0 

2 

42  18 

1 

23     5 

0 

58 

19 

1 

- 

- 

- 

- 

25 

8 

8 

1,088     4 

3 

131    11 

9 

77  19     7 

23 

18 

6 

V     ^^ 

8 

6 

9  12 

7 

20     0 

0 

- 

- 

- 

- 

. 

- 

1 

19 

4 

307  19 

6 

4  11 

10 
7 

- 

1,929 

0 

6 

1  4,573 

1 

5 

11 

1,319     1 

0 

515     0 

7 

104 

19 

9 

36  17 

4 

76 

4 

6 

705 

19 

0 

15,019  18 

9 

2,681  11 

401   18     7 

COUNTY  OF  WESTMORLAND. 


55  10 

0 

17  10     6 

5  11     2 

.. 

. 

. 

m 

. 

184     1     6 

444  10 

2 

87     8     6 

149     4 

5 

199     8     3 

5  15     6  1 

10  15 

0 

5     7     0 

- 

29     8  U 

39  17   10 

858  17 

8 

154     9     8 

7     3     6 

125   18 

9 

76  12  11 

22     4     2 

64     1 

0 

- 

- 

- 

32     1     5 

1,588  11 

0 

296  10     6 

5     0     0 

30     4 

2 

9     4  10 

23     0  10 

22     0 

0 

7  19     6 

^ 

- 

9  12     8 

388  15 

3 

66     8  10 

13  16     7 

189     3 

8 

181   12     4 

14     5     1 

16  16 

0 

'     - 

4  19     0 

- 

14     5  10 

1,115     6 

1 

206  14     8 

2     4     0 

550     1 

0 

484     8  10 

70  16     9  1 

113  12 

0 

13     6     6 

4  19     0 

29     8  11 

279  19     3 

4,346     0 

2 

811   12     2 

28     4     1 

25342. 
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COUNTY  OF  WILTS. 


NAMES  OF 

BALANCES, 
25th  March  1867. 

BBCBIPTS. 

DIVISIONS,  &c 

In  Hand. 

Overspent 

Bates  or 
AflBessments. 

Team  Labour 
performed 
nil  lieu 
of  Bates. 

OfcherWork 

performed 

in  lieu 

of  Bates. 

From 
Turnpike 

Other 
Beceipts. 

Total 

Betatns. 
Bradford        -             -    4 

£    «.    d. 
117     7     2 

2     2 

10 

585  10     5 

£     8,    d. 

£     8.    d. 

£     8.    d. 

£    8,     d. 
1  19     0 

£     8.     d. 

587     9    5 

III 
JIJ9i 

Borough  of  Malmes- 1      « 
bury         .           -1     3 

10    6    4 

2     3 

9 

110     2     9 

- 

- 

- 

110    2    9 

ti  J  * 

7 

127  13    6 

4    € 

7 

695  13     2 

- 

- 

- 

1   19     0 

697  12    2 

1 

COUNTY  OF  WORCESTER.   - 

-        . 

Blockley        -           -      2 

8     1     0 

. 

- 

71  16     2 

- 

- 

_ 

- 

71  16    2 

35  :\ 

Bromsgrove     -          -      3 

143  17     7 

- 

- 

394     9     5 

- 

- 

- 

- 

394    9    5 

132  III 

Droitwich        -          -      7 

56     8  10 

14  15 

9 

452     7     1 

0  11     0 

6  15     0 

- 

- 

459  18    1 

25U! 

Halesowen     -            -     14 

14  18     2 

95     9 

6 

757  13     3 

16     3     6 

. 

- 

- 

773  16    9 

288  i\ 

Northfieid        -         -      4 

196     9     6 

4  10 

9 

1,400     6     0 

89     8     3 

- 

- 

84     4     9 

1,528  19    0 

658  U 

Penbore        -           -    22 

157  12     9 

114     3 

7 

1,172  13  11 

- 

- 

- 

85  18     8 

1,258  12    2 

436  111 

Stourbridge       -         -      9 

51   10     2 

57  15 

2 

857  16     0 

77     6     0 

- 

- 

0  10  11 

935  18  11 

23S14 

Stourport        -           -      1 

31     4  10 

- 

- 

157     2  11 

- 

- 

- 

8  16     0 

165  18  U 

8'  4 

Upton             -            -      5 

24  15     2 

10  12 

11 

230  15     0 

- 

_ 

- 

1     0     0 

231  15    0 

72  10 

Woreester        -          -      6 

94  11     2 

4     1 

2 

743  19     0 

- 

- 

- 

2     0     « 

745  19    6 

IW  1 

Borough  of  Droitwicb       6 

30    S     1 

12  14 

3 

289     2     0 

0     7     0 

0  10     6 

- 

9     2     6 

299    S    0 

180 1: 

78 

809     6     5 

314     3 

1 

6,528     0     9 

183  15     9 

7     5     6 

- 

141   12  11 

6,860  U  11 

2,568  J 

COUNTY  OF  YORK. 


Bast  Biding. 
Bainton-Beacon  -    35 

Buckrose        -  -    44 

Dickering      -  -    38 

Holderness,  Middle  -  34 
Holdemesa,  North  -  27 
Holderness,  Sooth  -  26 
Holme-Beacon  -    20 

Howdenshire    -  -    41 

Hunaley-Beacon,  North  24 
Hunsley-Beacon,  South  25 
27 
40 


Ouse  and  Derwent 
Wilton-Beacon 

NoBTH  Riding. 
AUertonshire     • 
Birdforth 
Buhner,  Bast 
Buhner,  West 
Gilling,  East 
Gillmg,  West     - 


35 
57 
32 
30 
24 
45 


„    Greta  Bridge  District*  22 

Hallikeld        -  -  29 

Hang,  East        -  -  27 

Hang,  West       -  -  49 

I^ngbaurgh,  East  -  28 

Langbaurgh,  North  -  6 

Langbanrgh,  West  -  32 


729  19  0 
389  14  9 
377  2  3 
322  4  6 
308  19  10 
297  8  4 
188  5 
443  3 
269  16 
508  14 
241   14 


353  14  10 


168  8  4 

401  7  2 

376  18  0 

267  4  7 

179  11  8 
203  17 
123  12 
186  5 
243  15 

218  12  9 

461  19  8 

20  3  1 

199  1  4 


38  7  10 
72  19  6 
72  19  0 
64  8  4 
88  5  10 
32  4  10 
15  1  9 
37  17  2 
4  11  4 
52  0  2 
24  13  4 


21  10  2 

70  13  11 

33  5  3 

29  0 

25  17 

0  2 

1  7 
15  19  6 

0  8  3 

2  0  8 
14  1  7 
33  18  3 

141  12  0 

67  16  10 


6,517 
3,460 
5,914 
3,059 
1,460 
1,718 
2,407 
2,744 
1,912 
8,145 
3,631 
3,578 


6  5 
2  10 

6  10 

5  10 

8  7 

7  6 

9  10 
4  4 

15  6 

6  3 
17  6 
13  5 


1,417  11  7 

2,423  4  1 

2,414  16  2 

1,769  14  9 

605  11  7 

598  4  1 

337  7  11 

618  8  3 

979  16  10 

1,509  5  5 

2,122  15  7 

1,057  6  4 

1,488  12  3 


253  5  6 
163  17  6 

436  19  1 
41  7  10 
73  11  2 
94  1  0 


222  3  11 
128  2  7 

2  11  6 

2  I   6 

84  5  2 

160  19  10 


94  10  0 

11  6  5 

17  2  8 

55  3  3 

68  13  4 

8  0  0 


1  2  0 


28  10  2 


4  6  0 


207  15  3 


10  9 
34  11 


7  10  2 


20 
118 


I 


14  0  0 

18  0  0 

8  18  0 

14  0  0 


22  17  11 
1  17  7 


18  16  4 
1  8  0 


104  17  10 


19  2  9 


♦  To  the  3lBt  December  1867. 


205  19  1 
39  5  4 

160  4  5 

104  4  10 
84  5  9 

174  6  3 
86  12  10 
45  7  1 

140  18  7 

126  3  8 
83  17  10 

104  0  0 

15  17  3 

18  4  2 

42  13  0 

163  5  8 


43  2  8 
42  12  6 
16  19 

9  5 
39  2 
19  12 

3  3  3 
38  16  2 


7,071  1  0 

3,688  12  1 

6,074  11  3 

3,617  12  5 

1,659  5  5 

2,034  16  3 

2,600  1  8 

2,789  11  5 

2,067  14  1 

8,494  15  10 

3,715  15  4 

3,834  6  2 

1,458  18  3 

2,455  16  4 

2,576  5  10 

2,094  0  3 

605  11  7 

671  19  3 

381  8  5 

635  7  3 

989  2  3 

1,673  5  11 

2,468  7  8 

1,060  9  7 

1,546  U  2 


2,06"  10 
2,l»  ^^' 

wrii"'! 

549  10  I 
619  i  i 

48: 1^^ 
i^w  1 

86J161I 

981 1:  \ 

63-  .' 

8<r3i" 

50310' 

468  IM 

66:  Ii^  ' 

1,283  i' 

265  <'• 
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COUNTY  OF  WILTS. 


EXPENDITURE. 

BALANCES, 
25th  March  1868. 

Team 

Mat^alit. 

^  ,                <                           TeMiLftbour  Other  Work 
Tradesmen's  '      Qoia«-^       '  peHbrmed  '  perfbrmed 
Bills               Salaneg.        '^j^jj^        HnKeQ 
ofBates.        of  Bates. 

^^^2^    Faymenti.    Espenditcbk^ 

In  Hand. 

Ofenpent. 

JS.     s.    d. 
20       5  11 

9       6     2 

&    s.    d, 
15     3     1 

40     1     3 

£    <.    <f. 
8  16     2 

4  11     3 

£    <.    d. 
12  10    0 

£   «.    rf. 

£    «.    rf. 

£   <.    d 

£    «.    d 
556     8     3 

5     1     0 

£      #.    d 
660    4     3 

113  19     4 

£«.(/. 
45    2    7 

5     2     0 

£    *,    A 
2  la    1 

0  16     0 

29    12     1 

55     4     4  i       13     7     5 

I 

12  10    0 

- 

- 

-  |561     9     3 

774     3     7 

50     4     7  I         8     9     1 

-    COUNTY  OF  WORCESTER. 


23    18 

10 

10  10 

4 

1   13 

4 

. 

. 

. 

. 

_ 

. 

1 
.  ■  -              -       2 

19 

6 

74     9 

3 

5     7 

11 

__^ 

73      9 

1 

304  14 

9 

8  11 

5 

- 

- 

- 

- 

- 

. 

.  !  .              .  '  51 

9 

5 

566     2 

10 

8  10 

4 

86     6     2 

37    11 

0 

85  18 

6 

38  17 

11 

- 

- 

- 

0  11 

0 

6  15 

0  !  -         - 1   7 

0 

10 

485     7 

3 

81   17 

6 

15  IS    7 

L28    11 

5 

157  13 

0 

108  19 

6 

16 

13 

6 

16     3 

6 

- :  -         -  1  28 

4 

2 

744  11 

5 

24  17 

3 

76     8     3 

226    10 

1 

338  13 

6 

69     8 

2 

107 

0 

0 

89     8 

3 

- 

-  !  -          -  ,  71 

7 

7 

1,556     1 

9 

178    2 

8 

18     6     1 

238      9 

4 

329  16 

10 

74     6 

10 

15 

0 

0 

- 

- 

- 

-  1  -              -     32 

4 

7 

1,126     9 

5 

212    4 

7 

36  12     8 

214^    12 

3 

151   15 

6 

188   10 

3 

15 

10 

3 

77     6 

0 

- 

-      . 

91 

3 

11 

921   12 

8 

79     7 

9 

71   12     6 

90     5 

9 

- 

- 

9     3 

4 

- 

- 

- 

- 

- 

-  t  - 

- 

- 

186  13 

7 

10  10 

2 

— 

33    16 

0 

72     7 

10 

4  14 

8 

10 

0 

0 

- 

- 

- 

-  1  -              -       2 

9 

8 

195  18 

2 

82  12 

2 

82  18     1 

139     5 

10 

165     5 

9 

42     0 

7 

65 

0 

0 

- 

- 

- 

- 

24 

6 

3 

620     7 

1 

216     2 

5 

— 

38      2 

9 

279  12 

6 

44     9 

5 

20 

0 

0 

0     7 

0 

0  10 

6 

- 

18 

18 

5 

582  17 

9 

14  16 

3 

281     4     2 

244   12 

4 

1,891     8 

6 

635  15 

5 

249 

3 

9 

183  15 

9 

7     5 

6 

- 

330 

4 

4 

7,010  n 

2 

909     8 

7 

564     1     6 

COUNTY  OF  YORK. 


,292     6 

0 

2,922  13     3 

257   18  10 

82     2 

6    253     5     6 

94  10 

0 

60 

4 

2 

119  15 

6 

7,150     6 

1 

651     9 

8 

39     3     7 

746  10 

10 

1,037  13     4 

85  12     9 

4  10 

0 

163  17     6 

11     6 

6 

13 

11 

0 

47     6 

5 

3,616  10 

0 

446     6 

4 

57     9     0 

,941   16 

0 

1,513  12     9 

269  10     6 

12     0 

0 

- 

- 

- 

- 

- 

366  14 

6 

6,253  15 

8 

238  16 

10 

113  18     0 

649     3 

8 

1,351    16     5 

!     145     8     0 

4     0 

0 

436  19     1 

17     2 

8 

113 

16 

10 

94     3 

9 

3,562  19 

8 

346  11 

2 

34     2     3 

296     3 

3 

658     8     8 

'       47  12     4 

- 

- 

41     7  10 

55     3 

3 

- 

- 

27  14 

7 

1,615  12 

6 

322     1 

2 

7   14     3 

445     2 

4 

687  11     8 

j     112     4     6 

19     2 

0 

73  11     2 

68  13 

4    209 

14 

3 

35  16 

0 

2,099     7 

2 

267     9 

1 

56  14     6 

397     7 

1 

1,162  11   11 

64  10     4 

40     0 

0 

94     1     0 

8     0 

0 

231 

11 

8 

10  16 

0 

2,553     8 

9 

219  17 

0 

0     0     1 

296  13 

1 

1,404    4     7 

149     6     2 

16     0 

0 

- 

- 

- 

48 

11 

4 

56     7 

8 

2,590     7 

7 

615     8 

8 

10  18     6 

308  19 

7 

993  15     2 

114     8     2 

17     0 

0 

- 

- 

- 

134 

18 

3 

20  17 

9 

2,077   18 

7 

264     8 

2 

9     5     7 

379     3 

5 

1,319  18     3 

148     3     9 

59  10 

6 

222     3  11 

1     2 

0 

305 

18 

1 

103  10 

2 

3.543     9 

8 

414     1 

0 

6     I     0 

414     9 

1 

1,732     2     7 

97     2  11 

28     6 

0 

- 

- 

- 

249 

10 

0 

132  16 

11 

3,517     4 

5 

428     6 

3 

12  14     1 

585     0 

11 

1,775     8     1 

226  19  11 

- 

- 

128     2     7 

23  10 

2 

57 

0 

0 

84     3 

7 

3,862     2 

9 

322  19 

0 

18  10  11 

107     8 

4 

452  12   11 

38     6     6 

_ 

. 

2  11     6 

„ 

_ 

16 

11 

0 

122  13 

0 

1,377     6 

6 

179  14 

10 

0     8     8 

897  13 

6 

584     2  10 

175     8     1 

32     9 

0 

2     1     6 

10     9 

0 

7 

0 

0 

74     3 

2 

2,512  18 

9 

339     2 

2 

28     2     8 

375  16 

2 

917     4     1 

279  18     9 

101      1 

10 

84     5     2 

34  11 

6 

66 

0 

2 

181   13 

5 

2,808     4 

11 

141  15 

8 

25  16     7 

224  11 

6 

479     2     7 

60  14  11 

26     8 

0 

160  19  10 

- 

- 

100 

2 

0 

169  13 

2,068  15 

10 

266  17 

0 

0     6     1 

187   17 

4 

69  13     6 

22     5     8 

8  13 

0 

- 

- 

- 

- 

- 

17  15 

684  13 

0 

102     6 

11 

1   18     8 

120     5 

5 

30     4     0 

13     4     3 

10  12 

4 

4     6     0 

7  10 

2 

2 

7 

0 

45  17 

737  17 

3 

148     3 

2 

11   11     4 

90     0 

8 

29  17  11 

3  10     5 

15     5 

0 

- 

- 

- 

- 

11   10 

408  13 

9 

84     3 

7 

3  16     0 

54     2 

7 

107  18     7 

19     2  10 

4     0 

0 

- 

- 

- 

- 

67     6 

721     0 

5 

121   15 

1 

21   11     2 

116     6 

11 

139  17     0  , 

40     6     2 

59     6 

0 

- 

- 

- 

- 

23  12 

10 

1,046  19 

0 

190     0 

3 

6     2     6 

250  13 

6 

29     5  11 

41     8     7 

27     0 

0 

- 

20     0 

0 

- 

64     9 

4 

1,716     3 

1 

182     2 

7 

20     8     7 

508     7 

3| 

711     8     1  . 

66     7     9 

170     2 

6 

207  15     3 

118     4 

7 

- 

55  10 

2 

2,566  11 

9 

350  13 

1 

20  15     9 

164     7 

4 

222  18     8 

112     4     7 

- 

- 

- 

- 

- 

- 

91   12 

10 

856     8 

3 

82  12 

5 

— 

347  19 

8 

485  18     6  1 

102  16     2 

37     0 

0 

- 

- 

- 

- 

18     9 

8 

1,590     7 

7 

92  17 

0 

5     8  11 

E  2 
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COUNTY  OF  YORK-^-continued. 


BALANCES, 
25th  March  1867. 

RECEIPTS. 



NAMES  OF 

DIVISIONS,  &c. 

In  Hand. 

OverspenL 

Rates  or 
Assessments. 

Team  Labour  Other  Work  1      From      '      ^, 
performed      performed  :  T«J«3r^         Other 
in  lieu      ;  Miilieu        Turnpike     t)^^^:^^^^ 
of  Rates.    |    of  Rates,    j     Trusts.     |  ^^^»P«- 

Total 
Receipts. 

North  Riding — continued. 

t 

Betiims. 

£      8. 

d. 

£    s. 

d. 

£    s. 

d. 

£       8, 

d. 

£     8,     d. 

£«.</. 

£      8. 

d. 

£     «.    d 

iLi 

Malton        -        -        -  22 

215  13 

1 

12     5 

7 

927  15 

3 

100     7 

6 

6     9     5 

19  11 

9 

1,054    3  11 

sniiio 

Pickering  Lyth,  East   -  29 

520  10 

9 

35  11 

0 

2,962    3 

5 

- 

- 

- 

- 

225     0 

8 

3,187    4    1 

1^:4  un 

Kckering  Lyth,  West  -  26 

239     1 

6 

0     0 

5 

1,201     8 

4 

434  17 

4 

127     7  11 

-  I  53     4 

3 

1,816  17  10 

8»b; 

Ryedale       -        -        -  51 

231   14 

0 

2     9 

7 

2,383  19 

8 

150     9 

4 

63  17     2 

• 

55     0 

6 

2,653    6    8 

1,08:  L 

lyhitby  Strand    -        -  19 

327  15 

8 

4  18 

0 

2,557  19 

5 

_ 

- 

- 

- 

35  14 

4 

2,593  13    9 

1,131  li  1 

Tarm        -         -         -  19 

101   16 

11 

7     5 

7 

850  17 

8 

70     6 

6 

- 

29  11     5 

15  13 

10 

966    9    5 

328  U. 

West  Riding. 

Agbrigg,  Lower           -  33 

947  16 

10 

209  19 

1 

6,921     6 

3 

431     5 

3 

5  16     5 

266  12     0 

189     1 

2 

7,814    I    1    8^U    <l 

Agbrigg,  Upper  -        -    5 

380     3 

5 

- 

- 

1,282     8 

8 

66  18 

3 

5     4     9 

177     2     9 

41   10 

3 

1,572  19    8 

967  li 

AinBtyjEast        -        -  17 

100     0 

2 

11    12 

2 

817  18 

2 

- 

- 

- 

. 

78     1 

9 

895  19  11 

313  i 

Barkston  Ash,  Lower  -  24 

464  16 

9 

31   18 

1 

3,462     3 

6 

- 

- 

- 

1   14     6 

88     5 

5 

3,55i    3    5 

1,300  : 

Barkston  Ash,  Upper  -  16 

145     7 

10 

62  16 

5 

1,953  18 

.1 

363  13 

6 

- 

5     1     0 

121    14 

4 

2,444    1  11 

921  ; 

Bolton-by-Bowland      -  18 

114  10 

11 

19     3 

5 

780     2 

4 

200  14 

6 

220  15     3 

- 

3     0 

0 

1,204  12    1 

506  14 

Claro         -         -        .  61 

703  11 

4 

22  15 

7 

2,691     2 

6 

121   15 

2 

23     3     6 

97   12     3 

161   14 

1 

3,095     7    $ 

i,rw  9 

Dewsbory        -           -    6 

113     1 

3 

• 

- 

2,892     9 

6 

3  19 

0 

- 

82  16     0 

101     1 

1 

3,080    5    7 

9M  9 

Eweross           -           -    6 

82  11 

5 

0     9 

5 

230  11 

6 

- 

- 

- 

. 

. 

. 

230  11    6 

163   7 

Keighley             -        -    2 

74  13 

5 

- 

- 

250  15 

9 

- 

- 

- 

- 

7     4 

2 

257  19  11 

138  14 

Kirkby  Malzeard         .  11 

72  16 

7 

3     5 

0 

330  15 

10 

1   10 

0 

2     0     0 

- 

2     8 

9 

336    9    7 

278  S 

Morley,  East        -        -    6 

695  16 

8 

1   15 

4 

1,509     8 

5 

9  11 

1 

- 

213  18     5 

. 

- 

1,732  17  11 

763  SI 

Morley,  West      -       -  14 

717  12 

3 

134  11 

9 

3,017  10 

5 

- 

- 

- 

403  15     9 

30  19 

9 

3,452    5  11 

1,31:  1;  • 

Osgoldcross,  Lower     -  26 

482     4 

3 

157     6 

3 

4,521   19 

10 

32     4 

0 

- 

- 

187  14 

0 

4,741  17  10 

1,401 2  i 

Osgoldcross,  Upper      -  35 

468  19 

8 

32  15 

2 

3,682  14 

6 

- 

- 

- 

4  14     0 

127  18 

0 

3,815     1    6 

1,566  r.  *• 

OUey         -         -        -  24 

227  10 

1 

22     7 

2 

1,926  17 

2 

188  10 

3 

47     5  10 

214  10     3 

118     4 

10 

2,495     8    4 

I^  5ii 

Ripon        -        .          -  25 

84  18 

0 

33  17 

1 

951     2 

0 

- 

- 

7     0     0 

20     2     0 

10  11 

6 

988  15     6 

573  H 

Rotherfaam        -          -  41 

818  13 

0 

133  15 

2 

5,111      1 

5 

- 

- 

- 

335  13     7 

51   17 

11 

5,498  12  11 

2,191 1:  i 

Saddleworth     -            -    7 

305     7 

0 

2  17 

0 

1,913  10 

7 

- 

- 

- 

- 

69  17 

6 

1,983     8    I 

^m 

Skyrack            -           -  31 

516     6 

8 

200  10 

9 

5,226  13 

1 

- 

- 

- 

444  18     6 

66  14 

5 

5,738     6    0 

2.m  i  * 

Staincliffe,  West           -    3 

6  11 

1 

- 

- 

7  11 

3 

0  10 

0 

3  16     0 

• 

. 

« 

11  17    8 

SIM 

Staincross            -        -  29 

523     5 

2 

70  14 

8 

4,584     3 

3 

35     1 

0 

. 

832     4     7 

33  18 

8 

4,985     7    6 

1,812  li  5 

Strafforth  and  Tickhill.  1  , 
Upper          -           -r 

214     6 

10 

- 

- 

535  12 

11 

- 

- 

- 

- 

2     4 

3 

537  17    2 

264  !' 

Tadcaster    -        -        -  19 

235     1 

0 

60  17 

0 

1,338  17 

3 

63     5 

2 

- 

2     2     0 

18  11 

4 

1,422  15    9 

659llli 

Wetherby        -           -  24 

241     6 

5 

47     6 

9 

1,270  15 

1 

- 

. 

. 

. 

54     1 

3 

1,324  16    4 

6«riM 

Boroughs,  &C.              -    3 

138  19 

6 

- 

- 

951     8 

9 

- 

• 

- 

- 

11     7 

3 

968  16    0 

39UIO 

^^ 

1,450 

17,944  15 

9 

2,234     5 

6 

125,939  11 

5 

4,150  5 

8 

977   19     4 

2,856  7    5 

3,789  16  8 

137,714    0    6 

52,61518' 
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COUNTY  OF  YORK— continued. 


EXPENDITURR 


Team 
Labour. 


Materials. 


Tradesmen's 
'       Bills. 


Salaries. 


& 

8. 

d. 

124 

5 

11 

827 

14 

8 

53 

12 

8 

750 

8 

8 

788 

1 

9 

152 

2 

8 

A    s.  d. 

270  16  8 

461  3  6 

379  0  8 

558  12  1 

469  3  3 

296  5  10 


885 
203 
185 
508 
213 
146 
398 
533 
30 
27 
13 
271 
738 
641 
930 
455 
132 

1,227 
338 

1,243 

1 

925 

311 

152 
158 
180 


7  8 
17  6 

8  8 
0  7 

17  I 

8  5 

16  9 

16  2 
7  0 
4  10 

19  0 

17  0 
6  8 

18  10 
O  7 

0  3 

1  2 
3  11 


16 
3 
0 


2,937 

260 

285 

1,610 

375 

42 

544 

1,016 

6 

46 

33 

813 

325 

2,074 

919 

587 

69 

1,314 

233 

1,634 


1  9 

15  7 

1  8 

2  2 

16  11 
12  1 

16  9 
9  5 

3  11 
3  2 

17  7 
6  2 
9  4 
1  11 

19  4 

11  3 

15  2 

1  8 

6  9 

8  5 


11  3 

3  3 

14  10 
17  3 
14  10 


1,311 

1 

I  194 

i  256 
236 
114 


0  1 

4  9 

9  2 

11  10 

0  0 


£  8.  d, 
40  15  5 

153  4  9 
55  10  10 
.59  11  4 

148  16  10 
35  11  5 


225  9 
115  18 

55  16 

64  9 

86  11 

11  17  10 

229  8  4 

238  15  4 

2  I  0 

51  10  10 

18  19  9 
172  12 
572  17 
159  11 
151  II 

44  5 

53  1 
259  5 

70  7 
440  16 


182  18 

42  7 

102  16 

83  15 

118  12 


£  8.  d. 

8  10  0 

2  0  0 

27  9  0 

26  12  0 

161  17  6 

15  5  0 


266  3 

24  10 
5  0 

93  10 
27  5 

25  2 
47  7 

160  0 


18  16  6 


1  0  0 

40  14  6 
246  14  11 
193  11  n 

60  8  0 

69  13 

16  4 
195  7 

50  0 

192  9 

1  0 

209  7 


36  0  0 
22  11  1 
39  13  10 


Team  Labour 
perfonued 

in  lieu 
of 


Other  "Work         To 
"In  U^'^     Turnpike 
of  Bates.        Trusts. 


£  8,  d, 

100  7  6 

434  17  4 

150  9  4 

70  6  6 


431     5     3 
66  18     8 


363  13  6 

200  14  6 

121   15  2 

3  19  0 


1   10  0 

9  11  1 

32     4  0 

188  10  3 


0  10     0 
35     1     0 


63     5     2 


A    8,  d. 

6     9  5 

127     7  11 

63  17  2 


5  16     5 
5     4     9 


220  15     3 
23     3     6 


2     0     0 


47     5  10 
7     0     0 


3  16     0 


£     8,    d. 


29  12     8 


24     9  10 


2     0     0 
70     2  10 

146     4     2 
210  12     7 

63     0     7 


130  18     3 


0     5     0 
97     9     6 

45  12     6 


62     3     6 

129  18     9 

5  13     3 


Other 
Pa^'ments. 


Total 
expenditdbe. 


BALANCES, 
25th  March  1868. 


In  Hand. 


Overspent. 


£  8.  d, 
19  15  1 

103  11  10 
30  4  8 

101  2  5 
62  13  11 
52  19  1 


157  8  10 

18  4  4 

23  4  1 

41  15  9 

266  15  8 

50  8  2 

162  16  9 

27  0  4 

9  9  4 

12  13  0 

12  0  2 

297  16  11 

220  3  10 

253  10  3 
96  4 
37  3 
30  2 
37  13 

684  5 

156  1 

0  18  6 

201  8  0 


47  7  0 

44  10  2 

39  15  2 

38  8  0 


£  8,  d, 

1,162  13  10 

3,522  8  7 

1,941   1  6 

2,827  10  7 

2,762  8  4 

975  16  8 


7,924 

1,733 

867 

3,764 

2,465 

1,204 

3,311 

2,909 

230 

276 

361 

2,369 

3,421 

4,756 

3,855 

2,618 

881 

5,231 

2,240 

5,902 

15 

4,723 

859 

1,377 

1,339 

887 


16  1 

3  8 
13  2 

9  1 

19  9 

13  2 

14  6 
9  6 

4  11 
6  6 


15 

4 

4 

10 

14 


14  6 

5  4 

9  2 

14  3 
12  0 

15  8 


11  2 

8  7 

15  1 


£  8,  d, 

111  0  5 

312  13  10 

122  11  10 

65  3  3 

161  14  7 

86  7  9 


748  8  10 
318  18  6 
126  14  1 
267  17  6 
201  2  5 
119  14 
479  16 
283  17 

32  8 

65  3 

56  6 

84  5 
774  19 
420  10 
469  18 
174  15  6 
174  3  11 
990  0  3 

82  15  11 

385  5  5 

2  12  8 

814  1  6 


285  6  4 
206  10  2 
214  0  5 


£  «.  d. 

16  2  10 

162  18  7 

7  14  5 

10  2  9 

7  11  6 

1  3  8 


121  6  1 

98  19  1 

9  19  4 

47  4  6 

140  8  10 
24  7  8 
15  7  10 


8  16  5 
12  0  6 

26  10  5 
160  17  1 
110  4  10 

74  6  4 
92  18  9 
15  12  10 
37  18  8 
37  12  1 
233  15  6 

99  19  10 
107  0  8 

65  17  9 

27  2  9 


24,250  5  5 


40,448  10  0 


6,743  17  2 


3.058  10  9 


4,150  5  8 


977  19  4  2,634  19  7 


5,382  1  3  140,262  7  11 


15,449    2     0     2,286  19     2 


£  S 
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NORTH    WALES. 


COUNTY  OF  ANGLESEY. 


NAMES  OF 

BALANCES, 
25th  March  1867. 

RECEIPTS. 

DIVISIONS.  &€. 

In  Hand. 

Overspent 

Rates  or 
Assessments. 

Team  Labour 
performed 

inUeu 
of  Bates. 

Other  Work  i      From 
^<^^     Turnpike 
of  Bates.         Trusts. 

Other 
Receipts. 

Total 
Receipts. 

LalKw: 

! 
Betaim  1      £    «.    d 

Aoglesey,  1st  DlTision    36         62     9     5 

Anglesey,  2d  Diyision     36       158  12  11 

Borough  of  Beaomaris       3         34  12    4 

£    «.    d 
74  16     1 
44  11     9 
18  13     6 

£    «.    d 
1,281     7     1 
1,028     6     8 

167     3    0 

£    8.    d. 
159  19     0 
346  11     5 

£     8.     d 

49     2  11 
18  14     5 

£    8,    d. 

£#.<£. 
7     9    4 
2     6  11 

&         8.     d. 

1,497  18     4 

1,395  19     5 

167     3     0 

£    *.   £ 

502      5  11 

381       I     « 

77   11    11 

75 

255  14     8 

138     1     4 

2,476  16     9 

506  10     5 

67  17     4 

- 

9  16     3 

8,061     0     9 

960   19     4 

COUNTY  OF  CARNARVON.    - 


Bangor    - 

-    6 

172     7     8 

3  14  11 

458     0     2 

2     0     5 

5  19     4      - 

13  12 

6 

479  12     5        338     0  10 

Carnarvon 

-  11 

94  18     3 

49  12     4 

1,021     7     0 

- 

.      - 

- 

- 

1,021     7     0 

324      8      4 

Conway  - 

-  10 

27     9  11 

17     5  11 

274  10  10      75     5     0 

13  17     5     - 

1     2 

6 

364  15     9 

141    11      9 

Eifionydd 

-    9 

24  19     7 

0  15     5 

171   19     1      11     0     0 

-     - 

0  13 

3 

183  12     4 

70      5     8 

Nant  Comray 

-    7 

2     9     2 

26     4     0 

154  17     3 

3  11     8 

2     9     6- 

5     0 

0 

165  18     5 

123    10     € 

PwUheU 

-  31 

40  15     4 

74  17  11 

392     3     7 

546  11     2 

187     4     4      - 

2     5 

0 

1,128     4     1 

239       IS 

74 

362  19  11 

172  10     6 

2,472  17  11   '638     8     3 

209  10     7      - 

22  13 

3 

8,343  10     0 

1,236    18    4 

COUNTY  OF  DENBIGH. 


Isaled 

-  52 

99     6     9 

17     2     4 

688     0     7 

91   12     8 

2  18     1      -     '          - 

2     0     0 

784  11     4 

436     5     4 

Llangollen 

-     1 

9     1   11 

- 

415  12     4 

- 

- 

- 

53     6     6 

468  18  10 

171     9     5 

Uwchaled        f 

-  24 

12     2     2 

5  16     0 

98     3     2 

6     1     0 

12  10     0 

- 

- 

116  14     2 

61  12     6 

Borough  of  Denbigh 

-     1 

12  18     2 

- 

362     5  10 

- 

- 

- 

'  8  12     0 

370  17  10 

137  19   10 

78 

133     9     0 

22  18     4 

1,664     1   11 

97  13     8 

15     8     1 

63  18     6 

1,741     2     2 

807     7     I 

COUNTY  OF  FLINT. 


Caerwys 

-  17 

28  16     9 

12     6 

0 

96     7 

10 

. 

_ 

. 

- 

_ 

96     7  10 

46  15     8 

Hawarden 

-  15 

101  19     8 

16     1 

10 

600  17 

5 

76  18 

8 

51   15     9 

- 

- 

729  11   10 

180  14     6 

HolyweU 

-  12 

101     4     7 

7     0 

7 

612     0 

7 

29     6 

0 

- 

- 

641     6     7 

114  10     1 

Hope     - 

-    9 

41   17   11 

5     2 

7 

218  16 

5 

23  17 

6 

- 

- 

242  13  11 

108  19     5 

Maylor    - 

-  13 

60  17     2 

4     7 

0 

617  18 

6 

55     3 

7 

- 

•              - 

2     0     6 

675     2     7 

273  12     6 

Mold    - 

-  12 

108  13  10 

31     7 

5 

431     4 

1 

64  11 

11 

0  10     5 

- 

- 

496     6     5 

217     3     4 

Northop    - 

-  17 

88  14     0 

9  10 

9 

432     2 

3 

29     7 

0 

4     2  11 

- 

- 

465  12     2 

166  19     2 

Prestatyn 

-  10 

113     6  11 

2  12 

7 

437     4 

8 

- 

- 

- 

- 

0  19     6 

438     4     2 

236   12   10 

Rhuddlan 

-  18 

37     6     9 

18  19 

5 

364     6 

3 

- 

- 

- 

- 

1     4     0 

365  10     3 

167  11     6 

Borough  of  Flint 

-     1 

- 

177     5 

10 

386     4 

7 

- 

- 

- 

- 

- 

386     4     7 

136     1     7 

124 

682  17     7 

284  14 

0 

4,197     2 

7 

279     4 

8 

56     9     1 

- 

4     4     0 

4,537     0     4 

1,649     0     7 

i 
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NORTH    WALES. 


COUNTY  OF  ANGLESEY. 


EXPENDITURE. 

BALANCES, 
25th  Mareh  1868. 

Team 
lAboor. 

Materials. 

Tradesmen's 
Bills. 

Salaries. 

Team  Labour 

performed 

in  Ilea 

of  Bates. 

OtherWork 

performed 

inliea 

of  Bates. 

To 

Turnpike 

Trusts. 

Other 
Payments* 

Total 

In  Hand. 

Overspent 

&     8,     d, 

161   18    0 

123     6  11 

23  11     4 

£     8.     d, 

404     1     7 

311  14     4 

1     8     6 

£    s.    d. 

42  14    0 

58     7     1 

1     9     9 

£  8,  d. 
155  3  3 
141  14    0 

13    0    0 

£     8.    d. 
159  19     0 
346  11     5 

£    «.    dL 
49     2  11 
18  14     5 

A    8.    d. 

£    8,    d. 

34  .  7     8 

26     7     1 

1     3    0 

£  «.  d 
1,509  12  4 
1,407  16     9 

118     4    6 

&    8.    d. 

97    3     I 

140  17    2 

70     7     3 

£     ».    d. 

121     3    9 

38  13    4 

5     9  11 

808  16    8 

717     4     5 

102  10  10 

309  17     3 

506  10     5 

67  17     4 

- 

61  17     9 

3,035  13     7 

308     7     6 

165     7     0 

COUNTY  OF  CARNARVON. 


104  3  9 

109  5  9 

18  7  0 

38  3  5 

15  9  4 

56  16  7 


25  3  8 

58  14  8 

44  3  4 

12  17  3 


9  3  11 


19  1  8 

25  5  10 

1  16  4 

.054 


2  17  6 


84  0  0 

30  0  0 

42  7  0 

17  7  0 

10  17  6 

94  1  4 


2  0  5 

75  5  0 

11  0  0 

3  11  8 
546  11  2 


5  19  4 

13  17  5 

2  9  6 

187  4  4 


29  14  8 
2  0  0 


4  3  5 
491  19  3 
2  15  9 
8  10  3 
1  13  10 
21  2  0 


582  13  1 

1,039  13  10 

340  3  7 

188  3  7 

159  12  4 

1,156  18  1 


89  15 

10 

76  19 

7 

52  11 

7 

20     2 

11 

10  17 

4 

38  17 

2 

24  3  9 

50  0  6 

17  15  5 

0  10  0 

28  6  1 

101  13  9 


342  5  10 


150  2  10 


49  6  8 


278  12  10 


638  8  3 


209  10  7 


31  14  8 


530  4  6    3,467  4  6 


289  4  5   222  9  6 


COUNTY  OF  DENBIGH. 


126  3  6 

49  15  4 

16  11  6 

52  6  1 


134  6  4 

109  19  6 

3  1  6 

86  19  1 


3  10  4 

4  1  9 
0  10  1 

69  19  6 


4  12  8 


2  15  0 
16  1  0 


91  12  8 


6  1  0 


2  18  1 


12  10  0 


17  2  9 

129  13  2 

8  6  4 

10  4  9 


816  II  8 
464  19  2 
111  7  11 
373  10  3 


67  4  1 

13  1  7 

16  5  4 

10  5  9 


17  0  0 


4  12  11 


I  244  16  5 


334  6  5 


78  1  8 


23  8  8 


97  13  8 


15  8  1 


165  7  0 


1,766  9  0 


106  16  9 


21  12  11 


COUNTY  OF  FLINT. 


22  13  4 
26  6  9 


44  7  0 

11  0  0 

104  12  8 

42  19  0 

24  10  9 

177  6  6 

132  17  9 

34  13  2 


14  16  5 
113  18  5 
42  9  7 
31  19  3 
75  2  6 
41  17  5 
63  13 
53  12 
44  4 
155  5 


0  9  2 
5  6  0 

1  14  1 
60  11  1 

8  3  10 
5  18  0 


12  9  11 


I 


8  5  0 

25  3  6 

19  11  0 
15  9  0 
58  16  2 

20  12  0 


70  0  0 


76  18  8 
29  6  0 
23  17  6 
55  3  7 
64  11  11 
29  7  0 


51  15  9 


0  10  5 
4  2  11 


21  17  10 
259  6  9 
386  13  1 

51  0  8 

90  2  11 

189  14  3 

23  7  8 

22  11  7 
58  9  8 


6  0  6 
40  18  8 
26  18  11 

8  7  4 
28  12 
22  11 
21  2 
88  16 


7  18  6 


120  17  11 

780  9  0 

663  15  8 

252  7  3 

656  10  11 

508  12  3 

605  7  9 

529  15  10 

375  3  11 

467  0  0 


4  10  10 

54  6  11 

74  9  8 

34  8  3 

94  15  4 

70  12  2 

57  16  6 

30  4  1 

24  15  6 


12  10  2 

19  6  3 

2  14  9 

7  6  3 

19  13  6 

5  11  7 

18  8  10 

11  1  5 

16  1  10 

258  1  3 


621  6  11 


636  19  8 


94  12  1 


217  16  8 


279  4  8 


56  9  1 


1,103  4  5 


201  6  5 


4,860  0  6 


445  19  3 


370  15  10 


E  4 
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COUNTY  OF  MERIONETH. 


NAMES  OF 
DIVISIONS,  &c 

BALANCES, 
25th  March  1867. 

BECEIPTS. 

In  Hand.         Overspent 

'                      iTeam  Labour' Other  Work 
Kates  or          performed      performed 
Assessments.    1      in  lieu      |      InUeu 
1    of  Bates.    |    of  Rates. 

From 
Turnpike 

Trusts. 

■ 

Other 
Receipts. 

Total 
Receipts. 

Mniuai 
I^aboer. 

Returns. 
Ardudwy-is-Aitro        -    6 
Ardudwy-uwch-Artro*-    2 
Edemion        -              -  20 
Bstimaner   -        -        -    8 
Penllyn       -        -        -  17 
Talybont  and  Mowddyf    - 

6  s,    d. 
25  11     9 

-         -       .- 

7  10     4 
5     2  10 

8  18     4 

£     5.      d. 

0     2     3 

4  5     2 
2  19     5 

5  3     3 

&    «.     d. 
34  18     1 
37     5     4 
39  14     3 
91   15  10 
47  14     5 

£     s,    d, 

31    17     6 
11   15  10 

£      8,     d. 

20  17     1 
24     9     6 

£     *.    d. 

£     «.    d, 

3    7     6 
0     6     6 

£  «.  d. 
34  18  1 
37  5  4 
95  16  4 
91  15  10 
84     6     3 

£     M.     d. 
38  IS    2 
»    I    4 

56  U    5 

57  15   5 
43    4  I 

53 

47     3     3 

12  10     I 

251     7  11      43  IS     4 

45     6     7  j  - 

3  14    0 

344     1   10 

172     9  6 

•  The  Statement  for  this  Division  is  very  dofoctive,  only  2  returns  having  been  received. 

t  No  Returns  can  be  obtained  for  the  year  ending  March  1868,—"  the  parish  roads  are  very  much  neglected." 


COUNTY  OF  MONTGOMERY.    - 


Cawrse 

-  10 

7     2     2' 

6     4 

9 

189     9 

7 

. 

. 

. 

_ 

-        1 

14 

2 

191     3 

9 

65   12     1 

Deythur       - 

-  17 

39     5     9 

24  14 

0 

321   12 

5 

- 

- 

- 

- 

"  i  ' 

- 

321  12 

5 

151      3  11 

Lhmfyllm&  Pool,  Lower  58 

103     2     2 

43     8 

6 

551     2 

8 

13 

18 

4 

7  13 

0 

1   11      6  I     4 

17 

0 

579     2 

6 

347     5     9 

Llanidloes,  Lower 

-  17 

81   10  11   1 

8     5 

7 

197     0 

4 

- 

- 

- 

- 

.  '  - 

- 

197     0 

4 

98  16  10 

Llaiiidloes,  Upper 

-  22 

41   11   10  : 

- 

- 

174  15 

4 

87 

11 

6 

97     3 

0 

- 

- 

- 

359     9 

10 

60  14     9 

Machynlleth 

-  19 

95     6     8 

46  18 

4 

362     3 

3 

- 

- 

- 

•    - 

6 

5 

0 

368     8 

3 

178   16     4 

Mathrafel    - 

-  89 

51   13  11 

22  15 

2 

362  13 

2 

- 

- 

- 

-i  1 

5 

0 

863  18 

2 

202    17  10 

Montgomery,  Lower 

-  18 

41     1    10 

2     1 

11 

332     3 

3 

0 

13 

7 

- 

1 

332  16 

10 

113   14    9 

Montgomery,  Upper 

-  20 

94     5     9 

1    14 

9 

243     5 

8 

- 

- 

- 

- 

•     - 

243    5 

8 

103   IS  4 

Newtown,  Lower 

-  22 

44  18  10 

34     8 

11 

337     0 

3 

- 

- 

- 

- 

-        1 

7 

9 

338     8 

0 

145     1  : 

Newtown,  Upper  - 

-  18 

42     3  10 

14     8 

1 

362  16 

11 

21 

7 

6 

35     9 

7 

0 

6 

2 

420     0 

2 

139     0   1 

Pool,  Upper 

-     9 

10     6     4 

27     0 

9 

242     9 

0 

- 

- 

- 

- 

- 

2 

2 

7 

244  11 

7 

134     8     1 

Boroughs 

-  20 

57  16     6 

23     4 

8 

385     2 

3 

5 

10 

6 

4     9 

0     - 

11 

12 

1 

406  13 

10 

171      3    3 

289 

710     6     6 

255     0 

5 

4,061   14 

1 

129 

1 

5 

144  14 

7  ,     1   11     6 

29 

9 

9 

4,366  11 

4 

1,912     9    S. 
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COUNTY  OF  MERIONETH. 


EXPENDITURE. 

BALANCES, 
25th  March  1868. 

Team       | 
JLabour. 

Materials. 

Bills. 

I 
Salaries. 

TeamL»bour 

performed 

in  lieu 

of  Bates. 

Other  Work 

performed 

in  lieu 

ofEates. 

To 

Turnpike 

Trosts. 

Other 
Payments. 

Total 

EXPBNDITUBB. 

In  Hand. 

Overspent. 

A    s,    (/. 

£     8,     d. 

£    s.    d. 

£     9.    d. 

£    8,    d. 

£     8.     d. 

£     8,    d. 

*.. .. 

£     8,    d. 

£      9,    d. 

&     9.    d. 

6  10     6 

, 

0  11     8 

3  14     8 

- 

- 

' 

0     6     0 

49  16    0 

10  11     7 

■— 

3     2     9 

- 

- 

1     4    0 

- 

- 

- 

0  15     3 

81     3    4 

1  16  10 

— 

9     3     0 

3     0     0 

0     0     6 

0  14    3 

31  17     6 

20  17     1 

- 

2     9     6 

104  17     3 

10    9 

5   10     9 

11   15     9 

3  18     3 

0     2     8 

7     0    0 

- 

- 

28     0     0 

1   19     0 

80  10     8 

11  10  11 

0GB 

6  18     5 

1   18     2 

0     8     6 

- 

11   15  10 

24     9     6 

- 

1     6     2 

90     0     9 

4     5    3 

1     1     5 

— 

— 

— 

— 

— 

_ 

— 



— 

—■ 

— 

37  10     5 

8  16     5 

1     2  U 

12  12  U 

43  13     4 

45     6     7 

28     0     0 

6  15  11 

356     8     0 

29     5     4 

6  18     4 

COUNTY  OF  MONTGOMERY. 


58  3  5 
82  5  11 
123  19  6 
58  16  8 
67  11     9 

93  13     5 

94  11  7 
46  4  10 
39  19  8 
60  18  0 
32  18  2 
24  7  3 
64  12  11 


7  0  9 
54  3  1 
74  15  3 
20  15  6 
11  IS  3 
28  10 

9  19 
27  15 

22  7 

23  9 
27  14 
67  13 
36  14 


0  15  3 
8  0  4 

20  17  4 

6  5  4 
16  6  9 

7  15  8 
12  4  4 
12  9  2 

1  13  2 

8  10  5 
11  7  1 

2  17  5 
26  15  1 


3  0  0 


18  18  4 


-  1  87  11  6 
19  1  0 


2  0  0 


0  13  7 


21  7  6 


5  10  6 


7  13  0 
97  3  0 


35  9  7 
4  9  0 


30  0  0 


49  0  0 

2  0  0 

16  19  8 

16  0  0 

80  10  6 

105  0  0 

77  10  0 

104  10  0 


101  5  6 


11  18 

2 

176 

9 

8 

20  19 

10 

316 

13 

1 

27     7 

7 

615 

16 

9 

4  17 

2 

238 

11 

6 

40  12 

5 

383 

13 

5 

50     4 

11 

395 

1 

3 

23     9 

4 

359 

2 

5 

5  12 

6 

287 

0 

9 

4     7 

11 

277 

1 

2 

18     8 

9 

333 

19 

6 

6  14 

10 

379 

1 

7 

7  16 

3 

237 

2 

7 

12  10 

2 

425 

1 

0 

15  11  6 

85  2  2 

99  17  2 

43  5  11 
39  17  2 
68  5  9 

65  14  3 
94  2  9 

66  16  8 
48  9  6 
79  9  6 
20  7  2 

44  15  9 


15  11  1 
76  17  9 
U  11  9 
22  8  11 
46  10  5 
31  19  9 

9  6 

8  1 
33  6 
10  15 
i9  12 
28  11 


848  3  1 


412  12  1 


135  17  4 


24  1  0 


129  1  5 


144  14  7 


582  15  8 


234  19  10 


4,424  14  8 


721  15  3 


324  12  6 


25342 


Digitized  by 


Google 


32 


ABSTRACT  STATOMBNTS  OP   INCOME 'AND   EXPENDITURE  OP   HIGHWAYS  IN  [tBAB   EKDDTG 


ABSTRACT  of  the  General  Statements  of  the  Receipts  and  Expenditure  on  account  of  the  several  PARma 

25th  &  26th  Victoria,  Cap.  61.,  and  the  27th  &  28th  Victoria,  Cap.  101.,  for  the  Yes 

ENGLAND. 


Bateable 
Value. 


NAMES  OF 
COUNTIES. 


^o.of| 

Di8- 

trictfl. 


turns. 


No.  of 


Length 

of 
High- 
ways. 


BALANCES. 
81st  December  1867. 


In  Hand. 


Overspent. 


BECSIPT8. 


R»<»8or       rt^I^Sici,  '     Money 
Assessments.     T!fS?tB.     '  Bo^o^ed. 


Other 
Beceipts. 


Total 
Recbiptb. 


Manual 
Latxrar.  -^ 

Contract         ^**^ 
Work- 


4M,1S0 
804,886 

111349 

1.816,880 

875.084 

409,780 

66,624 

1.681.664 

786.717 

1.231,860 

714.868 

1,121,517 

1,067,095 

682,378 

611,818 

366,180 


Bkdfordshibs 
Bebksbibb 

B  VCKJ  ir  GHAMBHIBB 

Caxbridgibhiss 

OHBeHIHB 
COBNWAIiL 
CtTHBEBLAKB 
DBBBTSHISB     - 

Dbyobshibb 
dob8et6hibe 

DXTROAM 

Essex 

Gloucebtesshibe 
Hampbhibb     • 
Hbbbpordshibb 
Hebtvobdbhibb 

HVirriKGDOKBHIBB 


1.875,262  1  Kent 

694394  I  LaKCASHIBB      - 

948371    Leicbbtebshibb 

149,714     LlirCOLFBHIBB 

184,521  I  Middlesex     - 

322,101  jMOHMOUTH      - 

—  !  NOBBOLK 
1,060,710  I  NORTHAMPTOH 

694,305  NORTHTTMBBBLAND 
833,180  NOTTIKOHAM8HIRB 
733,228    OxPOEDBHIEB  - 

—  Rutlandshire 

1,040,916  IShBOPBHIRB      • 
2,006,698  '  SOMBB6BTBHIBB 

^       I  Stappordshibb 

607,086  j  SUPPOLK 
810,752     SURBET      - 

190,606  ;  Sussex 

226,617  I  Warwickshibb 

—  Westmobland 

1,219,*77     WlLTBHIRB 

586343    WORCE8TBBSHIBB 
I 
1,722,783    Y0RX8HIRB 


13 


M.  ?. 

188  I  771  0 

102  ;  467  7 

42   159  3 

410  J1370  7 

198  3,405  4 

170  1,16©  6 


16 


66  7 

424    6.159  1 

297  jl,890  7 

270  1 1,236  5 

191  ;  1,548  8 

306  2,094  1 
311  3,180  1 
229  1348  2 
120  1,019  0 
100  '  449  5 
375  3,672  2 
120  1,150  3 
347    1,683  5 

52  i    304  3 

8       100  7 

139  '    915  4 

I 

"  I        ~ 

322  !  1,392  4 

882  '1368  6 

286    1.321  7 

307  1306  6 

227  '2391  7 

486    3,855  6 

206    1346  2 

120  1 1,409  4 

86       366  0 

78       448 


334  2,349  5 
150  1 1,008  0 
664  3.846  5 


£     «.   d. 

1317  16    5 
1,114  15    7 

418  18  11 
6384  4  11 
2.343  11  3 
1,578    9    4 

333    3  11 
4.446  15    5 
2,309  12    2 
2,880    1    5 
1312  19    6 
2,894    3  11  I 
5,083    3    1 
2,051  16    7 
1,778    9    3 
2,166    5  11 
8305  11  10  , 
2,368    8    7  I 
3,119  15    7 
1,068    8    7  j 

464  12  5 
1,085    1    7 


£     «.   d. 

1.474    0    8 
427  14    2 

68    9    5 

2363    6    1 

1,740    1  11 

204    7    9 

281  14    8 

2,625    0  U 

1,448    4  10 

878    5    8 

369  16    5 

2.786    6    8 

955  13  10 

986    1    8 

217    9    9 

689    0    2 

3.374  0    7 
3.588  10    9 

1.375  13    8 
21    2    7 

220  15  11 
942  13    7 


2389    8  10  ;  2387  8    3 

2,496    4    8  I  662  9    0 

3,837    8    8  I  1,875  0  11 

1 

6,179  15    9  902  4    3 


3,222  16    7 
5.566  14  11 


926  17    0 
2,6^  16    7 


1,978  14    3  762  0  2 

3,836    3    4  I  3,484  1  4 

1,183  10    7  '  425  7  9 

641    0    1  j  .378  5  5 

3,460  18    5  8,068  8  7 

I 

2,602    77;  818  7  9 

4,161    6    8  3.397  2  3 


£     9,   d.\      £  $.  d.      e    g.    d, 
14,175  11  11       376  13    7 
11.531  14  10        69  10    4 


63  14  3 
10  0  0 


3,029  3  0 

32.086  19  4 

34.638  19  0 

5,701  8  8 

1.173  10  8 

46330    7  5 

17.876  15  9 

22,916  14  3 

10,045  11  1 

34,760    8  7    3386  15    8 


780  18  5 
372  5  0 
89  10    5 


18,460  13  2 

18,781    9  4 

598    1  9 

10,151  10  0 

1,996    9  0  i 

32.757  15  7 

24.822    3  7  ; 

7,678  16  7  \ 

6354    0  0 

9.656    7  8 

34.012    0  0  I 

12,983    0  0  . 

22,246    3  0 

21,981  11  0 


140    5    0 
170  14    2 


717  11  0 
127  6  8 
127  16    6 


600 


0    0 


200    0    0 

500    0    0 

7,250    0    0 


220    0    0 


2    0    0- 


589  16    4  , 

185  18    81 


20,070    7    3  I    240  15  6 

46,595  11    4    3337    4  10 

-  j  - 

i  i 

12.646  12    0       185    2  3  '  - 

27310    4  11  I    294  18  8 

7322    00;      57    6  4 

6,401    8    0.- 

32,466    4    1  I    328    5  4 

i 

13,852  16    9  i       7  17  0 

46,584  18    5  I    631  16  8 


600    0    0 


200    0    0 


260    0    0 
200    0    0 


NORTH    WALES. 


£  $.  d.\  £     $.  d. 

177    4    4  14.729    9  10 

197    7    2  ,  U.798  12    4 

I 


274  12    1 

214    2    2 

7    19 

21  6  6 
165  9  11 
362  3  3 
186  14    1 

7712  3 
186  3  4 
298  1  2 
182  18    6 

74  8  7 
526  14  0 
928  7  8 
279  10  4 
369  18    0 

16  11  9 
490  16  11 

69  10    7 


3.029    3  0 

32311  11  5 

36.106  15  6 

5.718    5  5 

1.194  16  2 

47376  15  9 

18,611    4  0 

23^692  18  9 

10.128    8  4 

38332    7  7 

18393  19  4 

19.134  17  0 

4^772  10  4 

11,594  16  0 

62347    3  4 

40,416    1  5 

26,191  16  7 

7.696    8  4 
6.744  16  11 

9.945  18  3 


458  17    9  <  84.467  17    9 

107  11    6  I  13,040  11    6 

115    9    7  22361    8  11 

443    6    2  22360  14  10 

367    9  10  20.668  12    7 

646    9    6  51.078    5    7 

151    1    6  ;  12.981  16    8 

686    2  11  !  28.791    6    6 


10    0    0  I     7,8J 
67    2    7 


486    0    7 
07  12    1 


I    6    4 

;  10    7 


33,480  10    0 
14,128    6  10 


837  16    6      46354  11    7 


£  s.  d. 
4.628  1  0 
3,733    5    6 


669  16 
12341  18 
16364  4 
8.588  13 
481  1 
28366  3 
7.109  13 
10,190  16 
2,460  12 
16399  IS 
7,497  11 
73S9  2 
2,091  -4 
3384  17 
21,460  11 
11.0S8  8 
7,722  12 
3319  15 
1,014  4 
4345  13 


tTCli  1 
S3S7  I J 

5344  u  ; 


8  j      474  »i» 


167  13  \ 
3319  T} 
4388  I  I 
3.444  17  5 
11  j  1«6^  15  S 
3  I  9.469  9  i 
4347  4  * 
M93I»  r 

608  1^  : 
2398   9  » 


0  10.^011  ? 

1  SM9U  « 
9  A,fm  5  ( 
7  138417  1 
7  1,098  5  : 
0  1,467  n  9 


11.717  16  10  i^^U  9 

5328    0    8  13U  1  i 

9,044    3    5  3,46611  f 

13384  15    5  2,4M  i  ( 

9.469    7    6  '  3374 »  * 

22.033    6    4  '  4713  Ul 


4.420    5  7 

7360    2  4 

2.166  12  4 

2,427    6  9 


1.713  M  S 
4333U31 
1.746   HI 

988  ISB 


11.865  10  10  I  5357  17  4 
4.878  11  11  [  2,709  11  3 
19,006    8    2  !    6387  13 » 


279,840 

Anglbset 
Cabnarvoiibhibb  - 

DETfBIOHSHIBB 

Flibtbuirb     - 
Mbriobbthbhibb  - 

MOFTGOMBRTSHIRB 
TOTAX 

5 

73 

1.070    6 

963  13  10 

281    6    6 

6,929    1    8 

11*111 

• 

"• 

8    2    0 

6.937    3    8 

3.680  19    6 

904  fil^ 

27,858308 

340 

7.978 

58,095  2 

96,899    5    4 

40,103    0    4 

740,075  4   712,034    0    7  9.920    0    0 

t                 ! 

8.821    3    8    770,860    8  10 

306,702  14  10 

117355 1«  s 
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kc.  in  England  and  North  Wales,  so  far  a;3  the  same  are  included  in   the  Districts  formed  under  the  Acts 
ending  Slst  December  1868,  pursuant  to  the  28th  Section  of  the  25th  &  26th  Victoria,  Cap.  61. 

ENGLAND. 


Materials. 


£     9. 

d. 

«.ie7  7 

3 

3.565  18 

6 

- 

777  «    0 
9.S40  IS    6  ' 
7,064    7    4  ; 
1,206    8  11  ' 

168  U  4 
5>682  14  5  ; 
2,962  8  5  I 
6376  8  1  I 
S.116  8  10  I 
7.800  16  8  I 
2.406  1  8 
8366  10  10  \ 

930  16  7  I 
8,772  12  8 
17,072  9  8  ' 
11,781  6  7  i 
9,883  15  8 
2.788  19  8  , 
1,990    7    4 

962    8  10 

9,787    8    0  ' 

8,190  16    7 

6,718  15  11  ' 

I 

8,288    2  10  1 

„         I 

I 

8.464  10    7 
11,866  16  11  I 

8344  14  4  I 

8.659  16  7 

2,287    5  1 

1,194    6  9 

8323  12    8 

8383    7    9 

12.730  11    8 


EXPBNDITUBB. 

BALANCES, 

3l8t  December  1868. 

DEBTS. 

Ave- 
rage 

Tradesmen's 

Bills. 

Law 
Charges. 

'    Salaries 
Improve-  •       and 
ments.     '  Common 

:    Charges. 

To 

Turnpike 

Trusts. 

Interest 

of 

Debt. 

Money 

Borrowed 

Repaid. 

«:.  -l^.- 

In  Hand. 

Overspent. 

Money 
Borrowed. 

Illt4>- 

Unpaid    rest 
Interest,    ner 

£    «. 

d. 

a  9.  d. 

£    9.  d. 

£    9.  d. 

£    9.  d. 

£     9. 

d. 

£     9. 

d. 

£   9.  d. 

£     9.  d. 

£   9.  d. 

£     9. 

4. 

£   «.  d. '  £    9.  d. 

£ 

1.083  16 

6 

82  10    0 

98    8    8 

1326    1    2 

46  10    0 

' 

- 

•     167  17    6 

15.300  18    1 

1,093  19    8 

1.821  18 

2 

— 

— 

- 

668  18 

7 

- 

82  14    8 

886    6    8 

560    9  10 

- 

- 

2    7  10 

11.686  16  10 

1.205    7    7 

406    9 

8 

— 

■  — 

- 

— 

— 

- 

- 

- 

- 

" 

1         — 

- 

- 

- 

- 

— 

- 

20  18 

2 

- 

.       -       . 

116  10    2 

.       .       - 

- 

-  1  - 
1 

• 

79  15  11 

2,258  12    8 

1.468  11    6 

336  11 

8 

.. 

_ 

. 

808    4 

6 

16    6  10 

1.908  18    0 

3,091    2    2 

115    0    0 

- 

1 

• 

48    2    9 

83.507  18    0 

5340  16    8 

2»786    3 

5 

— 

. 

- 

686  18 

4 

82  16    6 

436  19    2 

2356  19    8 

182    6    0 

• 

•  1  • 

•  1  307    8    8 

33.930    7    1 

3.096  10    9 

1317    2 

1 

~ 

— 

- 

276    0 

2 

- 

621    4    4      652    7    1 

-       .       - 

- 

- 

•  1  134    6    8 

6368  11    8 

964    1    1 

889    6 

4 

— 

— 

. 

14    8 

8 

• 

40  17    8  j    104  18    8 

.        .        . 

10    0 

20    0 

0      - 

1.007  U    7 

891  14    2 

3    3 

4 

180    0    0          - 

5 

2.068    8 

8 

229    6  11 

1319    2    4  |8367  11    4 

!l,011  16    2 

14  10 

9  10 

6     463    6    1  1 47336  10  11 

4.112  16    4 

8.550  17 

0 

281    8    5  j 

5 

891    4 

2 

189  12    2|    884U    8 

2,082    8    9 

53116    8 

- 

- 

•  i    60  16    8  '  18360    9    7 

2331    6    6  1 1.419    4 

9 

j 

- 

812  10 

7 

256    a    7  1 1.788  16    0 

2.199    8    9 

16    0    0 

19  13 

12    0 

0      96  18  10  !23,718    0    4 

2,666    fl    9 

778  12 

7 

704    0    0  j        - 

6 

491  16 

8 

40    1    6 

466    0    9 

1322  17    8 

•     •     •  i " 

- 

•       13  19    8  .  9,480    6  11 

2.897    9    8 

811    8 

9 

t        *"" 

. 

1.104  18 

1 

19    8    7 

857  16    4 

3.120    5    4 

587    9    6  '  10  11 

- 

-  !    61  10  11    34,951  17    9 

5.750    2    8 

2361  15 

2 

_ 

_ 

1.147    2 

1 

110 

-       .       . 

3.161    8  11 

140    9    0  '    a  17 

1 !  - 

-186    5  10  ,18,980    Oil 

5394    3    9 

1.198  16 

1 

— 

— 

- 

488    4 

3 

651  12  10 

118    6    0 

1,676  16    5 

860  15    0     . 

.  1 , 

-     163    8    0  1 18.791    9    4 

2,467    7    9 

U57    5 

2 

— 

— 

- 

828  14 

7 

592  11    8 

•    •    • ;  - 

.  1 . 

•       18    1    8  '  4,469    7    4 

2.540    3    4  {    666    0  10 

— 

— 

- 

699    0 

9  '    46    6  10 

1,008  19    5  i    874    8    0 

189  19    0     87  17  11  '  40  16 

6  '  110    1    4  j  12,047    4  11 

1.798  16    6      779  19 

7 

869    8    6 

~ 

6* 

2,016  16 

9     227  10  11  '    735  13  11  J5.112  16    8 

611  14    8  1  45  16 

4|645    0 

0  i  311    3    4  ^68300    3    0 

10,785    3    8    1316  11 

7 

785    0    0  j        — 

5 

874    1  11     100    0    6  ;8,730    1  10    2.092  16    1 

96  17    1  156    1 

3  1  50    4) 

0  '  256    7  11 

36.091  15    8 

6,079    3    7    2.976    0 

0 

8,200    0    0          - 

♦1 

1.150  16 

1        4    4    0       662  16    8;2319    6    2 

.       .       -     . 

-  '  - 

-     388  13  11  '25398  10    9 

2.162    1    9    1324  14 

0 

—                 — 

« 

279  18  10      -          -    j      37    7    6  j    358    0    2 

• :  • 

- 

20  15    8     7,739    9    6 

1376  18    4  1    572  18 

6 

_         i        _ 

. 

1.194    e  11  ]    -          -    1    870  10  11  j    298    0    0 

-  1  27    0 

o'l80    0 

0 

49  18    9  '  6,722    1    7 

481  19    1       165    8 

3 

360    0    0 

— 

5 

298  11 

9  ;    16    2    0      584    9    6 

1.118  18    7 

486  16    6 

80  10 

0  !  48  10 

0 

131    3  10     9,960    1    8 

1,188    8    9    1,004    4 

8 

727  10    0 

— 

6 

— 

1         — 

— 

- 

— 

i      — 

—       j           — 

—       i       — 

— 

— 

- 

1302  18 

5  1      8  15    6 

648  12    2 

2306    6    8 

885    1    6 

44    4 

8 

130    0 

0 

93    3    6  ,32321    1    5 

8.726  19    8    1,788    7 

9 

674    0    0 

— 

5 

114  18 

8  '    - 

689  16    7 

ia64  11    2 

1,196  18  10 

- 

-  '  • 

- 

7  18    6  j  14,009    3    8 

1,750  17    6    1.096  IS 

6 

— 

— 

- 

1,164    6 

g 

116    6  10 

324  10    6 

1337    3    7 

408    1    9  1  - 

-     • 

- 

310  18  10  ]  82.169  18    4 

4365    1    6    1.610  18 

8 

— 

— 

.. 

588    7 

'' 

- 

111  10    0 

2.174    3    2 

600  18    6     - 

- 

67  16    9  128300  15    9 

4,944  10    1       406  19 

6 

- 

— 

- 

- 

~ 

- 

— 

-                 - 

— 

- 

— 

— 

— 

— 

.. 

» 

618    2 

6  1      4    9    6 

607    6  10 

2.385    0  11 

988  11  10  1  31    0 

0 

82  17 

0 

203    6    9 

21.489    9    1 

2.708  12    8 

1,188    9 

1 

687    3    0 

.. 

5 

1,448  15: 

167  11    8 

8.483    4    4 

4^654  10    0 

968    2    4 

83  17  11 

79    8 

4 

878  15  10 

48.796    8    9 

7.087  13    8 

1.766  18 

1 

1.176    0    0 

8  11    4 

4f 

- 

— 

^ 

— 

— 

— 

— 

- 

— 

— 

— 

— 

— 

« 

764    4 

81    2  10 

498  16    8 

1.507    2    0 

.       .       . 

49    0 

4 

87    0 

0       50  19    8 

13,001    1    1 

8.157    0    1 

969  11 

5 

910  10    0 

6  11  11 

5 

1.184  11 

8 

128  17    4 

1386    7    1 

8.914    8    9 

97    9    3 

106  16 

1 

60    0 

0  ;  609  18  10 

1 

87,961  18    6 

8.882    8    6 

1.790  18 

5 

2,140    0    0 

U  11    7 

6 

840  19 

8 

- 

467    8    6 

658    7  10 

415    0    1 

88    4 

8 

- 

18    7    7 

8,056    4    9 

780  11    8 

106    8 

8 

959    9    0 

88    4    8 

5 

474  17 

7 

19    1    4 

143    6    4 

668    9    8 

465  13    7 

10    0 

0 

10    0 

0 

26  11    0 

6.418  10    4 

86115    6 

852    0 

7 

190    0    0 

— 

5 

— 

- 

- 

- 

— 

- 

— 

— 

— 

— 

— 

— 

.. 

. 

1,192    1 

4 

32  16    0 

848  19    9 

8,098  17    2 

946    8    2 

78    1 

« 

178    0 

0 

764    8    7 

32.683    6    5 

3.618  13  10 

2.412  15 

5 

1371    0    0 

87    0    0 

6 

852  15 

20  15    9 

979    7    1 

1.657  17    6 

188  17    8 

61    8 

0 

115    0 

0 

58    3    5  jl4,239  15    7 

8,163    9    8 

475  19 

1 

965    0    0 

18  18    0 

6» 

130110 

65    9    6 

1309    111 

3385    7    7 

689    0    6 

4  10 

0 

10    0 

0 

896    6    1 

46,176  18  10  1 

6.682    8    6 

5.400    5 

4 

80    0    0 

~ 

6 

NORTH    WALES. 


7    9 


l86.nLl  19  11 


88    8  10 


18.049    8    7 


0  16    0 


176    4    6 


8386  U  8  86^178  18  1 


888  14    1 


68,610  6  11 


269    2    0 


18.789  17  4 


781    0    4 


78  18    6 


136117  8  B34fi    4    4 


6.668  18  11 


1360  16    6 


754^768  8   7   116388    7    8  46367  16  11  81309  14  U 


189  18    8 


6  17    1 


F  2 
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ABSTRACT  KTATEMXNTS  OF  INCOME  AKD  EXPENDITirRE  OF  HIGHWAYS  IN  [XEAB  ZSsnc 


ENGLAND. 


COUNTY  OF  BEDFORD. 


NAHB  OF  DI8TKIGT. 

LenKth 
of 

BALANCES. 
8l8t  Beoember  1867. 

BECEIPTS. 

Vilue. 

In  Hand. 

Overspent. 

Bates  or 
Asfiessments. 

»    \    ^^"^ 

Other 
Beoeipts. 

Tot  AX 

BBCBIPT8. 

Maniul     , 
ContfWJl      "** 

1 

1 

Work. 

£ 

Betunu. 

M.    ». 

£    9.    d. 

£  s.  d. 

£    «.   d. 

£     8.   d.           t    8,  d. 

£   8.   d. 

£    8.   d. 

1 
£  «.  <f . ,     £  I  i 

168;J72 

Bedford       -         -     28 

142    8 

108  18    0 

448  18    5 

2.02  &  IS    0 

70  15    0     - 

15  14   8 

2.111    4    S 

Ml  14   8      511N  ! 

124,018 

Bissloi  WMie                84 

140    1 

256  16    9 

225    0    5 

2,028    0    0 

268    0    2  ;  • 

72  18  10 

2.368  19    0 

73614   9      444r>i 

71,880 

Bletioe                   •     96 

106    2 

170    8    4 

307    6    5 

2.369  16  11 

-     . 

11    1    4 

2.370  18    3 

778  10  0     3i:j: 

80.788 

Luton         •            -     20 

171    6 

446  14    8 

180  15    2 

4,176    0    0 

26    0    3     - 

87    0    3 

4.280    0    0 

1314  15  s     Rtcn 

U^IU 

Woburn        •         -     85 

206    4 

839  18    8 

312    1    3 

3.687    0    0 

11  18    2     - 

40    0    8 

8.638  18  10 

1.256   6   »      916  »: 

40il80 

1S8 

771    0 

1.S17  16    5 

1.474    0    8 

14.175  11  11 

876  13    7     -         -         -  I 

1                       ; 

177    4    4 

14.729    9  10 

4.628    1   «    ITPIil 

COUNTY  OF  BERKS. 


BD.li73 

.ibiTigtlon 

mm  ! 

KRitlmicpttteftd 

109^084 

n,«s4' 

Vl%\^j 

46,:«e 

Moreton 

67»I4T     WMit«ffe 


4 

25 
10 

14 
18 


Vlt 


m  7 

74  5 

114  2 

70  4 

54  a 

65  3 


m   7 


211  4  10 

101  7    B 

n  &  11 

3U  4    6 

403  B    0 

ISQ  0    7 


lis    4    8 

tii  10  7 
l(k  1«  1 
^  0  10 
101  It     0 


1.114  16    7  I 


427  14    2 


2,2«0    4    0 
737    0    0 

4,4110    0    0 

ttW    0    0^ 
l.OSS  10  10 

a,T3(f7  0  0 


m  10  4 


11^1  14  10 


eo  10  4 


M  16 

9 

Ifl 

16 

6 

41 

% 

a 

17 

4 

It 

6  11 

4 

24  16  10  > 

107 

7 

2 

S.3tl  U  9 
75a  15    fi 

4^*0  12  T 
857    4    0 

1^5    £    £ 

2^1  10  10 


ll<7»3  13    4 


1.307  »  t 
£53  u  a 
989    711 

413  IS  V 
Ui    0    & 


K  Si 


3,733  6  *i  a*r  «s 


COUNTS  OF  CAMBRIDGE. 


111340  I  Arrington       and)      ^ 


169    8   I       418  18  11 


9    5  I    8.029    8    0 


3.0£9    3    0  I        669  16  8       'J^^^ 


COUNTY  OF  CHESTER. 


82.905 

65,860 

66.934 

161.994 

106.417 

59,602 

100,806 

62,470 

180.708 

172.502 

148.147 

108.476 


Audlem        -  -  17    I 

Brozton.  East  -  -  47 

Broxton.  West  -  88 

Bneklow,  East  -  84 

Daresbory      -  -  88 

Bddisbury.  Enst  -  21 

Eddisbury,  West  -  84 

Nantwich       -  -  10 

Northwieh      -  -  60 

Frestbiury     -  -  42 

Stockport  and  Hjde  21 

Wiml         -  -  58 


1,816,880 


410 


ISO  6 

180  2 

79  3 

249  0 

140  8 

108  2 

157  4 
129  4 
269  3 
800  1 
132  4 

158  7 


1,970  7 


842  8  2 
816  7  5 
322  13  3 
916  17  8 
521  18  6 
277  13  11 
358  10  0 
180  14  4 
262  4  10 

1,165  1  1 
251  18  8 

1,173  7  2 


6,084  4  11 


182  13  5 

169  8  0 

15  7  1 

ItKi  2  3 

123  8  7 

10  4  1 

87  2  10 

25  15  2 

737  9  4 

127  12  9 

228  7  11 

371  18  2 


2,263  5  1 


1,259  10  0 


1,027  18  0 

1.167  0  0 

5,612  0  0 

3.427  16  3 

922  0  0  i 

i 

2,545    0  0  ; 

1.282  18  1 

4.937    5  0 

3351    0  0  I 

3.680    0  0  I 

2.814  12  0  \ 


87  12  10 


10    0  0 

144    8  3 

9  15  9 

63  15  3 

9    0  0 


1,259  10  0 

1.027  18  0 

1,167    0  0 

6,6^10  12  10 

3.427  16  8 

922    0  0 

2,545    0  0 

132  18  1 

5.081  13  8 

3,860  16  0 

3.753  15  3 

2.328  12  0 


32,036  19    4  ;  • 


274  12    1      32.311  11    5 


406  15  11 
617  5  7 
474  10   8 


2,188  18   7 

:««• 

698  13  11 

JM8' 

M4    3   8 

tKU' 

1,130    7   6 

»r.^ 

450  11   0 

m:*i 

2,052    4   9 

it^'' 

1.720  18  W 

1.-05  IJ! 

1^79  Ifl  U 

sasr.: 

1.187  12   9 

4»13' 

L2.841  18   1 

V4*«i 

COUNTY  OF  CORNWALL 


64,562 

CalUngton     - 

57,045 

Camborne 

40,757 

Oamelford 

50,650 

Falmouth 

29,491 

Helston,  North 

88,896 

Helston,  Boath 

46,045 

Launeeston     - 

46.439 

Liakeard 

88,256 

Penianoe 

46^ 

Powder.  West 



- 

-     11 

307    0 

-       8 

160    2 

-      16 

•208    0 

-       9 

157    2 

4 

160    0 

-     U 

158    0 

-      15 

188    4 

-      11 

228    7 

-       9 

85    2 

.       9 

181    6 

143    7  3 

48  11  5 

104    9  8 

199    6  0 

130  16  3 

64    0  10 

91  14  9 

280    6  0 

88    0  9 

94    5  6 


64  7    2 
666  6    6 

46  7  11 
2114    2 

126  6    0 

45  1    2 

417  9    8 

82  S    8 

65  5  10 


2,921    0  0 

2.794  15  0 

1,354    0  0 

1365    0  0 

1,339    5  0 

1,134  10  0 

1,782  14  7 

2,589    0  0 

929    9  6 

1346  10  0 


\   '.   '. 

24    8    7 

68    5    1 

0  8    0 
2  10    8 

22  17    0 

1  16    0 
0  12    0 

14  10    0 

13    4 

2,945    3 

7 

2,868    0 

1 

1,884    8 

0 

1.867  10 

3 

1.362    2 

0 

1,186    6 

0 

1,788    6 

7 

2,603  10 

0 

929    9 

6 

UtflS 

4 

1,732  17   7 

m'-' 

1.727    1    9' 

iflt) 

792    Oil; 

j«»* 

703    7  11 

s((i 

705  2ii: 

fljL-H 

194   1   5, 

0}* 

456   6  6 

m^\ 

V5618   4 

««« 

868   8  0 

1SJ» 

86«   6  Oi 

fUlJD 

•Estimated. 
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ENGLAND. 


COUNTY  OF  BEDFORD. 


EXPENDITURE, 

BALANCES, 
3l8t  December  1868. 

DEBTS. 

Rate 

Itfoteriala. 

£   9,  d, 
62S    4    0 

'^J^^t         L«w        Improvo- 
^/j;»       Changes.      Biente. 

1 

SfUfuies 

and 
Common 
Charges. 

To 

Tiimpiko 

Trusts. 

Interest 

of 

Debt 

Money 
Repaid. 

£  9.    d. 

Other 
Payments. 

£   9.d. 

0    2    0 

63  13    4 

TOTAX 

EXPJE5DI- 

TI7KB. 

£     8.    d, 
2.135  14  10 
2,165  19  10 
2,186  10    7 
4,674  16    3 
4.137  16    7 

In  Hand. 

Overspent. 

Money 
Borrowed. 

or 
Inte- 
rest 
Unpaid  ^per 
Interest.  Cent. 

1AQ  tT  in 

£  «.  d. 

•  10    0 

•  • 
32    0    0 

£  9.  d. 

75  18    8 

16  10    0 

£  9,  d, 
269    2  11 
258    0    2 
214  10    0 
293    8    0 

aoA     A     1 

£     9.d, 

£  9.   d. 

£    9.    d. 
129    5    0 
497    1    2 
154  15    1 
217  10  11 

95    6    9 

£    9.   d, 
498  16    9 
262    5    8 
107    4    6 
386  18    2 
566    7    1 

£  9,  d. 

£  9.  d. 

A 

509    7    6     153    0    4 
764    4    8  '    ^^    A  in 

46  10    0 

1,861    2    3 
1,404    8  11 

889  16    9 

6  18    1 
87    4    0 

' 

-            -            .        -^      V       * 

■       ■       "1*       "       ■ 

" 

s,ie7   7  3 

1  OSS  15      6  !   .19.  in     A   !        09.     S     fi   !l  X9K     1      « 

46  10    0 

157  17    5 

15,300  18    1 

1,093  19    8 

132112    2 

— 

— 

1 

COUNTY  OF  BERKS. 


453  19 

2 

68    2    2 

119  10 

7 

83  19  10 

2,122    8 

2 

248    0  10 

160    9 

6 

29  19  11 

91    7 

0 

25  18    5 

618    4 

0 

loan   5 

82  14    8 


202  10  11 

106 

1 

8 

229  17 

5 

74 

4 

2 

50 

7 

3 

163 

4  10 

826 

6 

3 

31  16    2 


354    7    4 


16i    6    4 


0    6    0 


0  n   0 

1  10  10 


2,361    6  4 

770  15  5 

4,536  18  9 

819    3  0 

1,033  10  8 

2,115    1  8 


2S4  14 

2 

81    7  10 

185    8 

81  16 

411    3 

207  17 

1.205    7 

27119  7 

91  16  8 

30    8  S 

4  18  1 

7  12  7 


3,565  18    5  I  55S  12    7 


!  11.    8 


550    9  10 


2    7  10 


11,686  IS  10 


406    9    8 


COUNTY  OF  CAMBRIDGE. 


777  12    0      20  13 


116  10    2 


79  15  11  .   2,252  12    8 


1,463  11    6        336  11    8 


COUNTY  OF  CHESTER. 


511  7  11 

223  0  11  I 

473  10  0  ! 

! 

.1324  17  2  ; 

1,003  1  8 

231  2  7 

918  2  5 

346  0  7 

1.410  7  9 

555  10  9 

1,091  6  6 

765  10  9 


64  19  9 
53  17  3 


230  3  2 
24  10  0 
24  10  9 


40  0  0 


1,618  18  0 


82  14  9 

182  9  11 
97  12  11 
61  7  2 
30  18  10 


I 
6  19  4   215  0  0 


I 
0  0  6- 


137    5 

8 

181    8 

7 

200    2 

6 

338    0 

2 

268  19  11 

17114 
26*  10 

195    4 

371  10 

303  11 

324    5 

329    2  11 

15  0  0 


100  0  0 


12  0  0 
1  13  5 
0  14  0 


0  5  0  I  1,381  9  9 

1  0  6  I  1,230  4  3 

-  i  1,891  IS  2 
5,291  11  1 
3,005  G  6 
1,818  0  6 
2.606  11  8 
1,216  14  4 
4^793  0  3 
3,890  5  10 
8,747  11  9 
2,742  6  11 


8  0  0 
6  19  0 
2  4  10 


150  11  10 

157  12  1 

180  8  6 

1,366  16  2 

278  7  11 
8117  0 

276  17  9 

232  8  6 

428  0  10 

1,115  14  7 

279  6  1 
796  15  5 


122  1  10 
202  19  5 
97  17  6 
285  19  0 
367  8  4 
110  7  8 
161  2  8 
16  7 
614  12  4 
107  16  4 
249  11  10 
414  1  4 


0,319  13  5 


803  4  6  1  10  6  10  1,903  IS  0 


3,091  8  2 


116  0  0 


42  2  0  33,507  13  0 


5,340  10  8  ;  2.725  3  6 


COUNTY  OF  CORNWALL. 


191    0    8 

14  17    4 

27114    9 

12  19    6 

311    4    7 

20    4    7 

629    2  11 

14    4    3 

66    0    7 

18    7    4 

626  13    8 

82  1111 

700  11    4 

86    7  10 

840    8    8 

26    8  11 

84  18    7 

28    8    4 

460    4  10 

43  16    2 

78  0  0 


87  14   7 

177  4  7 

192  10  4 

127  15  4 

197  14  3 

119  11  4 

114  16  3 

133  15  4 

157  17  8 

141  4  0 

185  10  7 


F  3 


46  2  10 
86  11  2 
17  10  8 
17  15  0 


36  14  11 
26  6  6 
20  1  8 


2,83112 

4 

8,453  17 

9 

1.872  10 

8 

1,718  10  10  1 

1.265  14 

1.032    0 

1,809    1 

2.767    8 

903  18 

1,761  11 

189  11  4 

129  17  8 

78  0  6 

863  9  0 

227  3  7 

67  9  0 

78  7  2 

278  18  10 

33  7  4 

160  6  9 


840  10  6 

38  1  10 

86  17  9 

86  14  6 

107  8  8 

844  16  0 

66  17  9 

36  5  8 
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ABBTKACT  STATBUEKTS  OF  INCOME  AND  EXPENDITUKE  OF  HIGHWAYS  IN      [yEAB,  EniVI 


COUNTY  OF  COBNW ALL— continued. 


Length 
NAMB  OF  DI9T&I0T.  j       of 

iHighwayi 


BALA^NOBS. 

8l8t  December  1807. 


In  Hand. 


Overspent. 


&BCBIPTS. 


Rateeor 

Assessments. 


Prom 

Turnpike 

Trusts. 


Money 
Borrowed. 


Other 
Receipts. 


Total 
BxcBiprs. 


Ilanual 

Labour. 

including 

Ckm  tract 

Wort 


IaIkiz. 


St.AasteU    • 
St.  Oolumb 
St.  Germans  - 
Stratton 
TrecanGate  - 
Tregony 
Trigg  • 
Tywardreath   - 


Returns,  m.   v. 

8  188    0 

17    I  314    8 

11    i  189    4 

11    I  171    S 

10    >  202    0 


16 


120    6 


18    <    261    0 


8 


I 


140    5 


£    9,  d. 

414    9  8 

140    4  0 

198    0  9  ! 

64  18  8 

84    0  10 

126    8  0 

149    0  2 

27  16  7 


196      8,406    4 


£    9.  d. 

147    4  2 

143    8  8 

88  17  0 

96    7  6 

18  16  8 

4    6  4 

44  12  9 

82    8  7 


£     9,  d, 

8.740    0  0 

8,180    0  0 

2,008    0  0 

1,971    8  4 

1,227    0  0 

1,085  16  7 

2.041    0  0 

1,1^  10  0 


2348  11    8       1.740    1  11 


84.888  19    0 


£     9.   d. 


80    0    0 


14    8 


68  14    8 


£     9.   d. 


£   9.  d. 

80  10    6 


£     9.  d, 

S»770  10  6 

8,130    0  0 

2,074    1  0 

1,974    9  8 

1,227    0  0 

1,066    8  8 

-       -  I     2,041    0  0 

7  11    8  I     1,198    1  8 


881 10  0  '  ma  • 

1,405    8     1       714   1   r 


41    1    0 
8    14 


548    5     7 


i 


»u  » 


5  12  10  j 


Ull  11  11  4S4  t  «s 

787  16     S  a4'i  •> 

530  12    0  '  ai  li  J. 

1,156  8   1  j  ss:  i;* 

604  11    9  I  zi<  :*  4 


214    2    2  I   85406  16    5 


16,904    4  11  I   5,561  U  f 


COUNTY  OF  CUMBERLAND.    - 


Alston 
Brampton 
Leath  Ward 
Longtown   - 
Wigton 


96 
66 
24 

68 


170 


40  0 

168  6 

441  7 

208  4 

815  5 


1,169    6 


6  18  1 
496  1  10 
241  17  9 
899  18    1 

429  18    7 


1.578    9    4 


2  6    0 

22  8    2 

69  0  10 

2  4    5 

108  9    4 


7    9 


251  17  4 
1,184  U  11 
2,897  19    8 

732  5  2 
1,184    9    7 


5.701    3    8 


10    0    0 


10    0    0 


.  j  251  17  4 
I  1.184  11  11 
I     2,407  19    8 


7    19 


739    6  11 
1,184    9    7 


7    19       6,718    5    5 


165  12  7  1 
1,108  17  U  j 
1,813  IS     4 

402    4    4  I 
608    0    0 


16  1!  t 

14»U  • 

£40  14   1 

6  U  I 

m  le  ? 


8,588  18    8  '      474  If  1- 


Swadlincote 


16 


Ashburton    • 

Azminster 

Barnstaple     « 

Bideford 

Chulmleigh     • 

Orediton 

Crockemwell 

Cullompton     - 

Ermington      and) 
Plympton         -i 

Great  Torrington 

Hatherleigh     • 

Holsworthy     - 

Honitoii 

Ilfk«oombe  - 

Khigsbrldge    - 

Lifton 

Midland  Roborougfa 

Newton  Abbot 

Otteiy  - 

Southmolton 

Taristock 

Tiverton 

Totnes 

Wonford 

Woodbniy 


10 
18 
15 
15 
20 
20 
14 
16 
18 
19 
17 
tl 
19 
10 
21 
18 
11 
22 
9 
20 
11 
19 
18 
80 
18 


66  7 


289  0 

200  1 

278  8 

282  4 

265  6 

220  0 

276  5 

827  0 

808  0 

220  4 

208  4 

272  2 

227  0 

220  2 

288  8 

254  0 

170  0 

816  1 

97  0 

208  7 

814  0 

tITI  4 

220  2 

264  1 

104  4 


0,169  1 


COUNTY  OF  DERBY. 


888  3  11 


231  14  8 


1,173  10  8 


21  5  6 


1,194  16  2 


481  1  10 


107  U  5 


COUNTY  OF  DEVON. 


11  11  10 
60  2  1 

806  18  8 
126  4  0 
412  6  5 
189  14  10 
645  0  7 
890  10  6 
246  15  11 
186  19  8 
62  6  2 

281  15  6 
209  9  6 
122  0  8 

86  11  8 
78  4  1 
117  15  8 

282  1  0 

76  8  8 
00  8  6 

12  19  11 
868  19  7 

77  18  8 
24  0  1 

208  17  6 


4^440  16  6 


160  9  10 
76  11  8 

12  3  4 
80  18  8 
11  17  5 


172  10  7 

271  17  7 

68  6  7 

28  8  10 

94  19  4 

88  2  8 

295  17  9 

121  9  3 

60  15  1 

808  12  1 

9  2  9 

280  10  8 

68  2  7 

9  11  5 

0  2  8 

396  16  8 

26  14  6 


2,026  Oil 


1,648  10  0 

1.420  8  8 

2A64  0  0 

1,860  16  0 

2,299  15  0 

2,176  9  6 

1.699  0  0 

1,862  10  0 

2,660  0  0 

1,688  0  0 

2.144  0  0 

2,366  0  0 

1,156  0  0 

1,849  0  0 

2,725  10  8 

2,074  14  0 

1,486  0  0 

2,086  17  8 

662  0  0 

2,078  7  3 

2,789  0  0 

1,718  11  9 

1,618  0  0 

2,086  11  8 

970  5  9 


7  5 


220  7  6 

17  0  0 

93  0  7 

25  9  6 


87  18  8 


19  10  0 


119  2  6 


80  11  10 


167  18  3 


780  18  5  • 


IS  0  0 
0  2  9 


I   8  12  7 

,j.   .   - 

;   27  12  0 


8  16  4 


1  19  0 

I   6  9  6 
I   0  14  0 


41  19  10 
16  6 

16  2  11 
4  8  0 


46  2  6 


0  9  0 


1,661  10  0 

1.426  11  0 

2,384  7  6 

1.387  8  7 

2,892  15  7 

2,229  10  11 

1,699  0  0 

1,454  4  7 

2,600  0  0 

1,704  9  0 

2.149  9  6 

2,800  14  0 

1,155  0  0 

M68  2  6 

2,767  10  6 

2,076  0  6 

1,602  2  11 

2.040  0  8 

652  0  0 

2,103  19  1 

2,784  2  6 

1,881  10  0 

1,618  9  0 

2,085  U  8 

978  6  9 


105    9  11      47,270  16    9     29,200    8    0 


811     1  11 

971     1    1 

1,178  17  10 

896  15    0 

083    7    8 

1,890  15    5 

1,558    0    0 

708    0    » 

1,942  10  10 

1,326  10    1 

1,009    8    7 

1,070  11  10 

902  10    0 

UTS    0    6 

1.444    6    9 

681    1    f 

782    1  10 

468  10  U 

514    0    0 

1,885    9  U 

1,497  11    5 

1.887  10    9 

1,181  U    8 

2,280    9    8 

882    0    0 


151  5 


0B    &  i 


»    4  j 
US    I  t 

'419  IS  t 

84U  I 

17    1  I 

S7    1  } 

809    5  « 

215  H  ^ 

485    8  1 

410    1  ! 

291  IS  * 

1    S  k- 


8419 


77 


*  Debt  and  interest  payable  by  20  annual  instalments  of  24f .  U,  2d.— two  of  whioh  have  been  paid. 
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COUNTY  OF  COm^WALL—contmued. 


BXPENDITTTEB. 


Ujtterials. 


Tr»des- 

men's 
Bills. 


Law 
Cluurgee. 


I 


ImproTe- 
mento. 


Salaries 

and 
Gonunon 
Charges. 


To 

Turnpike 

Trusts. 


Interest 

of 

Debt. 


Honey 

Borrowed 

Eepidd. 


Other 
Payments. 


Total 

BXFBKDI- 
TUSS. 


BALA^NOBS. 
31st  December  1868. 


In  Hand. 


Orerspent. 


DBBTS. 


Money 
Borrowed. 


Unpaid 
Interest. 


Bate 

of 

Inte- 
rest 

per 
Cent. 


£    s,  d. 
324  19  10  ; 
678    7    1  1 
099    1  10  ! 

60  9  3 
14S  0  0 
182  U  5 
321  5  9 
107  14    0 


£    s.  d. 

22  14  11 

56  15  4  ' 

147    8  4 

17    9  3 

35    1  1 

21    7  7 

42  18  2 

16  17  6 


£   #.  d. 

22  15  6 


I  147  8  4 

" 

-  j 

17  9  3 

•| 

35  1  1 

- 

;  21  7  7 

- 

- 

£    8.   d. 
12  0  0 


167  16  6 
96  8  1 


£    8.  d. 

184  1  8 

206  0  6 

176  3  5 

124  7  0 

121  12  0 

172  1  6 

160  18  4 

156  16  8 


£    8.  d. 
128  6  0 


£    8.   d.        £    t.   d. 


£    8.  d. 

0  13  6 
16  10  9 

1  17  1 
9  10  3 


8  4  10 


9  0  0 


20  4  0 


£     8.  d. 

3,362  14  5 

3,032  18  8 

2,091  6  6 

1,864  0  5 

1.312  7  3 

1,120  0  3 

2,046  12  2 

1,191  1  3 


£    8.   d. 
676  10  8  I 
200  11  2  1 
142  14  6  ! 
137  17  10 

67  1  6  i 

71  15  10 

I 
188  14  10 

31  2  4 


£    8.  d, 

0  9  1 

97  14  1 

60  16  2 

67  17  10 

77  4  2 

4  15  9 

89  19  7 

33  14  4 


£    «.  d. 


£    8.  d. 


,064  7  4  I  685  13  4  22  16  6   436  19  2 


2,856  19  2 !  182  6  0  -   -   -  •   -   -  307  3  2 


I 


33.930  7  1 


3.096  19  9   1.817  2  1 


3  14  4  I  2  17  1 

376  16  0  81  4  3 

173  8  3  65  7  9 

407  8  4  50  6  3 

246  2  0  75  4  10 


621  4  4 


43  19 

8 

94  4  11 

248  10 

5 

81  17 

7 

183  8 

6 

COUNTY  OF  CUMBERLAND. 


101  10  2 
32  16  1 


232  18  11 
1,796  13  1 
2,157  14  11 

981  7  7 
1.784  16    9 


22  11  6 

6i:i8  7  ' 

512    8  7 

201    7  1 

166  15  4 


249  6  1 
89  6  11 
46  19    1 

444  13    3 


1,206    8  11     275    0    2 


621    4    4 


7    1 


134    6    3 


6,962  11    3 


964    1    1 


5    4 


1 


COUNTY  OF  DERBY. 


I 

168  14    4  I      14    2    8 


40  17 


104  18    8 


I 


10    0    0  ,      20    0    0 


1,007  14    7 


291  14    2 


3    8    4 


180    0    0  — 


COUNTY  OF  DEVON. 


246  9  1   22  17  9  j  - 

.  I  230  6  11  ;  - 

64  6  11  <  48  2  4  • 

491  4  6  I  65  8  11  • 

1,046  16  0  I  168  11  9 


253  14 
148  17 
3  18 
202  6 
144  7 

21  9 

346  11 

1,210  0 

51  12 

758  10 

110 

37  17 
366  4 
210  1 

84  2 


-  ,  85  6  9 
6  185  11  10 
6  :  76  6  8 

6  I  80  11  8 
9  '  205  15  0 

7  '  70  4  4  ] 

-  '  60  15  0  I 

^  17  2  I 

66  13  4  ' 

62  7  7 

91  18  0 

96  18  6 

58  12  11 

117  7  4 

53  6  6 


3  3 


J 


45  19  4 


3  !  34  3  10 

-  62  2  11 

-  165  6  0 


0  6 


27  10  4 


a  4  11 


3  7 


888  8 
196  12 
149  18 


66  0  6 


2  0 
U0  14 


39  14  6 


67  0  0 


40  19 
163  19 


162  3 
141  16 
167  6 
144  4 
153  7 
139  10 
148  6 

184  10 
284  11 
167  16 

185  5 
128  10 

163  7 
148  19 
134  11 
176  2 
171  10 
178    7 

82  13 
166  3 
266  7 
152  7 
i  147  14 
206  13 

88    5 


16    0  11  { 

24    3    6  I 

185    4    5  I 

21  11    8 


14  10    9 


41  4  8 
2S0  4  9 
14    8    1 


249    7    0 


60  18    2 


75    8    6 


0  I      26  10    2 

9  i      78  18    6 


9  10    5 


2    8    3 
14    6 


0  10    6 


0  10  6 
28  16  10 
46  2  0 
32    5    3 


86  16    4 


4  10  6 

5  7  0 
33  14  0 
93  10  8 


2  17    4 


7    0  0 

0    5  8 

0  10  9 

112  16  0 


1.396    6  0 

1.344    S  6 

2.087  16  0 

1.346    8  3 

2,683  11  10 

2,248  10  7 

1392    6  11 

1.602    5  1 

2,509  16  6 

1,939  11  0 

2.S29  19  2 

2.520    9  3 

1,129  16  9 

1.680    9  10 

2,457  18  3 

2,140    0  11 

1,669  18  4 

1.881  12  9 

600    0  1 

2,206    9  8 

2,661  16  0 

2,005    2  6 

1,628    3  3 

2,792    9  7 

1,188    7  0 


130  16  7 
98  7  3 
698  6  2 
168  18  7 
306  4  8 
160  1  3 
380  12  7 
231  11  6 
247    6    1 

40  2    6 
61    9    9 

133  19    6 
176  11    6 

116  4    6 
196  18    0 

117  12  11 

41  2  10 
210  12    1 

59    5    6 

36  14    4 

139  13    6 

249    3  10 

76    5  11 

58  18    0 


14  10  7 

4A18  10 

13  17  7 

165  18  2 

13  6 

28  17  11 

61    7  9 

20  16  8 

411    2  6 

U6    9  1 

84    8  1 

86  17  2 

89  18  10 

96  12  3 

229  18  6 

41  17  8 

73  16  3 

318  11  9 

67    8  8 

13    8  2 

8    3  9 

620    7  6 

86  16  4 


•281    8    6 


5,682  14    5   2,063    3    3 


229    6  11 


1,219    2    4 


3,967  11    4  1,011  16    2        14  10    9 


9  10    5 


463    6    1    47,536  10  11 


4.112  16    4  I   2,550  17    0 


281    8    6  — 


t  Including  46  miles  of  Turnpike  Road  repaired  by  the  Board. 
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38  ABSTR/LOT  STA-TEICENTS  OF  INCOME  AND  EXPEKDIXTTRK  OF  HIGHWAYS   IN      [yEAK    SKDISs 


COUNTY  OF  DORSET. 


NAME  OP  DISTRICT. 

Length 

of 

Hierhwaji 

BALANCES. 
3l8t  December  1867. 

EBCEIPTS. 

Bal««ble 
Yalue. 

In  Hand. 

Overspent. 

Bates  or 
Assessments. 

Prom 

Turnpike 

Trufts. 

Money 
Bontywed. 

Other 
Receipts. 

Total 
Receipts. 

Iffannal 

indudins 

Contnei 

Work. 

Tes 

£ 
52.528 

120,944 
54^146 

137,115 
82,788 
51,803 
74,804 
67,678 
9*.966 

Betoms. 
Blandltord      -       -     81 
Bridport       -          -     46 
Ceme       -       -       -     25 
Dorchester             -     62 
ShaftesbuiT            -     24 
Sherborne      -        -     26 
Sturminster    •       <     21 
Wareham       -        -23 
Wimbome      •      -     84 

M.     V. 

107    4 
•364    1 
122    6 
407    1 
181    3 
147    1 
141    0 
170    3 
246    4 

£    *.  d. 

83    5    5 
220    4  11 
258    3    3 
677  18    2 
271    6    5 
188  17    1 
845  19    8 
216  19    9 
152  17    6 

£    ».  d. 
72    8    4 

862  12    4 
82    0    8 

266    9    7 

IGo    6    3 
61  10    5 
50  10    1 
50    5    1 

397    2    1 

£    8.  d. 

783  1111 
4,430    2    9 
1,0U    7  11 
2,471  16    7 
8,151    0    0 
1,023    2    8 
1,912  16    0 
1.218  10    0 
1320    5    4 

£    «.  d. 

£   «.  d. 

£   9.  d. 

£   «.  d. 
783  14  11 
4^604  12    9 
1,0«  17  11 
2,471  16    7 
8,245    5    6 
1,051  17    9 
1,968  14    6 
1,228  18    9 
2,192  10    4 

£  «.  <2. 
877  14    7 

1312  17  7 
422  15  3 
778     1     1 

1.809  12  0 
513     2    9 

1,018  6  I 
698  0  7 
679     5    5 

£    Ll 

i»  1  : 

LCf  1  S 
m   t   5; 
Ul  t  fi' 

ma  1, 

se  ^  i[ 

4«  111 

4un  3 

Sn  13 

174  10    0 
2  10    0 

372         0 

91    5    6 
28  15    6 
45  18    6 
16    8    9 

735.717 

297 

1,800    7 

2.809  12    2       1,448    4  10 

17.876  15    9 

373    5    0 

362    S    3 

18,611    4    0 

7,109  IS    4 

4,896  1  : 

*  Overstated  in  previous  Returns  by  inoludinff  Roads  repaired  Ratione  Tenune. 


COUNTY  OF  DURHAM. 


61.819 
88,778 

103,787 
203,818 

107,606 

103.780  I 

6S356 
147,941 


Auckland 


89 


Barnard  Gastlo       -     23 

Castle     Bden     andl 
Seaham 

Darlington 


»}19 
.     32 

Durham  and  Ches-')^^ 
ter-le^treet  -i** 

Gateshead  and  South  >  ^, 
Shields         •        -P* 

Houffhton-le-Spring  ^^ 
and  Sunderhmd    -  i 

Lanchester      •       -     23 

Stockton  and  Har-^^a 
tlepool    -       -      -J 


57327  ]  Weardale 


12 


1,231360 


270 


170 

6 

119 

0 

•60 

6 

81 

5 

182 

2 

60 

7 

90 

2 

245 

1 

148 

6 

88 

2 

1.286 

5 

758    0    7  t 

58    0   8  ; 

I 


185  14  10 

252  16  2 

198    7  7 

292    2  0 

512    7  7 

462  19  2 

95  19  4 

78  18  6 


195  19  0 

98  10  3 

172  18  3 

165    0  0 

81  16  4 

72  10  5 

12  12  8 

4118  8 

49    2  0 

4118  6 


2380    1    5  I       873    6    8 


8,387  0  0 

1,258  0  0 

1.636  1  0 

1,290  5  0 

4b251  0  0 

1,621  2  6 

2,203  0  0 

3,153  5  2 

24)U  0  0 

1,103  0  7 


•            •            • 

88    9    4 

8    0    0 

18  10    8 

4    12 

26    0    2 

. 

31    8    7 

600    0    0 


5    0    0 


8.475  9  4 

1,266  0  0 

1,686  1  0 

1.290  5  0 

4,271  11  5 

1,621  2  6 

2,266  3  9 

8,653  5  2 

2,946  0  0 

1,168  0  7 


22,016  14    3 


89  10    5  500    0    0      186  11    1  ;  23,592  13    9 


1371  12  7 

661  10  3 

682     4  11 

587     3  1 

1364    2  8 

703  16  5 

786  11  0 

1,797  18  2 

1,197  13  4 

638    2  1 


^lU  { 
281  IS  I 
2S51S  i 
613  ( 
718  fi  I 
465  17  ( 
432  *  J 
17112  • 
61S  ♦  5 


10,190  16    5  !   Sw441 17  I 


*  Oyerstated  in  previous  Returns  by  including  Roads  repaired  Ratioue  Tenune. 


COUNTY  OF  ESSEX. 


67399 

BardaeW       -       -     14 

168    6 

64    6    4 

12  13    0 

1,133  10    0 

! 
-   1  , 

1 

t        115    6 

1,135    5    6 

197  16    S 

[      12S1S7' 

91,278 

Billericayt      -       -     25 

184    2 

163    4    4 

•         •         « 

670    0    0 

1 

•          3    6    0 

678    6    0 

264  17    3 

81  %9 

142,148 

Chelmsrord      -       -     80 

310    6 

331  12    3 

HI    2  11 

2,693    0    0 

: .    -     . 

2,606    0    0 

5S9  18    1 

»  }  s 

76.777 

Dnnmow        -        -     22 

195    8 

812  15  10 

1  17    0 

1,412    0    0 

•        48  16    9 

1,490  16    0 

622    S    4 

i«  ♦  : 

11^922 

Hedingham     •       -     86 

269    2 

161    1    3 

84    0    0 

ifim  10  0 

•  '  -       -       - 

1363  10    0 

307  10    t 

41111  * 

131,286 

LexdenandWinstreet  87 

275    1 

296    8    4 

56  11    2 

.  489  10    0  . 

«  ' 

,  -       -       - 

489  10    0 

113  16    6 

TIB  < 

97,658 

Rochford       •         -27 

144    7 

480  11    2 

103  10    7 

2,096    1    1  1 

•          •          -  ;  . 

•         23  11    0 

2,119  15    1 

954  11    « 

SHIS  5 

7H368 

191 

1348    8 

1312  19    0 

369  15    5 

10,045  11    1  i 

-  '  ' 

•        7712    3 

10,123    3    4 

2,460  IS  11 

13a8U  ) 

*  Prom  the  7th  April  to  the  I 

tlst  Decern 

ber. 

t  From  the  2 

8th  July  to  the 

31st  December. 

X 

For  the  half  y 

ear  ending  31sJ 

s. 

COUNTY  OF  GLOUCESTER. 


48,410 

82,460 

68374  j 

78373  . 
i 
5^668 

69391 

93327 

86,478 

4M45 

62/)6e 

00p402 

106350 


Badgworth 
Bishop's  Cleeve 
Campden 
Cirencester     - 
Pairford 
Gloucester     - 
Lawford's  Gate 
lydn^ 

Moreton-in-Manih 
Newent 
Northleach     - 
Sodbury 


10   ; 

8  I 
20  I 
82    I 

"I 

"! 

7    I 
13    I 
12 
23 
22 


70 

54 

99 

199 

117 

68 

168 

52 

78 
120 

175 

174 

89  13  11 
132  16    0 

82  13  8  j 
108  4  5  I 
284  7  2  j 
104  18  6 
417  1  8  ! 

25  15  11 

83  19  0 
146  19  1 
127  0  9 
100  17  10 


258    3  10 

53  It)    4 

100  13  10 

313    0    1 

15    0    1 

173  13    5 

283    5  10 

91    8  11 

62    6    5 

23    0    3 

24.i    6    4 

190  13    3 


1.782  6 
1,268  0 
2361  0 
2,043  0 
1,302  0 
2,1S2  0 
3302  5 
1,068  5 
1380  9 
1,167  15 
2,148  5 
3,101  19 


9' 

o! 

0 

o| 

0   ; 
0 

0 ! 

0  ! 


84  15  0 

2  10  0 

31  19  0 

30  12  0 

1312  11  4 


351    S    1 


4    3    0  ;     1,786    9  9 

-  I     1352  15  0 

2370    7  2 

2,065  16  9 

1339    3  9 

2,215    3  9 

4,025  13  7 

1,008    6  0 

11    0  j     1,289    0  2 

•       -  j     1.167  15  9 

4    3  j     2,151    9  7 

1 

15    0  ,     3.555    2  C 


7  2 

6  9, 

6  9  i 

11  9  I 

2  3 


I 


434 
425 
781 

1307 
798 
689 

1.2S0 
515 
623 
391 

1,152 

1,950 


15  1 
19  11  j 

3  4  I 

1 

4  0  ! 

0  2 
18  7 
8    7 

16  U 
13    4 

0  6 
10  4 
18    4 


36SI1  « 

9»u  ; 

58S  t  i 
310  i  f 
18S»  * 
280  S  * 
93  13  « 
219  li  * 
169  liM 
«7  i  i 
308  11  • 
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ilST  DECEMBEB  1868.]    ENOLAKB  AXB  KOBTH  WALES,  SO  FAB  AS  IKCLITDED  IK  OEBTAIN  OlSTBICTS.      39 


COUNTY  OF  DOBSET. 


EXPBNDITXJ&B. 

BALANCES, 
Slst  December  1868. 

DEBT&          L 

ptate 

HateriAls. 

Trades- 

men's 
BUU. 

Law 
Charges. 

ImproTe- 
meats. 

Salaries 

and 
Oommon 
Gbanses. 

To 

Turnpike 

Trusts. 

Interest 

of 

Debt. 

Money 

Borrowed 

Repaid. 

Other 
Payments. 

Total 

EZPBVDI- 
TUBE, 

In  Hand. 

Overspent. 

Mon^ 
Borrowed. 

■             01 

Inte- 

rest 

Unpaid     per 

Interest.  Cent. 

£  $.  d. 

84    7    8 

1473  19    8 

152   6  11 

696  12    9 

6U    2    3 

84   8    9 

1541910 

0    6    0 

104  18   7 

£    9.   d. 
6118    2 
76  18    8 
157  11    7 
209   6    7 
97    9    6 
6  18    7 
58  14  10 
78  16    8 
154  10    0 

£   9.  d, 
139  12    2 

£   9.  d, 

119   110 

■       ■       • 

•  •      • 
109    6    1 

•  •       • 
156   4    9 

.       .       . 

£    9,   d. 
149  15    8 
361    7    6 
172   7    2 
282  16    8 
291    8    8 
196  19   0 
193  10    0 
180    2    4 
255    7    9 

£   9.  d. 

£    9,    d. 

£    9.  d. 

£  9,  d. 

£      9,    d. 

783  16    4 
4,796    5    4 
1,093    9    4 
2,612  11    9 
3,228  11    1 
1,002  18    6 
2,04212    5 
1,429  19    4 
1,670    5    7 

£    9,   d. 

86  7   9 
354   3   6 
206  12    4 
818    5  10 
215    0   8 
236  19  10 
294  14   8 
164  10  10 
467  1111 

£  9.  d. 

74  12   1 
688   8    6 

29   1    2 
137  12,6 

92    6.8 

65  13  10 

53    2    7 
199    1    9 

79  11    9 

£  9.  d. 

£    9.   d. 

£ 

58116    8 

2  10    0 

5    9    2 
11    6    6 

17  15    1 
22  14  11 
10    0 

' 

2^968   2    5 

891    4    2 

139  12    2 

384  11    8 

li;082    8    9 

68116    8 

•      "      • 

60  15   8 

18,560    9    7 

MSI    6    6 

1«419    4    9 

— 

" 

COUNTY  OP  DURHAM. 


755    110 

83    5    6 

- 

6111    2 

GUI 

• 

27916    7 

24  13    8 

4211    0 

429    8    8 

36  17    8 

• 

1,243  12   6 

47  14   4 

18   7 

188  10    8 

11    8    8 

182    8    0 

608    2  10 

22  11    2 

- 

675  13    9 

21  11    5 

80    0    0 

876  16    8 

87  10    8 

- 

261    8  10 

15    6    5 

- 

6,875    8    1 

812  10    7 

256    2    7 

333  11 

8 

253  14    7 

• 

150    7    1 

• 

168  10    6 

- 

176  13    7 

- 

29118    3 

184  18 

3 

194    0    0 

450  12 

3 

279    7    4 

68114 

8 

30419    6 

78  15 

4 

255    8    1 

59    2  10 

124  14  10 

,788  15 

0 

2.199    8.9 

10    0 


15    0    0 


8  17    8 
10  16    0 


12    0    0 


19  9  0 
16    6    1 

0  16  2 
10    6    7 

110 


48  U    8 
0    8    4 


3,456    9  8 

1428    4  8 

1,384    5  0 

1,247    1  7 

4^197    7  6 

1,926  19  1 

2,529  13  4 

8,755  IS  10 

2,987    6  1 

1,098  15  0 


704  11  4 
113  12  6 
287  10  6 
298  3  8 
256  15  10 
165  4  8 
269  6  6 
816  16  4 
101  14  7 
152  10  10 


123  10  1 

11    6  4 

22  17  11 

157    4  1 

21    0  8 

251    9  8 

34    1  2 

U    9  1 

96    8  4 

49  10  8 


500    0    0 
204    0    0 


46    0    0 


19  13    8 


12    0    0 


00  12  10    23,712    0    4 


2,666    6    9 


778  12    7 


704    0    0 


COUNTY  OF  ESSEX. 


451  2  2 
42  2  11 
38718  8 
528  16  10 
818  19  2 
124  3  8 
963  0  5 


48  5  2 

14  18  8 
166  0  10 

123  3  8 

81  5  8  39  6  5 

2  7  2 

56  15  4 


0  15  0 


140  8  3 


,  I 


73  16  10 
216  13  0 
166  10  11 


»M16 

I 
4 

221 

3 

7 

281 

0  10 

135 

8 

8 

'243 

5 

0 

1,22217 

M 

0  15  0 
6  16  10 


6  7  10 


961  7  10 
364  3  8 
1,768  10  10 
1,644  11  7 
1,905  6  6 
455  8  1 
2,390  18  5 


296    4 

0 

632    4 

6 

1,153  14  10 

183    0 

^ 

176  12  11 

319  13 

4 

235  19 

7 

2,897    9 

8 

70  18  0 

49  17  10 
5  16  4 

25  16  1 
488  8  11 

96  14  3 
130  2  4 


8,116  3  10  401  15  8  40  1  6 


456  0  9 


18  19  8 


9,480  6  11 


8U  8  9 


COUNTY  OF  GLOUCESTER. 


514  18    0 

86    5    9 

4S2  16    7 

33    8    7 

SOS    6    7 

87    6    2 

242  12    6 

37    8    7 

106    0   4 

22  15  10 

456    6    8 

57    6   7 

8,874  16    8 

824  10    0 

18    6  10 

128    0    5 

52    1    6 

217  12    4 

18    9    8 

469    8    6 

15  13    8 

129  13    0 

20    4  10 

57  10    2 

74  15    0 

19 


•          • 

140    2    8 

«          • 

96  14    8 

•          « 

260    8    7 

•         • 

164    7    8 

19    1 

137    2  11 

16    5 

,t54   1    8 

80119    2 

75  18    0 

154  11    1 

181    4    3 

186    7    3 

"       • 

203    9    8 

16  15    0 


164  11    5 


178    0    5 


10  11    9 


29  16    8 
0  1110 


G 


1,510  7  7 
1,87113  4 
2,195  10  0 
2,12118  1 
1,806  4  1 
1,707  17  11 
4,388  14  3 
1,016  9  2 
1,214  1  11 
1,464  15  9 
1373  6  10 
2,50713    4 


408    8    6 

90  15  4 

241    0  7 

128  13  11 

421  12  4 

486    7  8 

1,114   8  4 

57  14  0 

115  19  9 

40    8  2 

282  15  1 

1,072    1  9 


846  16  8 
86  14  0 
84    5    7 

894  10  11 
11  8  7 
4716    4 

448  8  2 
7111  2 
19   8    5 

818  15   4 

120  17  11 
48    7    2 
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COUNTY  OF  GLOVCESTE^— continued. 


NAME  OP  DIfiTEICT. 

Leng:feh 

of 

Highvays 

BALANCES, 
8l8t  December  1867. 

EBOBIPTS. 

Value. 

In  Hand. 

Bates  or 
Assesamenta. 

From 

Turnpike 

Trusts. 

Honey 
Borrowed. 

Other 
B<eoeipta. 

Total 

BaOBIFtB. 

Manual 
Laboor, 
indudins 
Contract 
Work. 

lAbOK.    i 

£ 

60,833 
84,679 
88,197 
77,887 
189,904 
:74318 
85,774 

EetuniB. 
Siow-oa-the-Wo)d  -     24 
Stroud     .       -       .       6 
Tetbuiy       -         •     11 
Thornbuiy      -      •     18 
WheatenhuTBt        -     17 
Winohcomb    -        •     28 
Wotton-under-Edge       6 

Ill    4 
104    0 

62    0 
187    2 

70    6 
198    0 

62    1 

£    $.  d. 
21218    1 
164  16  11 
104  16  11 
464    7    9 
618    7 
28812    4 
2  16  11 

£    ».  d, 

14B    9    4 

116    6 

29    6    6 

718    6 

668    1    7 

102    8    4 

116    2    4 

£    9.  d. 
1,666  16    8 
i;B4fi    8  11 

4S6    0    0 
1,200  14    1 
14^0    0    0 
8.718  14  11 

944    8    0 

£   #.  d, 
187  17   0 

£   «.  d. 

£  9.  d, 

10    2    8 

£    9,  d, 
1,676  18    6 
1.480    6  11 

466   0   0 
£312  14    2 
1,979  12    4 
8,921    2  11 

959   4    0 

£9,0. 

515  16  11 
610    OlO 
897    1     9 
7n   8    7 
542    9    6 
2.994    8    2 
446  14    5 

£   Ad' 

131  f  « 

54Bn! 
Sfll   <  1 

».> 

519  If  i 
SUIS  J 

1,071  15   8 
207    8    0 

40   410 
912    4 

14  16    0 

1,121,617 

806 

2,094    1 

2,894    8  11 

2,786    6    8 

8i760    8    7 

3,286  15    8 

186    8    4 

88.282   7    7 

16.899  18    3 

5,469   $  1 

*Inehidins- 16  mika  2  fturionga  of  Turnpike  Boad  repaired  by  the  Board. 


COUNTY  OF  HANTS. 


42.858 
48.748 
72,815 
86,269 
18.740 
42.744 
67.232 
44,626 
26,456 
74.950 
27.622 
0.613 
18,S76 
46.425 
80.474 
54.115 
46,767 
26;}00 
87,177 
89,793 
46,668 
41,064 
78,768 


1,057.095 


Alresford 
Alton 
Andorer 
Basingstoke    - 
Catherington    - 
(tiiristchuzch 

Proxfo'^ 
Fareham 
Fordingbridge 
Hartley  Wintney 
Havant 
Headley 
Hursley 
Kingsclero 
Lymington 
New  Forest     • 
Fetersfield 
Bingwood    - 
Bomsey    - 
South  Stonefaam 
Stockbridge     - 
Whitchurch 
Winchester     - 


19 

23 

27 

89 

6 

14 

14 

9 

8 

18 

5 

8 

6 

17 

6 

9 

IS 

6 

9 

16 

19 

8 

19 


311 


174  7 

204  2 

210  2 

236  7 

62  0 

•102  0 

222  0 

112  2 

61  0 

251  4 

84  0 

72  5 
87  1 

179  2 

1200  0 

162  4 

178  3 

89  4 

73  0 
79  6 

143  6 

111  4 

166  6 


3.130    1 


121  2  0 
212  6  6 
227  6  9 
759  2  11 
106.5  6 
101  19  4 
260  14    1 

8110  8 
186  1  10 
872  19  2 
270  18    2 

66    7    6 

79    0    9 

610    3    0 

8    9    1 

861910 
148  9  6 
104  10  3 

94  10  7 
451  8  10 
606  6  8 
101  11  8 
290  0  9 


5.083    8    1 


5116  0 

31    6  4 

64  10  2 

90    7  5 

144  19  1 

94  11  0 

719  8 

88    8  8 

0    2  8 

20    0  6 


117  5 
2   811 

119  0  2 
68  12  10 

106    8  10 

52  0  4 
19  4  7 
113 
613  5 
811    6 


965  18  10 


933    0  0 

1.439    5  0 

880  0  0 
1,629  10  0 

466    0  0 

801    4  8 

1,060  18  0 

881  0  0 
274    0  0 

1,403    6  7 

420    0  0 

360    0  0 

192    0  0 

73710  0 

664  13  6 

1,146    0  0 

1,600    0  0 

862    0  0 

545    0  0 

948    0  0 

212  10  0 
426  15  10 

1.200    0  0 


18,460  18    2 


3  14    0 


122  15    0 


6  to    0 


7    6    0 


140    6    0 


9    0    2 


14    0 


14  15  1 

16    6  0 

78    0  0 

22    0  8 

80    2  1 

8  14  9 


U16  0 

10    9  1 

40  18  0 

16    0  0 

86    1  8 


111    0 
14    6 


296    1    2 


942    0  2 

1.489    5  0 

884  18  0 

1,529  10  0 

466    0  0 

1,028  14  4 

1,096    8  0 

964   0  0 

296    0  8 

M88    8  8 

428  14  9 

860    0  0 

192    0  0 

749    6  0 

666    2  7 

1,19118  0 

1,616    0  0 

888    1  8 

646    0  0 

949U  0 

220    4  6 

42616  10 

1.207    6  0 


18.686  19    4 


534  11  0 
643  9  6 
414  2  11 
488  4  11 
186  16  0 
80212  1 
867  17  6 
826    8    4 

95  15  11 
661  U  8 
167  11    1 

94    7    0 

84  11  10 
861  2  0 
290  14  10 
406  8  0 
480  10    2 

86  8  10 
228  4  9 
226  0  2 
460  6  0 
240  14  5 
876    7    7 


7.497  11    1 


ITS  4  ) 
518   411 

46  7  ! 
768  ISU 
106  27  I 
275  S  S 
266  5  2 
175    §  3 

<8   4  i 

ns  9  9 

83    *  3 

46  13  l' 
591Sll| 
UBif  S\ 

286  9  »| 
249  11  l! 
66  1  7, 
1€617I1 
24aiSU| 
62  16  1 
08  5  5 
888   7  i 


4  S* 


*  Only  approximate. 


t  Estimated. 


COUNTY  OF  HEREFORD. 


30.310 

Brewardine     - 

-     11 

79.819 

Bromyard 

-     30 

69.052 

Dore 

-     26 

111.098 

Hereford 

.     40 

89.614 

Ledbury 

.     22 

91,371 

Leominster     - 

-     28 

119.651 

Boss 

.     36 

61.190 

Weobley 

-     21 

40.343 

Wigmoro 

-     16 

682.378 

220 

61 

167 

180 

175 

162 

160 

280 

187 

92 

1.348 

14  13  2 

226    9  9 

628  17  11 

268    1  3 

212    5  7 

125  11  2 

293    9  8 

lis    6  1 

174    2  5 


2.0^1  16    7 


46  12  6 

45  18  9 

84    811 

215  16  8 

21    9  8 

106  18  9 

812    2  9 

66  17  4 

87    1  4 


876  8  2 

2.906  9  0 

2,072  0  0 

2.772  0  0 

2.142  0  0 

2.498  8  3 

2.611  0  b 

1.666  12  7 

1.238  1  4 


985    1    8     18.781    9    4 


7  10    0 


S4  18    8 


128  10    6 


170  14   2 


6  2  6 
8  0  0 
50    5    0 


8  18  10 
78  4  8 
215    9 


111    9 


882    5  8 

2,908    9  0 

2,122    6  0 

2.77910  0 
9.150  18  10 

2.606    1  7 

2^8  16  9 

1,796    8  1 

1,27618  1 


182  18    6     19,184  17    0 


273  14    8 

691    6  1 

.1.230  IS  4 

1,093    1  11 

604    7  3 

1,047  16  9 

1,902  15  S 

769  14  8 

685  14  2 


7.539    2    8 


2941411 
49919»I 
S«  61& 
528  1711 
689  4  4 
49619  8 
66112  1 
864  0  7 
8971211 


9^909  19  9\ 
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-    COUNTY  OF  GLOUCESTER.— c(m<MiW6<i 


BXPBNDITXTEB. 

BALANCES. 
31st  December  1888. 

DEBTS. 

Bate 

of 
Inte- 
rest 

per 
Cent. 

:Ma(erial9. 

Tradea- 
inen's 
Bills. 

Law 
Chanses* 

Improre- 
menti. 

Salaries 
^and 
Common 
Charges. 

To 

Tnrnpike 

Trusts. 

Interest 

of 

Debt. 

Mon^ 

Borrowed 

Bepaid. 

Other 
Payments. 

Total 

BXPBITDI. 
TUBE. 

In  Hand. 

Mon^ 
Borrowed. 

Unpaid 
Interest. 

£  $,  d. 

619    0    4 
254    4    4 

8  13    4 
736  12  10 
647  14    0 
202    5    0 
120    8    9 

£  «.  d, 

45  10    2 
23    7    1 
6    6    4 
72    2    3 
23    9    6 
32  11    5 
122    6    2 

£  $,  d. 

1    1    0 

£  «.  d. 
130   0  10 

£   8.   d, 
171    2   8 
138  13  10 

77    0    7 
176    9    0 
166  12    6 
173    9    6 

74  10    6 

£    «.  d. 

4  12  10 

211    9    9 

4  10    0 

£  «.  d. 

£  8.  d. 

£   «.  d. 
0   4   3 

£    «.  d. 

1,677  17    2 
1,309   6   7 

468    3  11 
2,803  12    4 
1,491    7  10 
3,948    6    3 

992  11    6 

£  «.  d. 

16116    0 
286    8    3 

87    9  11 
466  16    2 

90  16    0 

198  12  10 

9    6    1 

£    #.  d. 

99  9  11 
2  7  6 
4    8    4 

164  18    6 
94    7    2 
164  18  11 

£   8.   d. 

£  9.  d. 

£ 

6  12  11 

7  10    0 

10  11    7 

4  15    9 

60    0    0 

1413    6 

7300  15    3 

U04  18    1 

19    3    7 

357  16    4 

3,120    6    4 

687    9    5 

10  11    7 

61  10  11 

34,95117    9 

6,750    2    3 

2,86116    2 

— 

— 

- 

COUNTY  OF  HANTSl 


81    4 

« 

77  16    8 

246    6  11 

88    8    1 

78    8 

0 

81    4    9 

248    Oil 

83    6    2 

• 

- 

16  16  11 

43    9 

44  19    7 

276    1 

76    0    9 

121  17 

67    3    6 

14  14 

22  14    8 

12  17 

64    7    4 

286  16  10 

27    4   4 

110    3 

6 

4  17    7 

87    1 

9 

26    6    6 

9116  10 

8310    6 

8119 

30  16    7 

83    8 

140  18    6 

611    6 

78    8    7 

1    9 

66    7    1 

20    6 

71    9  11 

99    1 

8111    6 

319 

63    9    1 

• 

27    9    6 

142    8 

1416    8 

S,406    1 

U47    8    1 

110 


110 


172  16  10 
177  4  2 
189  12  4 
269  1110 

88  16    0 

89  1    8 

193  16  2 
170    1    2 

96  6  0 
234  4  4 
80  0  0 
70  111 
60  10  8 
160  16  7 
134  1  7 
226  18    2 

194  17    8 
76   8    7 

78  14    6 
189    8  11 

86    3    9 

79  OU 
204  18    6 


8A61    8  11 


12    7    6 


26  15    0 
28    6    6 


17    6  10 


6913    2 


2  17    1 


3    0    0 


140    9    0 


2  17    1 


012    0 
110    4    1 


6    0    0 
2   4    6 


6  8  8 
0  10 
0  10    0 


110    6 


016    0 


1,001    2  3 

1,662  12  6 

760    7  2 

1,903    1  9 

848    6  6 

756    6  6 

1,138  14  9 

874    4  1 

29616  9 

1,288  14  8 

688  16  6 

328    2  8 

258    6  8 

83813  8 

6U19  2 

1,161    8  6 

1^17  19  8 

288  6  9 

669  12  2 

796  6  10 
666  18U 

406  10  8 

97911  0 


126    6  10    18,920    OU 


194  7  2 
179  16  6 
309  5  6 
48215  1 
106  6  9 
286  13  8 
237    3  10 

120  18  10 
138  1  2 
510  6  3 
160    6    9 

88  5  8 
15  16    6 

518  0  1 
61  1  4 
67  14    4 

170    7  11 

201  6  9 
73  10    2 

683    9    6 

121  10  U 
186  7  9 
687  14  11 


6,294    3    9 


184    2    3 

222    3    9 

2119    1 

187  11    4 

88  4    9 
5  16    6 

27  1    2 
93    Oil 

2  17    1 
12  12   7 

89  9    4 

418   6 
8U   3 

28  9    0 
63U10 

188    1   6 

46  12   1 

61  15  4 
9  4  4 
28  10    7 


1,198  16    1 


COUNTY  OF  HEREFORD. 


160  14    0 

6    6    4 

- 

482    0    8 

186    7  10 

589    9   0 

268    OU 

12    0    0 

■           • 

622    4    1 

88  10    6 

961310 

970  14    8 

18   6 

- 

627  18  U 

48    6    0 

96    0   0 

227  10  11 

82  18    9 

0  10    0 

66412    1 

50  16    6 

• 

18  16    0 

17  15U 

• 

8,866  10  10 

4S8    4   8 

66112  19 

. 

104    6  10 

• 

166    6  10 

24  18 

18410    2 

• 

847    8    2 

6716 

186  10    6 

20    0 

200    6    0 

. 

244  12  10 

. 

160  19   7 

• 

188    8    7 

U2    6 

1,076  16  6 

48   8    2 
169    0    0 


10    0  9 

44  16  8 

88    8  0 

20  12  7 

69  16  0 


2    0  0 

0    16 

42    0  7 

16  14  1 

718  8 

22    6  6 

2    9  8 

89  12  1 


783  19  6 
8,684  7  10 
2,068  2  9 
2,73812  0 
2,426  8U 
MB8  11  8 
2,627U  8 
1,918  6  2 
1,826    7    8 


76  18  7 

464    8  6 

607  16  0 

86212  0 

102  11  8 

267    6  8 

816  17  6 

86    4  8 

80212  8 


9  11  9 

9  16  4 

8  19  9 

269   9  6 

18710  5 

114   811 

249    9  6 

107  18  0 

66   6  2 


>16    0 


163    8    0 


18.791    9   4 


f»407    7    9 


1.007    6    2 


a  2 
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ABSTBACT  STATEMENTS  OF  IKCOME  AND  EXPENSITUBE  OF  HIGHWAYS  IK      [tEAB  ENBB6 


COUNTY  OF  HERTS* 


NAMB  OP  DISTRICT. 

Length 

of 

Highways 

BALANCES, 
8l8t  December  1867. 

RECEIPTS. 

Rateable 
Value. 

In  Hand. 

Overspent. 

Rates  or 
Assessments. 

Prom 

Turnpike 

Trusts. 

Money 
Borrowed. 

Other 
Receipts. 

Total 

RaCBIPTB. 

Manual 
Labour, 
including 
Contracl 
Work. 

1 

tm   ; 

£ 

72,400 
89,670 
79,546 
79,709 
78,256 
113,592 
98,145 

Efitunu. 
Buntingford           •     25 
Hadlum       -               16 
Hatfield         -        -     12 
Hertford       •         •     23 
Hitchln          .        .     24 
St.Alban'8      -       -     13 
Watford        -        •       7 

V.    T. 

127  0 

128  4 
109    5 
186    5 
170    2 
257    0 

-t 

£    ».  d, 
131    3    0 
156   8    1 
583  16    7 
253    2    1 
246  17    7 
228  15    7 
178  11    4 

£   «.  d. 

68  13    6 
41    8    0 

46    8    4 
60  19  11 

£    9.  d. 

905    0    0 
690    0    0 
190    0    0 
660  15    0 
1,078    0    0 
965    6    9 
300    0    0 

£     «.  d. 

£     «.  d. 

£   «.  d. 

£     c  d. 
905   0   0 
690    0    0 
196    110 
569  15    0 
1,078    0    0 
1,083  13    6 
300    0    0 

£    s.  d, 
134  13    4 
354  13  10 
27715    9 
352  18  11 
290  18    6 
308  17    7 
281    6    9 

£  a  £ 

i  TU 

«  5  T  . 
61  1  1 

71  Tn 

Ml  4  4 
16  i  4 

6   110 

68    6   9 

611,818 

120 

1,019    0 

1,778    9    3 

217    9    9 

4,698    1    9|-         .         - 

74    8    7 

4772  10    4 

2,091    4    8  1      566  B  r 

*  Prom  June  to  December. 


t  No  return  of  the  mileage  can  be  obtained. 


COUNTY  OF  HUNTS. 


84,960 

Hurstingstone 

-     17 

83    4 

401    0    4 

>         ■         ■ 

1,788    0    0 

• 

200    0 

0 

74  U    5 

2362  15    5 

708    OU 

84ill  t 

74051 

Loightonstone 

-     31 

127    6 

616    6    6 

353    9    7 

2320    0    0 

90    8    9 

• 

- 

114  18    4 

8»QI5    2    1 

1388  U    1 

S»14  t 

101,626 

Norman  Cross 

•     26 

105    4 

210  18    9 

199   8    8 

2,028  10    0 

496    7    0 

- 

- 

814  11    7 

2341    8    7 

660  IS    1 

4nu : 

63312 

Ramsey 

-       7 

48    6 

895  14    4 

14    9    1 

2,190    0    0 

. 

- 

- 

12  19    8 

2302  19   8 

564    7  16 

osit: 

'  51,681 

Toseland 

-     19 

84    1 

131    0    0 

12112  10 

1325    0    0 

128  16    3 

- 

• 

8  14    0 

1,462    9    3 

273    1  10 

27611  » 

866,189 

100 

449    5 

2,155    5  11 

689    0    2 

10,151  10    0 

717  11    0 

200    0 

0 

525  14    0 

11394  15    0 

8334  17    9 

1393  «  ) 

COUNTY  OF  KENT. 


Appledore      • 

Ashford    «   • 

Bearsted 

Broml^ 

Cranbrook     • 

Dartford 

Elham     • 

Paversham;   • 

Home 

Mailing    •      • 

NewEomnQy 

Rochester 

Sevenoaks 

Shepp^ 

Thanet»  Isle  of 

Tonbridge 

Wingham 


16 
24 
81 
16 
13 
20 
28 
43 
26 
24 
90 
26 
10 
6 
10 
16 
52 


875 


200  0 

216  7 

376  4 

174  2 

194  1 

284  4 

264  4 

312  6 

194  8 

180  0 

187  6 

206  0 

213  4 

88  2 

129  7 

216  7 

880  2 


8,072    2 


148  17    5 

90  16    0 

690  16    0 

588    9  11 

144    8    8 

UOS    611 

1.226    9  11 

682    6    9 

528    110 

909    6    1 

82    8    8 

182    6  11 

247    7   3 

15  18    9 

214  14    5 

787  12    9 

618  17    0 


8305  U  10 


212  19  11 
816  4  10 
75  12  9 
160  16  6 
168    4  10 

82    3    4 

497  11    4 

56  10    6 

65  16    8 

706    2    4 

821    5    8 

10    Oil 

87    2    2 

126  15    5 

483  17  11 

61  15    6 


3374    0    7 


337a  0  0 

4^56    0  0 

4321    0  0 

8316  10  0 

430»  0  0 

8,089   8  1 

2,189    1  0 

7,486  13  1 

2380    0  0 

4,166    0  0 

8,287    0  0 

8,967  19  0 

2370    0  0 

789    0  0 

2,438    0  0 

4,486    0  0 
8.006  17  10 


60396    9    0 


6    0    0 


8  a 


62    7    0 


15    0 
8    6    0 


127    6    8 


600    0    0 


500    0    0 


111 

6    4  6 

504  10  8 

69    8  6 

106  16  0 


68    3  0 

12  10  0 

18U  0 

2    10 

8  12  6 

136    9  4 

918  6 

1  14  7 

8  14  0 


988    7    8 


8,671    1  1 

4b660    0  0 

4327    4  6 

4321    0  8 

5,024  17  2 

8,198    8  1 

8,189    1  0 

7,488  16  1 

239210  0 

4323  18  0 

8389    1  0 

8366  11  6 

2305    9  4 

744  12  6 

2.440  19  7 

4,462    0  0 
3,00c  17  10 


62347    3    4 


636    5  9 

1348  19  0 

1.920    0  0 

139910  5 

1379    4  6 

1341    6  8 

lAlO    6  9 

2346    5  7 

1,006    7  0 

1.143  18  7 

904  0  2 
2334  14  U 

1,060  15  4 

174    5  8 

519    8  1 

1,009    3  1 

1.121    1  6 


2U450  11    0 


716  tt  1 

487  IS  I 

snn  I 

6isn  I 
1,813  in 

4S2f  i, 

«.:, 

3II1I  I 

m  i  \ 

811S  ! 
U   5  I 

4a  ID 

♦  8  4 

511  <  i 

4SI1  I 


i03»u 


COUNTY  OF  LANCASTER 


26,116 

CMldwaW        •      . 

.      8 

51    0 

550    3    8 

776    8    6 

1307  10    0 

1,400    0    0 

16    3 

23O8I5    8 

728  18 

461  7  f 

86,018 

>     28 

211    1 

144  U  10 

84  1  a 

2306    6    0 

^10 

. 

6    8    6 

2,254  15    0 

922  19 

388  )  T 

-   191,974 

LeyUind 

.     88 

801    2 

274  17  10 

1,441    1    6 

11.124  10  ■  2 

.85  14    6 

135a  0  0 

9110    9 

1235114  10 

8,168  10 

13li»  S 

8S,485 

Ormskirk       - 

.       8 

121    4 

119    2  10 

323  18    2 

4,721    3    4 

- 

66    4  10 

4,787    8    2 

1,444  18 

sssn  I 

65,739 

Prescot 

.       6 

49    2 

112  15    0 

403    1    4 

1,038  10    0 

2300  0  0 

2119    6 

8360    9    5 

648  19 

lai  9  e 

42,752 

Sefton      -      • 

.     10 

74    1 

800  12    8 

6211    4 

2,728  10    0 

V                    ■                    • 

27    8  11 

2,755  18  11 

405  18 

6se  1  7 

74.728 

Southport 

.      7 

192    0 

77    2    4 

288    6    5 

2398    6    1 

•            •            > 

4    6    6 

230212    7 

1356  16 

€UVt  « 

88.611 

TJpholland     - 

>       6 

48    6 

899  19    9 

46  16    5 

2,458    0  •  0 

2,000    0    0 

37    8   8 

4395    8    8 

959  17 

418IS  ( 

80,470  j  Warrington     - 

-      14 

101    3 

889    2    8 

172  10    5 

•3.475    0    0 

- 

22  18    6  H 

3397  18    6 

1303  14 

886X  4 

694.694 

120 

1,150    3 

2368    8    7 

8,588  10    9 

82,757  16    7 

127  15    6 

7350    0    0 

279  10    4 

40.415    1    5 

11.038    8 

5316  w  * 
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COUNTY  OF  HERTS. 


BXPENDITUEB. 

BALA.NCB8, 
Slst  December  1863. 

DEBTS. 

Rata 

Materials. 

Tmdes- 
men's 
BUls. 

Law 

Charges. 

ImprovO' 
ments. 

Salaries 

and 
Gomroon 
Charges. 

To 

Turnpike 

Trusts. 

Interest 

of 

Debt 

Mon^, 
Borrowed 
Bepaid. 

Other 
Ptiymonts. 

Total 

BXPBKDI- 
TURB. 

In  Hand. 

Overspent 

Money 
Borrowed. 

XJnpidd 
Interest. 

of 
Inte- 
rest 

Si  s.  d. 
105    4    6 

81    4    6 

78  10  10 
207  2  9 
US  14  8 
166    8    9 

63  11    1 

£    t.  d, 
67  12    8 
165    6  10 
6113    8 
20   4    2 
8    0    2 
14  17    1 

£   $.  d. 

£  «.  d. 

£    s.d, 

<|^11    6 

162  16    6 

124   4   8 

108  16    0 

8110   4 

68   3    0 

Oil    4 

£    9.d, 

£  9.  d. 

£  9.   d. 

£  «.  d. 

£  $.  d. 

462  9  10 
860  6  9 
625  10  6 
768  8  6 
600  11  2 
806  6  6 
860  14    8 

£  s.  d. 
644   6   6 
166  18    6 
177  18   4 
177  17    2 
686  14   8 
629  16    2 
16613    1 

£      9.   d. 

60  18   4 
249  16   7 

6418    6 

108    8   7 

8  16   7 

184  12    6 

88  16  11 

£     9.   d. 

£  9.    d. 

£ 

4    4   0 

8    18 

0  16    0 

" 

980  16    7 

328  14   7 

692  11    8 

18    1    8 

4,469    7    4 

8;M0    8    4 

666    0  10 

— 

- 

COUNTY  OF  HUNTS. 


419  19    9 
731  18  11 

79    6    0 
24111    6 

26  16    4 
12  16    0 

1 

MR  Ifl  11    1   1A«  1A     n 

110    9 
6  17    6 

2,294  13    7 
8432  18    8 

234  10    0 
442  15    1 

66  7  10 
387  14    9 

200    0    0 
•389    3    6 

6 

•6 

457    0    6 

201  19    0 

40  11    6 

24    0    0 

10  16    6 

. 

1«804    0    1 

62  17    6 

6  16    6 

-       .       . 

227    0    8 

.       .       . 

18  17  11 

80    0    0 

- 

2,799    8    5 

322  11    8 

269    1    6 

270    0    0 

• 

6 

866  16    4 
440  17    7 

258    8  10 
57    2  11 

151    4    2 
130    0    0 

4S12  10 
64    0    8 

2,469    3    6 
1^21    0  10 

687    0    9 
206  17  11 

119  8 
66  16    4 

80    7    6 

— 

— 

3,772  12    8 

699    0   9 

46    6  10  ;i,002  19    6  1  874   8    0 

129  19    0 

87  17  11 

40  16    6 

110    1    4 

12,047    4U 

1,793  16    6 

779  19   7 

859    8    6 

— 

- 

*  Debt  and  Interest  payable  by  20  Annual  Instalments  of  342. 16s.  ed^  one  of  which  has  been 

COUNTY  OF  KENT. 


1,307  3  1 
658    6    5 

1,555    6    6 

1,367  5  6 
922    1    6 

1,090  10  9 
687  17  10 

8480  19  6 
418  12    1 

1,984  18  8 
274  Oil 
40  6  6 
669  15^2 
272  0  10 
880  10  0 
856  6  11 
916    7  10 


85    6    7 

68  16  0 
212  7  7 
894  12    1 

69  12  10 
150    7    8 

14  16  7 
63  17  10 
74  6  7 
161  8  6 
48  12    6 

66  19  6 
122  16    3 

47    7  11 

62    3  11 

381    6    8 

67  6    2 


012    6 

18  10  10 

70    6    6 

llOllS    6 


29  18    4 


1114    4 


260  19 

2 

268    9  10 

241    0 

0 

366  11    4 

• 

- 

422    7    0 

• 

- 

282  10  11 

. 

• 

819    2    1 

• 

. 

22719    2 

16  17 

0 

808    1    0 

21717 

9 

681    8    6 

367    1    4 

874   0    0 

259  12    6 

187  12    7 

274   9    1 

113  19    8 

174    4   9 

289  16    3 

396  11    2 

736 

18  11 

M12  15    8 

103  2  8 
86  14  9 
86  15    0 


158  19  6 

2  14  7 

40  18  9 

6  18  6 


23    6    0 


66  17    6 


28  10    0 
19  18    8 


4    6   4 


4110    4 


600    0    0 


46    0    0 


4  11    8 

7    8    8 

82  18  11 

18    0    9 

6    8  10 

80    0   0 

60    1  0 

12  17  8 

86   1  4 

7110  0 

18    4    2 
14   6    7 


8,333  4  11 
8,492  6  11 
4^658  2  3 
4^066  0  9 
4^600  1  1 
3,684  16  10 
2;578  9  0 
6,880  10  6 
2,207  6  1 
4;»8  10  4 
2,806  2  6 
8,28117  8 
2,648  1  0 
611  16  2 
2,127  11  6 
4^928  10  6 
2,966  16    6 


830  1  0 
972  18  7 

1,106  18  8 
802  14  10 
448  14  2 
668  17  10 
89116  3 

1A40  1  0 
863  18  9 
713  17  8 
286  4  8 
758  8  7 
213  14  6 
6113  6 
42110  4 
196  19  4 
66415  10 


56  7  4 

30  14  4 

22112  9 

196  1  6 

8719  8 

47  4  8 

86  16  8 

506  1  0 

7  8  8 

86  0  2 

28  19  6 

207  14  1 

18  19  10 

0  6  6 

20  8  2 

868  16  0 

4613  0 


785  0  0 


17,072  9  8 


2,016  16  9 


227  10  11 


6U14  8 


46  16  4 


646  0  0 


311  8  4 


68,500  8  0 


10,785  8  2 


1,916  11  7 


786  0  0 


COUNTY  OF  LANCASTER 


559  18  0 

660  10  6 

8,084  0  7 

2,369  3  2 

820  6  0 

056  17  10 

1,406  15  3 

1,251  1  1 

1,092  14  3 


38  6  9 

70  16  7 

94  16  8 

116  10  8 

27  4  0 

426  8  2 

10  13  7 

2  7  6 

93  19  1 


26  7  0 

30  7  6 

81  1  8 

12  4  4 


484  8  2 

1,206  18  9 

1,033  13  8 

1,056   1  3 


191  911 
119  8  9 
407  8  6 
210  2  6 
146  16  1 
208  12  10 
212  16  U 
174  9  10 
386  17  10 


9617    1 


84   8    7 


82  18    6 


4816    0 


48  19    2 


60    0    0 


60    0  0 

10  0 

89  15  9 

29  12  10 

415  0 

28    2  2 

7    7  2 

46  15  0 


2,611    4  6 

8,162  18  9 

9,908    4  6 

6,004  14  6 

2^00    8  6 

2,66116  2 

3,592  16  6 

3,980    1  2 

3,929  17  2 


681    0  1 

206  11  7 

1,88016  4 

107    7  6 

1.601    6  7 

427    6  3 

1,098    6  8 

166  10  2 


460  9  1 
64  4  8 
103  9  8 
629  9  1 
381  6  0 
76  2  2 
901  611 
189  16  10 
38116    7 


1,400  0  0 

1,660  0  0 

2,300  0  0 

950  0  0 

2,000  0  0 


11,781  6    7     874    1  U  100    0    5    8,780    1 10  2,09216    1        96  17    1      155    18        60002667  11    36,091  15   «     6.079    3    7     2,976    0    0    8,200    0    0 


G  3 
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ABSTRACT 

STATEMENTS  OF  INCOME  AND  EXPENDITURE  OF 

HiaHWAYS   IN 

Iyeak 

ISDDfG 

COUNTY  OF  LEICESTEB.      -            -            -            .              .       . 

NAME  OP  DISTBICT. 

Length 

of 

Highways 

BALANGES. 
31st  December  1867. 

EBCBIPT8. 

Rateable 
Yalue. 

In  Hand. 

Overspent. 

Bates  or 
Assessments. 

Fron. 

Turnpike 

Trusts. 

Money 
Borrowed. 

Other 
Receipts. 

Total 
Rbcbipib. 

Haniud 
Labcmr, 
including 
ContnM^ 

Work. 

Lite. 

£ 

74,868 

43,889 

67,178 

188,181 

128,444 

1H151 

181,078 

87,651 

185,042 

Betums. 

Belvoir    -       -      -     15 
East  Norton           -     82 
Leicester      -         -     69 
Loughborough       -     83 
Lutterworth   -      -     84 
Market  Boeworth  -     58 
Market  Harborougb     25 
Melton  Mowbray    -     58 

M.    V. 

101    7 
97    8 
184    0 
278    1 
246    7 
162    7 
220    7 
127    6 
819    0 

£  «.  d. 

879    9    4 
36918    6 
189  11    9 
579    4    2 
888    5    1 
337    8  11 
476  18  10 
266  19    6 
289    4    6 

£   8,   d. 

87  18  10 

478  14    8 
157  16  11 
148    2  11 

66    8    7 
209  14    8 

68  14  11 
178    8    7 

£    «.  d. 
1,200    8    1 
2,767  10    0 
2,930    0    0 
8,747  18    0 
2,563    7    6 
1,981    0    0 
2,283    0    0 
2,289    0    0 
5,070    0    0 

£    9.  d. 

£    8,  d. 

-        •        - 

£  8.  d, 
66    8    9 

2    9   1 
1118    0 
25  16    8 
186    6    2 
68  16    9 
10  18    0 

8    0    0 

0  10    0 

£   8.   d. 

1,266  11  10 
2,759  19    1 
2,94118    0 
8,778  14    8 
2,749  18    8 
2,044  16    9 
2,298  18    0 
2,292    0    0 
6,070  10    0 

£   s.  d. 
566    4    5 

1,043    0    6 
611  10    9 

1,166    0  11 

1,046  IS  10 
687    0    8 
794  17    2 
447  18    6 

1,359    6    9 

Hi 

mis  J 

5TX  3; 
SS  M 

4S:uii 
«:» 

891  !> 

Sl»  111 
l^Ui 

948,371 

847 

1,683    5 

3,119  16    7 

1,875  18    8 

24,822    8    7 

869  13    0 

26,19116    7 

7,722  12    9 

•4^n' 

COUNTY  OF  LINCOLN. 

65,844 
84,870 

Axhohne,Ialeof     -     15 
Gainsborough*       -     87 

114    4 

189    7 

724  19    9 
818    8  10 

■         *         • 
21    2    7 

4,517    9    7 
8,161    7    0 

.        . 

. 

12  11    9 
4    0    0 

4,580    1    4 
8,165    7    0 

1,61118    5 
1.607  17    2 

4Uli  f, 

61818:1 

149,714 

58    1    304    8 

1,068    8    7 

21    2    7 

7,678  16    7 

- 

- 

16  11    9 

7,695    8    4 

8,21915    7 

vmm  V 

•  Por  9  months. 

COUNTY  OP  MIDDLESEX        -            -         -               ... 

184,521 

Edgware      -         -       8 

100    7 

45412    5 

220  15  11 

6,254^  0    0     • 

■        «        • 

490  15  11 

6.744  15  11 

1,014    4    7 

im^' 

- 

COUN^ 

rY  OF  M 

[ONMOU 

TH.    - 

- 

*      • 

^,671 
.80^877 
. 86,206 
42,516 
29,788 
.59^483 
85,670 
88,940 

Abergavenny         •     20 
Caerleon      -         -     10 
Chepstow        -      -     24 

Christchuroh         -     17 

Monmouth     and)      i-, 
Skenflrith  -      -j      " 

Newport       -         -     18 
Pontypool  and  Usk      19 
BaglanandTrelleck    20 

147    2 
70   4 
97    2 

103  4 

104  3 
188    0 
101    8 
158    2 

33819  7 
174  6  2 
101  4  4 
10711  2 
146    0    5 

80  15  0 
108    7    0 

32  18  11 

102    3    4 
lOlU    0 
69    5  11 
47    0    6 
185    9    8 
179  19    8 
192  11    1 
74  13    8 

1,880  12  9 
1,011  0  0 
U1414    8. 

993  ,0  0. 
U74  10  0 
1,^6  1  a 
1,278  10    0. 

777  19    6 

120    0    0 

48    9    8 

.  1.499    2    0 
1.0U    0    0 

uieu  5 

996  0  0 
1,276  7  4 
1,987  18  11 
1,288  17    1 

778    6    6 

640    7    8 
500    0    2 
647  IS    7 
947    0    1 
619U    8 
644    6    7 
510  12    8 
.    485  14   7 

l»l' 

199U  t 

■        *        • 

117    2 

mi&ii 

SlU  ' 

100    0    0 

117    4 

U12    9 

6    7    1 

0    7    0 

lttli« 
156  4' 

822,101 

189 

915    4 

1,086    1    7 

942  18    7 

81,656    7    a 

420   0    0 

69  10    7 

9,946  18    S 

4345  18    0     1,4S?1S> 

COUNTY  OF  NORTHAMPTON.     - 


107,586 

Brackley        - 

-     85 

151    4 

690  16    0 

104  11    1 

8»762    0    0 

80,284 

Brixworth 

.     SO 

182    2 

190  14    2 

505    0    4 

8A58    0    0 

128,636 

Hardhigstone 

.     85 

184    0 

751    6    6 

84    6    7 

2,720    0    0 

99,161 

Irthlingborough 

-     27 

129    1 

6016    1 

484    2    0 

4394    0    0 

129,880 

Kettering 

-     85 

150    0 

127  15    8 

818    5  U 

8,709    0    0 

90.747 

Kingsoliffe   - 

•     39 

183    0 

268  10    4 

876  19    2 

3427    0    0 

77,064 

Little  Bowden 

-     24 

115    1 

114    0    2 

17    0    8 

2348    0    0 

59^475 

Thrapston 

.     17 

81    5 

80  10  10 

48  18    8 

2380    0    0 

117.446 

Towcester 

.     40 

158    2 

245  12    1 

284    4    2 

9,461    0    0 

160.482 

Weedon 

-     40 

207    5 

374    2    0 

419    1    1 

6,168    0    0 

1,050,710 

822 

1.892.4 

2389   3.10 

.,2,fi37    8.  8 

;H01%.0    0 

2    0    0 


2    0    0 


12    4 

9 

218  11 

8 

10  18 

8 

32  18 

5 

15    8  10 

7    9 

6 

416 

8 

0  19 

8 

Oil 

6 

150    9  11 

458  17 

9 

8,764  4  9 
8»876  11  8 
2,78018  8 
4,42618  5 
8,724  8  10 
8,184  9  6 
2347  15  8 
2380  19  8 
8,46811  6 
6318   9  11 


34,467  17    9 


1306  19  9 
652  14  4 
1,029  16  10 
3,062  11  2 
1,196  4  4 
1.657  15  10 
622  12  0 
1,001  2  11 
1,078  13  5 
1321   8   8 


11,717  16  10 


481  S«j 

4S81I2 

StfSU 
SlSliSJ 


w««w*l 
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-    COUNTY  OF  LEICESTEB. 


BXPENDITUBB. 

BALANCBS. 
81st  December  1868. 

DEBTS. 

Bate 

terialt. 

Tradei- 
men*8 
Bills. 

Law 
Chargee. 

mente. 

Salaries 

and 
Common 
Charges. 

TnistT 

Interost 

of 

Debt 

^Monv^ 
Repaid. 

Other 
Payments. 

TOTAl 

EXPBSDI- 

TUBS. 

In  Hand. 

Overspent. 

Money^ 

Into. 

rest 
Unpaid  per 
Interest.  Cbnt 

«.     d, 
0     5     8 
0     16 
0  15     0 

6  18     8 
O  10     1 

7  12    6 
'0     8    4 
18  12  11 
J4     1    7 

£    9,    d. 
106  17    8 

48  16    7 
108    1    8 
197  18    1 
184  15    8 

96  18    8 

78  12    5 
18118    8 
208    2  11 

£   $.  d. 
4   4    0 

£  9,   d, 
11    0   6 
70   2   1 

•      •       • 

■  ■       ■ 
194   110 
887  12   8 

■  •       • 

■  •       • 

£   9,  d, 
212    0   4 
178  10   4 
156  16    1 
879    8  10 
811    0    8 
260    0    0 
272    6    0 
18212    1 
266  18  10 

£    9,   d. 

£    9.   d. 

£   9,  d. 

£    9.  d, 

8  17    8 

9  17   0 

£      9.    d, 

1.896  5  1 
2,78810  2 
2»464  8  7 
8305  12  1 
8A52  18  7 
2.279  6  11 
2.618  6  5 
2^498  1  6 
5,111    7    5 

£     9.    d. 
282  18  10 
847  17    1 
280  17    6 
468    8    1 
908  10    8 
172  10    8 
217  10  11 
96  15  11 
197    2    6 

£    9.   d, 

7111    7 

0   9   8 

92  11    0 

68  12    8 

427  18    0 

185  19    6 

169  19    9 

85  12  10 

172    4    0 

£     9.    d. 

£    9,    d. 

£ 

28    0    9 

171    9    2 

6  19    9 

012    6 

82    9    6 

75    8    0 

38  16    8 

1.150  16   1 

4   4    0 

662  16    8 

2.219    6    2 

828  18U 

25.998  10    9 

tt  Iftft     1      Q  I    ^  oaA  ^±     A 

— 

— 

M.tauim  M.-m     w 

COUNTY  OF  LINCOLN. 


as  12    9 
00     6  11 

884    9  10 
66    4    0 

■                • 

87    7    6 

204   4    6 
158  16    9 

80  15    8 

4.166    0    1 
8.578    9    6 

1.090    8    2 
485  10    2 

17    2 
571    6    4 

- 

- 

... 

" 

87    7    6 

858    0    2 

80  16    8 

7.789    9    6 

1«675U   4 

578  18.6 

-     — 

— 

S/V   XO   JV 

• 

COUNTY  OF  MIDDLESEX. 


990    7    4  1494    Oil    • 


870  10  U 


0    0 


87    0    0 


180    0    0 


49  12    9 


6.722    1    7 


421  19    1 


166    8    8 


860    0    0 


COUNTY  OF  MONMOUTH. 


121  4  0 

68  16  4 

49  18  8 

12  7  0 

66  16  6 

288  12  2 

807  4  8 

48  11  5 


85  11    7 

88  6  8 
7  19 
176  1  8 
9  1410 
44  14  8 
18    1    0 


18  1  6 
4  0  6 


190  8  8 
69  4  6 


829  5  8 
5  17  9 


160  18  8 
116  9  11 
158  6  10 
49  16  0 
164  6  10 
198  19  8 
148  18  6 
188  16  1 


88  1  1 


888  0  0 

44  0  0 

48  10  1 

80  5  8 


18  0  0 
18  10  0 


80  0  0 
18  10  0 


59  8  6 
17  19  6 


64  111 


1,487  8  1 
978  4  4 
1.018  9  10 
1.048  4  4 
1.508  11  8 
1.884  10  8 
1.889  6  4 
855  18  11 


888  15  10 
145  16  10 
175  18  6 
66  6  8 
60  8  9 
840  19  6 
76  16  10 
88  16  8 


89  19  8 

86  7  0 

85  13  6 

59  19  11 

896  16  11 

187  0  0 

166  10  8 

168  17  0 


890  0  0 
837  10  0 


100  0  0 


968  8  10 


896  11  9 


16  8  0 


684  9  6 


1418  18  7 


466  16  6 


80  10  0 


42  10  0 


181  8  10 


1  8 


1.182  8  9 


1.004  4  2 


727  10  0 


COUNTY  OF  NORTHAMPTON. 


984  14  4 
,287  2  1 
;i88  6  0 
850  19  9 
^7  0  4 
876  16  6 
875  14  1 
855  lU 
L.082  15  10 
L.66I18    2 


).787  8  0 


111  2  0 

137  15  9 

276  5  9 

86212  6 

282  0  9 

167  16  7 

806  19  1 

146  19  2 

140  9  11 

180  18  0 


I 


6  8  6 


8  7  0 


1.90218  6  *  8  15  6 


160  6  8 


188  6  8 
260  6  9 


848  16  4 

889  19  8 

804  6  1 

888  7  9 

266  11  0 

819  18  4 

180  12  6 

206  2  8 

887  15  8 

876  8  7 


548  12    8  2.606  6    8 


88    0  0 

88    0  0 

877    8  4 

816    9  10 

58    1  8 

70  14  0 

4718  8 


835    1    6 


8718    7 


6  10    7 


100    0    0 


80    0    0 


44   4    8  I    180    0    0 


18  10    5 

0    7  6 

8818  1 

87    4  9 

10    6  5 

116 
8    19 


8    5 


8.885  16  11 
8488  7  8 
8^154  18  8 
8»88418  1 
8.769  9  11 
8.990  6  8 
8,480  7  9 
8446  8  8 
8,887  15  1 
5.148  11    0 


38321    1    6 


1.048  18  8 

147    0  4 

47114  8 

720    8  10 

4118  8 

815  17  4 

9418  9 

818  8  6 

841  18  7 

48113  8 


3.786  19  8 


83  19  6 

874  8  0 

178  8  4 

11  18  5 

878  9  0 

185  8  4 

830  6  4 

47  0  3 

804  14  8 

300  13  4 


1.788  7  9 


0  0 


184  0  0 


674  0  0 


G  4 
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ABSTBAGT  STATEMENTS  OP  INCOME  AND   EXPJ)NDITUBB  OP  HIGHWAYS  IN      [tEAB  BBD 


COUNTY  OF  NORTHUMBERLAND. 


Rateable 
Value. 


£ 

60,809 
116,496 

52384 
^222304 

8ly.993 


594305 


NAME  OP  DISTRICT. 


Length 

of 

Higfawajs 


Belford 
Feltoo 
Glendale 
HaltwhSsile    •      - 

Hexham 

Norhftm  and  Ii-') 
landahirM.         S 


Returns. 
-     36 


60 
19 
187 

27 


M.  F. 

96  2 

154  6 

201  4 

149  2 

693  1 

74  2 


322  1 1368    5 


BALANCES, 

31st  December  1807. 


In  Hand. 


Overspent. 


£    9.  d. 

317  9  6 
276  0  10 
714  3  11 
46  4  3 
728  14  6 
39311    9 


2,476    4    8 


£    9.  d. 

36    4  7 

115  13  5 

20  2 

62  4  9 
625    9  10 

20  16  3 


852    9    0 


RECEIPTS. 


Rates  or 
Assessments. 


Prom 
Turnpike 
Trusts. 


Money 
Bonx>wed. 


£   9,  d. 

1388  ^  0 

1,628  1  0 

2320  1  0 

908  1)  0 

53991^  0 

1343  17  0 


12.983   D    0 


£     «.  d. 


£    ».  d. 


Other 
Receipts. 


TOTAX 

Receipts. 


£   9.  d. 


4    8    0 


93    1    6 
10    2    A 


107  11    6 


£   9.  d. 

1338    3  0 

1327  16  0 

'2320    I  0 

903    0  0 

6,192  18  6 

1353  19  0 


13,040  11    6 


Manual 
Laboor, 

indudihii; 

Contract 
WosiL 


1 


In 


€CU9 


£    4.  dL 

167  16  7 
812  6  S  . 
516  4  U 
Sn  19  3  I  MSI 
3,417  11  2  VS&ki 
842    4    2     -      •    ^ 


6328    9   3  1    13IS  :  4 


COUNTY  OF  :NOTTlif  GHAM. 


104^778 

Bingham 

•     35 

171    1 

772  1111 

189    5  11 

2330    2    3 

. 

40    2    6 

2,970    4   9 

1348U    9 

Sin 

69386 

Mansfield       - 

.     23 

130    4 

169  16    6 

151    7    8 

1330    0    8 

15  1110 

17    0 

1346  19    6 

677  16    4 

27  J] 

134.409 

Newark 

•      60 

201    2 

426    9    9 

77    8    5 

M18    0    0 

49  15    0 

13    7  10 

4^181    2  10 

1392    9    6 

74ir 

109,496 

Notttngham    . 

-     89 

146    2 

248    4    6 

67713    1 

2,437  -0    1 

297    8    7 

10    0    0 

2,744   8    8 

972  16    7 

tfa 

46326 

Ollerton       • 

•     18 

104    6 

423    8    6 

4  16  10 

705  0    0 

118    8 

2  15    3 

709  13  11 

329  12    6 

119  1 

199,601 

Retford 

•     69 

311    7 

1,134  14    1 

624  11    1 

6376    3    0 

36   7    0 

«       •       • 

7,011  16    0 

2,127    4    4 

m  \ 

79.789 

Rushdlffe       • 

.     28 

122    6 

447  14   1 

111  18  10 

2.096  16    0 

. 

32    0    0 

2.128  15    0 

86717    8 

4NI 

92^246 

SouthweQ      • 

•     33 

133   4 

226    9    6 

8719    1 

1.654    2    0 

18816    3 

15  17    0 

1356  14    3 

828    2    8 

296 

833.180 

286 

1321    7 

8337    8    8 

1.876    Oil 

22346    3    0 

689  16    4 

115    9    7 

22361    8  11 

9.044    3    6 

3.«n 

COUNTY  OF  OXFORD 

, 

- 

- 

- 

78.647 
49380 
89,629 
80,068 
106,025 
86.901 
72358 
81.083 
98,756 

Bampton.  Bast       -     24 

Bampton,  Hf est      -     23 

Banbury  and  BloxO  ^ 
ham.                     S 

Bicester      •          •     36 
Bulllngdon      -      •     66 
Chadlington    •      •     48 
Henley        •         •     20 
TTatlington     .      -     89 
Wootton       -         -     34 

113   1 
119    3 
118    4 
150    6 
116    3 
166    2 
241    3 
154    2 
126    7 

1305  15  8 
644  14  4 
467  11  2 
858    0  10 

1376  9  0 
273  11  2 
435  7  6 
406  18  6 
112    7    7 

160    9    2 

80  17    9 
138  19    0 
193  14    5 

2    7    4 
267  17    3 
107  19    4 

2371  0  0 

1365    0    0 
2306    0    0 
2,996    5    0 
8.726    0    0 
2,149    A    0 
1380  16    3 
2366    8    6 
1321    1    3 

185 

18    8 

• 

159    2    6 
26  10    0 
49  19  10 
2  12    1 
46    9    6 
43  16    0 
13    0    0 
39    2    6 
62  12  10 

2.480    2    6 
2,177    8    8 
2352  1910 
8,00117    1 
8,772   9    6 
2,192  16    0 
1,643  16    3 
!;605  10  11 
1383  14    1 

2.07116  6 
1.430  16  4 
1,171  4  6 
2A15  2  8 
1314  18  6 
1,729  12    3 

772  8  19 
130s   8    2 

726  14    3 

VtXL  1 

cn  I 
snui 

SMI 

jai  1  \ 

733328 

307 

I3O6    6 

5.179  15    9 

903    4    3 

21331  11    0 

185  18    8 

443    6    2 

22360  14  10 

13334  19    5 

2^  S< 

COUNTY  OF  SALOP. 


H 


6387 
8,794 
6320 
8340 
156,163 
100363 
80,000 
74^880 
99.753 
66319 
82388 
88389 


1.040.916 


Bishop's  Castle 
Bridgnorth     • 

Chnroh  Stretton    - 

Cleohury  Mortimer  "> 
and  Kidderminster,  i 

Condover 

Drayton 

Ludlow 

Newport 

Oswestry      • 

PimhiU 

Wem      -        -      - 

WreUn   - 


227 


862  7 

219  3 

162  1 

182  0 

231  2 

170  7 

164  1 

99  5 

209  2 

112  3 

176  0 

141  0 


2391    7 


224  8  8 
24711  8 
401  6  7 
148  12  0 
161  6  11 
606    6    2 

68  19  1 
569  14    6 

87  0  1 
24111    6 

66  12  6 
662    6  11 


8322  16    7 


133    9  8 

18    5  3 

1113  8 

141    9  8 

220    1  0 

16    4  6 

68    2  3 

216  18  3 

40    9  1 

70    3  8 


926  17    0 


8.019  16  6 

2.106    0  0 

880  17  6 

2.177  10  0 

2,459    0  0 

1.180  19  6 

1,601    7  6 

676    9  6 

2,412    0  0 

742    0  0 

1.25110  0 

1.712  16  10 


20,070    7    3 


119    6    4 
37    1    6 


39  1110 
24  10    2 


20    6   8 


240  15    6 


2    7  11 


18    2    3 


202  18  8 

17  19  6 

33    6  6 

8   6  6 

12    1  0 


10   6    6 
62    1    2 


807    910 


8302    4   4 

2,226    6  4 

886    1  3 

11177  10  0 

2^.76110  6 

1,196  19  0 

1359    4  2 

68415  11 

M24    1  0 

741    0  0 

136116  6 

1,785    4  8 


20,668  12  7 


1366  6  0 

1.094  19  10 

6S7  16  2 

897  9  4 

1,135  14  6 

4i8  4  3 

614  5  8 

874  5  2 

974  11  8 

496  0  0 

607  9  7 

793  6  4 


91469    7   6 


3H  %\ 

m  u 
2eui 
mri 

tBSH  ( 
l»ff  • 
IflV  I 

mv: 

11084 

a  1^ 

81  *  ' 

#«  1  K 
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COUNTY  OF  NORTHUMBERLAND. 


EXPENDITTJKE. 


btefTials. 


e     «.  dL 

S6  18  0 

S4  15  6 

32  18  2 

8     8  9 

53  17  1 

^S     3  1 


Trades- 
men's 
Bills. 


Law 

Charges. 


£   9.  d. 

e   «.  d. 

18  8  8 

41  4  9 

18  0  8 

7  15  8 

88  0  2 

8  9  2 

114  18  8 

Im^iovo- 
mento. 


£   ».  d. 

27    7  11 


287  10    9 


278  18    6 
05  18    5 


Salaries 

and 
Common 
Charges. 


£   9,  d, 

117    9  8 

110  16  10 

278    0  8 

75  10  0 

410  16  4 

176  18  6 


To 

Turnpike 

Trusts. 


£    9.  d. 


380  17  6 

68    8  4 

202    1  5 

559  10  7 


Interest 

of 
I>ebt. 


£  9.  d. 


Honey 

Borrowed 

Repaid. 


Other 
Payments. 


Total 

EXPBKDI- 
TVBE. 


£   9.  d.\    £9.  d. 


£     9,  d. 
-       1.882  14    5 
0    10  1   1.549  16    5 
2,453  11  10 
822  16    9 
5,697  19  11 
2.102    8  11 


116 
6  10  11 


BALAIfCE. 
8l8t  December  1868. 


In  Hand. 


Overspent. 


£  9,  d. 

248  5  4 

247  9  0 

600  19  11 

81  9  1 

499  6  8 

178  7  6 


£    9.  d, 

11  11  10 
109    8    0 

22    7    0 

2    6    4 

901    8    6 

48  16  10 


DEBTS. 


Honey 
Borrowed. 


£   9,  d. 


Unpaid 
Interest. 


Rate 

-.of 
Inte- 
rest 

dent. 


£   9.  d. 


90  15    7 


689  15    7  1.164  11    2 


1.195  12  10 


7  18    6  ,  14,009    8    8 


1,760  17    5 


1.095  18    6 


(82  11  8 
!10  2  11 
»3  12  10 
(31  16  6 
SOO  1  8 
n.8  4  8 
)61  1  8 
no    4  0 


ri3  16  11 


207  16  8 
49  8  4 
206  111 
103  14  10 
41  1110 
180  14  9 
176  9  4 
199  14    1 


1.164  6    9 


116    5  10 


116    6  10 


I 


218    6  9 

-       -       -  ;  165  15  2 

•       -       -  I  242  17  8 

224  10    6     216    9  1 


I 


* 

188  4  8 

-  - 

222  11  9 

-  • 

189  2  8 

100  0  0 

143  17  8 

324  10  6 

1,537  3  7 

COUNTY  OF  NOTTINGHAM. 


56  9  6 


188  16  0 
257  17  4 


88  19  0 


492  1  9 


33  12  0  !  2.962  9  1 

0  1  11  i  1.386  6  6 

77  10  1   4^232  15  8 

60  5  0  ;  2.677  U  8 

958  16  2 

5.805  17  5 

2.762  2  3 

1.893  16  7 


86  Oil 
60  19  10 
43  4  1 


310  13  10  I  22.169  18  4 


760  8  1 
67  18  8 
435  19  6 
103  12  4 
212  16  11 
2.314  3  10 
230  6  0 
240  1  7 


4.866  1  6 


119  1  6 

88  15  5 

189  11  0 
466  8  11 

43  6  7 

98  8  8 

617  18  0 

187  18  7 


1.610  18  2 


CX)UNTY  OF  OXFORD. 


6  10  10 
79  14  10 
823  8  5 
14&16  3 
,037  13  7 
63  12  2 
236  17  8 
766  0  8 
268  9  10 


.283    2  10 


89  1  11 
99  9  7 
95  17  4 
47  18  2 
88  6  8 
76  18  6 
61  10  10 
23  9  7 
21    0    3 


688    7    9 


111  10    0 


11110    0 


210    5  8 

183  12  3 

199    9  9 

166  16  9 

831    6  7 

218    4  9 

303  11  6 

837  16  11 

223    0  0 


2.174    3    2 


167  11  1 
56  9  10 
68    7    0 


74  14    6 


14116    1 


600  18    6 


11  16    6 


10    8  6 

0    7  6 

16  6 

18  9 


82    9    0 


67  15    9 


2.660    9  0 

1.981  16  2 

2.621    6  1 

2.818    1  8 

3.878    8  9 

2.167    0  4 

1.728  15  0 

2.820    0  9 

1.630    3  6 


22.300  15  9 


882  12  1 
840  6  10 
6GB  7  2 
418  12  8 
1.104  16  3 
306  9  10 
357  8  6 
63  17  5 
302  0  0 


4.944  10  1 


67  12  1 


16  14  7 

127  14  11 

7  8  0 

4  7  1 

140  6  0 

44  1  10 


406  10  6 


COUNTY  OF  SALOP. 


253  6  5 
245  7  8 
69  6  5 
41  7  10 
435  19  8 
836  18  6 
894  14  6 
133  14  10 
8:^  6  8 
111  19  10 
872  0  8 
215  16  6 


168  4  1 
86  12  11 

6  17  4 
62  3  3 
68  19  1 
27  Oil 

6  0  5 
29  18  1 
18  15  10 
20  1  11 
97  17  7 
81  11  1 


119  6 
2  10  0 


33  10  8 
94  1  9 


158  4  11 


214  5  0 


100  18  6 


250  0  0 

248  0  7 

131  8  4 

182  18  9 

330  15  0 

150  12  8 

241  1  0 

172  6  8 

235  15  3 

133  13  6 

166  14  1 

14117  0 


690  19  11 
160  0  0 
85  18  3 
97  6  0 
49  3  0 


0  10  8 


16  0  0 
16  0  0 


40  0  0 
42  17  0 


13  19  0 


1  8  6 


169  17  6 
20  8  6 


4  11  0 


3  2  4 


8.260  19  1 
2,171  9  11 
1,114  12  0 
14»48  8  6 
2,621  9  2 
U7116  4 
1311  8  2 
1.065  0  11 
2,855  10  10 
822  6  0 
1.370  2  1 
1.726  12  1 


71  15  6 

361  5  11 

182  5  6 

238  13  5 

261  4  7 

622  7  0 

27  7  9 

84  4  6 

81  12  10 

163  7  10 

62  8  0 

65119  6 


219  11  3 

78  4  1 
21  1  8 

7  9  7 
239  18  4 
103  2  8 
168  9  11 

4  14  11 
193  0  10 

2  14 
144  10  3 

14  8 


280  0  0 
267  8  0 


(.454  10  7 


618  2  6 


4  9  6 


607  6  10 


2385  0  11 


923  11  10 


31  0  0 


82  17  0 


6  9 


21.439  9  1 


2,708  12  2 


1,183  9  1 


537  8  0 
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48  'ABl^9?t^Kt)i'  S1?ATBM£KT8  OF  INCOME  AliTD  BXPENDZTITKE  OF  UI&HWAYS  IK      [YEAB  E>>DD 


CQUNTY  OF  SOMERSET, 


Bateable 
Value. 


233,129 

1834)71 

114,570 

C9.126 

44,837 

49.607 

94175 

83,653 

73,253 

91.179 

127398 

89,285 

108392 

141.643 

111.102 

95.552 

69,613 

130,496 

101,477 


NAME  OP  DISTRICT. 


of 
Highways 


Axbridge 
Bridgwater     - 
Clatton 
Crewkerne 
DulTerton 
Dunster 
Frome 
IlmiDster 
Keynsham 
Langport 
Long  Ashton 
Milverton 
Shepton  Mallett 
t  Taunton 
Wells       -       - 
Weston 
Williton 
Wincanton 
Yeonl 


2,006,698 


Returns. 
38 


81 
20 
IS 
16 
29 
31 
14 
22 
22 
19 
24 
87 
17 
20 
19 
42 
88 


X.  F. 

872  7 

803  4 

236  2 

107  0 

280  0 

191  6 

178  5 

184  4 

117  0 

172  6 

197  5 

187  0 

188  7 
249  1 
218  6 
129  4 

198  2 
212  1 
190  8 


486   8355  6 


BALANCE, 
81it  December  1867. 


In  Hand. 


Overspent. 


£   8.  d. 

408    2  6 

472    0  1 

481    6  8 

119  14  4 
271  0  8 
284  1  4* 
313  19  2 

86    2  0 

63  17  0 

349  18  2 

356  15  2 

120  2  1 
58  11  4 

441  12  9 

584    5  5 

606  13  9 

854  13  8 

262    6  2  I 

90  12  8  i 

6.565  14  11  ;     2,526  16    7 


B  8.  d, 
198  11  4 
166  19  0 
116    9    8 

13  1  11 
224    2    2 

11    7    5 

73  18  11 
116  14    5 

86  2  5 
328  13  7 
889  15    2 

42  18  6 
155  18  8 
155  14    3 

7t    8  10 

68  19    1 

67  15  2 
244    Oil 

42    5    7 


RECEIPTS. 


Rates  or 
Ajsessments. 


Prom 

Turnpike 

Trusts. 


Money 
Borrowed. 


£    8,  d. 

6348    0  0 

8.983    8  8 

2,454  13  8 

1,176    0  0 

1320  15  6 

1,571  10  0 

2,015    0  0 

1,608    0  0 

466    5  11 

2384    0  0 

8,768    6  8 

2,065    0  0 

1385    0  0 

8,448  18  11 

2375    0  0 

2337    6  4 

1,635    0  0 

2,440  15  8 

2,032  16  0 


£     8.  d, 

747  12  8 

2  11  3 

848  15  6 


60    6    8 
82    0    0 


1377    7    4 


820  16  11 


14    8    4 
158  14    0 


124  12    7 


46,595  11    4  j     8387    4  10 


£     8,  d. 


600  0  0 


600  0  0 


Other 
Receipts. 


£  8.  d. 
44  9  0 
27  0  8 


7  12  7 
25  0  0 


22  9  0 

16  8  9 

22  8  0 

6  18  6 

285  16  8 


14  16  6 


44  7  7 

0  14  6 

81  6  6 
88  17  0 

82  5  0 


645  9  5 


Total 
Receipts. 


£     8,  d. 

7,140   1  8 

4^012  15  2 

2303    9  2 

1,188  12  7 

1,906    2  2 

1.658  10  0 

2,037    9  0 

1,700    8  9 

1366    1  8 

2390  18  6 

4369  19  10 

2,065    0  0 

1399  16  6 

8,468    7  8 

3,078    1  7 

2387  19  10 

1.780  19  1 

2324  12  8 

2,065    1  0 


51.078    5    7 


Maniud     i 
Labour,     l    -^ 

Work.       ' 


£    8.  d, 

8319  10  12 

1317  10  5 

886    6  « 

878    6  a 

1388    0  8 

1485    4  8 

401  15  9 

740  18  2 

760  17  8 

602  12  7 

4^024  17  8 

82618  9 

4/72    6  4 

1.278    6  % 

612  17  5 

88118  6 

888    7  6 

9«7    0  8 

860    Oil 


i  1 

mk 
sa  ' 

stir 

jsr; 
my 

n: 


n  i 

m  i 

SKll 


22,088    6    4 ;  iTlS  • 


COUNTY  OF  STAFFORD. 


Burton-upon-Trent  •    — 


COUNTY  OF  SUFFOLK. 


120,764 
84,605 

190355 
73,097 

138.065 

Blackboume          -     48 
Hartismere     -       -     82 
Laveuham     •        -     55 
Mildenhall       -      -     22 
Wickhambrook      -     51 

818    1 
182    6 
894    1 
tl80    0 
275    2 

188  17    1 
98    Oil 
647  19    1 
148    8    2 
900  14    0 

192  12    9 

108  17    5 

882    8    9 

62  16    6 

75    4    9 

2.140    0    0 
1.400  12    0 
3.704    0    0 
1,658    0    0 
3.653    0    0 

175  12    8 
9  10    0 

80  11    9 

8    3    8 

106    7    6 

8    7    0 

2  11    6 

2.170  U    9 
1.498  15    8 
8.985  19    9 
1,666    7    0 
8.665    1    6 

652    0    7 
468   7    0 
70S  16   8 
526   2    8 
2»079  19    7 

«r  1 

007,086 

208 

1345    2 

1,978  14    3 

762    0    2 

12.645  12    0 

185    2    8 

151    1    5 

12,98115    8 

4,420   6    7 

UB» 

COUNTY  OF  SURREY. 


50,752 
70.071 

Blaokheath     - 
Chertsey 

.     11 
.       9 

125    0 
189    7 

421    8    2 
200  19    7 

24    6    0 
162  14    1 

1.685    7    8 
1,946    6    0 

1385    7    8 
2,012    0    1 

625  16  It       SU  B 
642  10    0  '     6^^ 

- 

65  14    1 

99,121 

Croydon 

-      9 

97    2 

174  16    6 

117  10    5 

2,928    0    0 

- 

m    2   9 

8.089    2    9 

804  18  10;   vs:r\ 

1 

86,647 

Dorking 

•       9 

96    4 

175  14    7 

8  14  11 

1314    0    0 

10  18  11 

18  17    1 

1388  16    0 

511  9  10    sn» 

79.908 

Epsom 

.     11 

78    2 

164  16    2 

177    2    8 

2393    2    3 

164    8  10 

101    8    9 

2^658  19  10 

464  17  U    •     • 

33,115 

6 

122    1 

284    8    5 

45  11    4 

1,402    0    0 

. 

5    0    0 

1,407    0    0 

.880    9   2      flJ»^ 

45,406 

Qodalming 

•     10 

142    4 

894  12    8 

. 

2321    0    0 

. 

28  11    0 

^349U    0 

969   9  0      4^'* 

71342 

Godstone 

.     15 

178    5 

48116    4 

275  17    4 

8,010  18    1 

- 

60  10    0 

3.071    8    1 

1.117    2   6!    TIB  ^  < 

66,778 

Guildford        -      • 

•     18 

168    4 

695    4    0 

86    0    8 

842    0    0 

28  18  11 

4    18 

870    0    2 

418  14   2      W  1 

172383 
84,739 

Kingston 

Reigate   -       •       - 

-     15 
12 

99    7 
164    0 

285    9  11 
716  19    0 

2,535    1    9 
106    2    7 

6,554  10  11 
3313    0    0 

95  12    0 

196  18    0 

6346    Oil 
3.818    0    0 

1312    0  7 

1  1ft9  1^    A 

•"I 

810,752 

120 

1.409    4 

8386    8    4 

3.484    1    4 

27,910    4  11 

294  18    8 

586    2  11 

28.791    6    6 

7380    2   4    ifif^^ 

*  This  District  was  dissolved  on  8lBt  March  1860   the  final  accounts  cannot  be  obtaiued.  notwithstanding  repeated  applications. 
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T  DEOEMBJiiR  1868.]     ENGLAND  AUD  NOKTH  WAJLKS,  80  FAB  AS  IKCLVDBD  IK  OE&TAIN  DISTBIOTS.     4i9 


COUNTY  OF  SOMERSET. 


EXPENDITURE 

r--"- 

BALANCE, 

31st  December  1868. 

DEBTS. 

Bate 

ateriilfl. 

Tnules- 
men*8 
Bills. 

Law 
Charges. 

Improve- 
mento. 

Salaries 

and 
Common 
Charges. 

To 

Turnpike 

Trusts. 

Interest 

of 

Debt 

*  Money 

Borrowed 

Eepaid. 

Other 
Payments. 

Total 

BXPBNDI- 
TURB. 

In  Hand. 

Overspent. 

Money 
Borrowed. 

Ol 

Inte- 
rest 
Unpaid   _per 
Interest.  Cent. 

3     ».  d. 
23    4    7 
*3    1    8 
33  15    2 

03  19  11 

as  14  0 

S3  13    3 
64  17    9 
70     9    2 
57  14  11 

£    8,  d, 

72    2    4 

40    3  10 

162  13    9 

149    9    8 

67    4  11 

63  14    6 

813  17    9 

48    8    8 

45  17    2 

84  10    3 

63    0    6 
26    9    7 
16    6    7 
16    9    9 

67  4    3 

68  13    4 
166    0    0 

48  19    7 

£   8.  d, 
96    9  11 

11  11    3 

27    8    6 
20    8    6 

11  18    6 

£  8.  d, 
847  19    3 
88    9  10 

106    6    8 

229    3    4 
466    1    2 
166    0    6 
56  10    2 
194    5    9 
261  19    0 

87    9    9 

.       •       • 

£    8.  d, 
882    1    0 
383    6    6 
297  14    0 
157    8    0 

182  9    7 
176  13  11 
284    8    8 

183  11  11 
268  19    9 
281    8    6 
229  15    0 
202    2    8 
226    6  10 
268  17    3 
263    5  10 
201  11    1 
247  19    6 
229  12    8 
237  18    5 

£    8,d. 
10    8    6 
78    6    0 
41    7    4 
16  10    0 
•       •       - 

£  8.  d. 
20  16    8 

13    1    3 

£  a.  d. 
66  13    4 

12  10    0 

£  «.  d. 
30    2    1 

86    8    8 

64    e    0 

£  8.  d. 
6,626  13  11 
3,836    6    6 
2,919  12    8 
1,216  11    6 
1,847  12    6 
1,867  12    1 
2,076    1    9 
1,663  12    8 
1,743    3    6 

2^428  12    9 

J.. 
4,748    3  10 

2,037    9    4 

1311  19    4 

8,123  12    7 

2,519    1  11 

M13    7    9 

1,666  18  10 

2,389  19    8 

1372  16  10 

£  8,  d. 
908    2    6 
666    8    0 
829    0    6 
183  10  10 
224  18    0 
146  16    8 
241    6    8 
110  18    3 
289  12    1 
296    7    8 
328    0    7 
160    4    8 

47  1111 
763    4    8 
1,028  12    4 
618    8U 
411  11    9 
274  12    1 
269    7    0 

£     8.  d. 

186    4    0 
82  18    2 
80    6    7 
58  17    4 

119    9    9 

88  4  10 

89  12    9 
85  14    7 
88  19    9 

812  17    4 
139    4    7 

66    6    0 

6117    1 

187  11    6 

9  11    1 

61    2    2 

9    8    0 

121  13  10 

38  14    9 

£    8.  d. 
350    0    0 

225    0    0 
600    0    0 

£  8.  d, 
1  19    4 

612    0 

5 

6i 

99    6    0 

4    3    0 

2    3    6 

489  16    0 

4    5    0 

- 

58  11    2 

;^  11 10 
10    1    6 

4ik 

C4    8    3 
>09    6    0 
^47  12  10 
>25  13    4 
^89    4    6 
«0    Oil 
J16  16  11 
^50    6    2 

21  17    0 

13    6 

- 

77  10    0 

0    10 

- 

147    7    0 
13  15    0 

120    5    2 

- 

356  16  11 

1^448  15    3 

mil  8 

2,483    4    4 

4,654  10    0 

962    2    4 

33  17  11 

79    8    4 

873  16  10 

48,796    3    9 

7,087  13    3 

1,766  18    1 

U76    0    0 

8  11    4 

- 

COUNTY  OF  STAFFORD. 


- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

'             - 

-           ''     - 

„ 

. 

. 

- 

- 

C( 

)UNTY 

OF  SU 

FFOLB 

L. 

■              ■ 

^ 

80  19  6 
62    8    2 

269  8  6 
72    3    2 

279    6    3 

81    2  10 

175    7    9 
184    9    9 
182  17    8 

«       •       • 

909  18    0 
184  11    8 
i696    9    8 
229  16    0 
28712    8 

9  10    2 

6  13    6 

26    8    0 

10    8    0 

2^133  17    9 
1,714  10.10 
8,918    6    6 
1,64117    2 
3,692    9  11 

287  17    0 
66    8  10 
606    0    2 
21916    6 
1.027  17    7 

209  18    8 
296    0    6 
221  15    6 

229  16    9 

;     .     1 

710  10  .  0 , 
200    0    0 

.6  1111 

884    8    8 

730  12    8 
,114  17    8 
16019   7 

89    0    4 
10    0    0 

87    0    0 

6 
6 

954    1    7 

^844  14    4 

764    4    6 

81    2  10 

492  16    2 

1,507    2    0 

49    0    4 

87    0    0 

50  19    8 

13,001    1    1 

2A67    0    1 

950  11    6 

910  10    0 

611U 

- 

COUNTY  OF  SURREY. 


651  18  10 
246  18  11 

[,687  9  1 
232  19  7 
848  19  0 
544  14  6 
40110  4 
632  14  5 
525    2  11 

2,160  18  5 
886    0    7 


3,669  16    7 


85  19  8 

164    9  1 

150    0  0 

82    8  6 

2910  1 

2915  0 

97118  6 

8112  8 

40    6  8 

431  16  2 

101    1  4 


1.184  11    8 


84    8  10 


8  8  0 
18  1  2 
36    1    4 


87    3    0 


128  17    4 


794 
42 
366 
100 


16  6 

6  3 

16  8 

14  4 


691  13    4 


1386    7    1 


211    9  4 

216  13  2 

826  16  9 

183    6  4 

316    1  6 

220    8  6 

177  19  0 

818  17  6 

185    9  9 

444    8  0 

315    0  0 


2.914    3    9 


66    0    0 


82   9    8 


97    9    3 


48  16    0 


58    1    1 


106  16    1 


60   9    0 


60    0    0 


11    7  11 


2    8    4 


6  17    4 


82  10    9 


H42    1    2 
16  18    4 


609  18  10 


130118  2 

1.793  18  1 

3,060  10  4 

1,488  11  1 

2,481  14  8 

1380    7  8 

8.499    2  2 

8,01414  9 

1344  18  6 

4,781  14  9 

4^164  18  8 


2736118  5 


847  0  6 

809  2  10 

207  4  4 

284  2  2 

261  2  7 

205  9  5 

876  2  10 

816  16  7 

87  1  4 

418  110 

76  4  1 


8,888  8  6 


66 
62 

171 
11 

106 

131 
104 
102 
648 
806 


3.10 

16  4 

6  10 

17  7 
4    6 

1    4 
4    3 

16  11 

7  6 
1    4 


1.700  18    5 


1.000    0    0 


1.140  9    0 


2J40    0    0 


11  U    7 


UU    7. 


*  InoludiBg  expense  of  watering, 

H2 
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ABSTBA.CT  STATEMENTS  OF  INCOME   AND   EXPENDITURE   OP   HIGHWAYS   DT        [tEAB  ESDIK 


COUNTY  OF  SUSSEX, 


Bateable 
Value. 


NAME  OF  DISTRICT. 


Length 
of 


Higbwi^s      In  Hand. 


BALANCE, 
Slst  December  1867. 


Overspent. 


RECEIPTS. 


Bates  or 
Assessments. 


Prom 
Turnpike 
Trusts. 


Money 
Borrowed. 


Other 
Receipts. 


Total 
Receipts. 


Manual     I 
Labour,     i      -. 
includini?        ^ 
Contract         "«^ 
Work. 


£ 
140.04£ 

50,664 


190,606 


R^ums. 
Hastings  •  -  82 
Mark  Cross  -      4 


M.     F. 

•210   0 
1S6    0 


£  8,  d. 
504  18  3 
588  12    4 


366    0 


1,183  10    7 


£  8.  d. 
107  14  4 
817  13    5 


£  8.  d, 
4,502  0  0 
8,320    0    0 


425    7    9 


7,8: 


0    0 


£    8.   d. 


57    5    4 


57    5    4 


£     8.  d. 


£    8.   d. 


10    0    0 


10    0    0 


£  8.  d. 
4,502  0  0 
8,387    5    4 


£    8.  d, 

\M0    4    4 

646    8    0 


7389    5    4 


2,165  12    4 


Hi 


1,7«  L' 


*  Including  11  m.  7  fUr.  of  Turnpike  Road  repaired  out  of  Highway  Rates. 


COUNTY  OF  WARWICK, 


61,627 
68A83 
65,664 

61,198 


226,617 


Alcester  -  -,  17 
Hen]6j-in*Arden  •  17 
Eineton  -  -  23 
Stratford-upon-Avon  21 


78 


102  6 

161  2 

91  8 

98  8 


448    6 


182  16  1 

69  11  2 

200    6  8 

288    7  2 


Ml    0    1 


107    1  2 

110    1  7 

143  16  7 

17    6  1 


878    5    5 


968    0  0 

1,017  10  0 

2,941    3  0 

1,454  15  0 


6,401    8    0 


200    0    0 


27  19    0 
29    8    7 


988    0  0 

1,245    9  0 

2,970    6  7 

1,454  15  0 


200    0    0  I      57    2    7       6,668  10    7 


631  4  7 
436  U  11 
858  4  0 
601    6    3 


i»i;. 

618  !l 

vrin 


2,427    6   9  1      KStil' 


COUNTY  OF  WILTS. 


64,277 

Amesbury     - 

28 

96 

2 

79    8    6 

162  18    6 

788    0    0 

■ 

738    0    0 

823    2   7 

ICU^ 

46,126 

Oalne 

.     11 

78 

0 

214    4    8 

215    5    8 

2,199    0    0 

- 

153  10    6 

2,352  10    6 

463  19   2 

so  J' 

180,967 

Chippenham 

.      29 

221 

0 

191  15    1 

286  10  10 

2,948  18  11 

•         -         • 

-         -         - 

0  17    0 

2,949  15  11 

1385  16   8 

a  r 

CrlcUade       -       - 

12 

70 

93  18  10 

87    8    2 

1,420  12    3 

. 

- 

26  IG    2 

1,447    8    5 

883  14   2 

in*' 

103,951 

Devizes 

.      29 

217 

203    7    0 

596  17    3 

2^37  15    3 

85    6    8 

. 

42    5    0 

3,063    6    6 

1,038  17   8 

rj^J » 

76,267 

Bverley  A  Pewsey 

.      27 

160 

202    1    6 

93    1    5 

1,508    0    0 

46    5    0 

4  19    G 

1,569    5    0 

453  15   4 

3'M 

100,522 
103,178 

Hindon 
Mahnesbury 

.     81 
.     28 

271 
232 

481    7    0 
508    6    6 

277    0    3 
366  12    8 

3301  10    0 
2,782    1    6 

- 

130    0    0  1      75    7    4 

4,106  17    4 
2,782    1    6 

1382    1    S 
915    6   4 

SETS' 

-     -       -       - 

97348 

Marlborough 

.      25 

268 

455  17    2 

11  11    5 

1,665    0    0 

- 

34  13    8 

1,099  13    3 

828  14   S 

mii 

123,382 

Salisbuiy 

•     48 

308 

436    6    7 

349    6    ff 

2,759  11    2 

- 

60    9    4 

1 

2,810    0    6 

990  IS   8 

3915  4 

130,286 

Swindon 

21 

181 

296    6    5 

411  17    8 

5,326    0    0 

196  13    7 

1 

5,522  18    7 

1346  17   8 

1,1515  ■ 

124,881 

Trowbridge 

.      27 

146 

186  16    7 

215  15    5 

3,166  15    0 

- 

27  12    6 

8,194    7    6 

1,170  19  5 

»SU 

08.146 

Warminster 

.     23 

104 

128  16    1 

4118  11 

1,113    0    0 

- 

120    0    0         19  10    0 

1352  10    0 

682  IS  U 

Jill 

1,219,477 

884 

2,340 

5 

8,460  18    5 

3,058    3    7 

32,466    4    1 

328    6    4 

250    0    0 

436    0    7 

33,480  10    0 

11,866  10  10 

5^m:» 

COUNTY  OF  WORCESTER 


66380 
84,096 
102,408 
64300 
60.278 
49,184 
100326 
68,187 


686,248 


Evesluun       -       -  19 

Kidderminster      -  14 

Martley        -        -  26 

Redditch       -       -  10 

Shipstou-on-Stour  9 

Tenbuiy       •        -  19 

Upton-on-Severn;  •  20 

^pton  Snodsbuiy  -  88 


71  0 

141  7 

147  1 

159  2 

IIG  7 

93  4 

157  0 

121  8 


150    1 1,008    0 


458    3  4 

181    2  7 

756  15  4 

293    3  11 

276    1  6 

81    3  5 

282    6  4 

328  11  2 


2,602    7    7 


18  11  8 
74  1  9 
83  0  2 
70  16  6 
204  7  9 
148  9  11 
46  18  7 
172    2  10 


818    7    9 


1,855  11  2 

1312  0  0 

2,465    0  0 

I3O8  13  9 

2330    2  5 

1,415    0  0 

1.751    1  9 

I3I6    7  8 


133^2  16    9 


7  17    0  ' 

t 


200 


7  17    0 


200    0    0 


13  6  6 
2  19  11 
18    4    6 


9  16  2 
8  0  0 
16    6    0 


67  12    1 


1376  13  8 
1314  19  11 

2,688    4  6 

1308  13  9 

2339  18  7 

1^428    0  0 

1,766    7  9 

1,916    7  8 


14,123  6  10 


680  18  2 
697  14  U 

438  17  1 

937  12  9 

477  16  2 

751  16  2 

404  1  4 

694  15  4 


4,878  11  U 


IttU'' 
IfiS* 

4J5U» 
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COXTNTY  OF  SUSSEX. 


EXPENDITURE. 

BALANCE. 

81st  December  1868. 

DEBTS. 

Bate 

Materials. 

Trades- 
men's 
Bills. 

Law 
Charges. 

Improve- 
ments. 

Salaries 

and 
Common 
Charges. 

To 

Turnpike 

Trusts. 

Interest 

of 

Debt. 

Money 

Borrowed 

Eepaid. 

Other 
Payments. 

Total 
ExPEiroi- 

TUEB. 

In  Hand. 

Overspent. 

Money 
Borrowed. 

-  ■■-            Ui 

Inte- 
rest 
Unpaid     per 
Interest.  Cent 

£    8.    d. 
493  16    9 

L.743    9    4 

£   8,    d. 
254  15    3 
95    4    0 

£    8.  d. 

£    8.    d. 
457    3    6 

£    ».  d. 
423    6    5 
235    1    5 

£   *.   d. 
415    0    1 

£    8.   d. 
23    4    3 

£    8.    d. 

£    8.   d. 
9  14    4 
3  13    3 

£    8,    d, 
4,463    3    3 
3,538    1    6 

£    8.    d. 

604  12    1 
184  19    7 

£    8.   d. 
83  11    6 
114  16  10 

£     *.    d. 
950    0    0 

£   8.    d. 
23    4    3 

£ 

5 

S,237    6    1 

849  19    3 

• 

457    3    6 

668    7  10 

416    0    1 

23    4    3 

•       '       • 

13    7    7 

8,056    4    9 

789  11    8 

198    8    3 

950    0    0 

23    4   8 

- 

COUNTY  OF  WARWICK. 


108    6  U 
179  17    2 
684    3    0 
221  19    8 

66  6  5 
233  2  3 
181    8    2 

45    0    9 

19    1    4 

46    0    0 
97    6    4 

164    6    9 
144  13    8 
172  10    9 
186  18    0 

15    7  10     1,024    8    7 

8    0    0  1  1,140    6    7 

-       2,8G1    6  11 

3    3    2     1,392    8    3 

1 

48    3    0 
152    4    6 
338  15    2 
315  12  11 

68  16    8 

87  12    6 

173    6    5 

32    6    1 

190    0    0 

— 

-       -       - 

396  17    7 
58  16    0 

10    0    0 

10    0    0 

6 

1.194    6    9 

474  17    7 

19    1    4      148   «    4 

668    9    2 

466  13    7 

10    0    0 

10    0    0 

26  11    0      6,418  10    4 

854  15    6 

862    0    7 

190    0    0 

- 

- 

COUNTY  OF  WILTS. 


3  14  10 

27    8    6 

988    2    1 

69  14  10 

306    3    8 

50    6    1 

682  16    0 

33  17    9 

369    8    6 

100    6    8 

147  18    9 

86  12    8 

894    1    9 

216    0    9 

836  14  11 

76  12    1 

121  13    1 

193    8  10 

1.153  13    4 

72    3    8 

2,186    0    4 

160  18  11 

592    1    6 

68  1111 

58    3    7 

47    6    9 

8.223  12    8 

1.192  1    4 

6  0  0 


27  16  0 


32  16  0 


- 

- 

117    4    3 

- 

- 

228    4    8 

- 

- 

222    8    6 

- 

- 

112  12    6 

21    4 

2 

266    8    4 

- 

- 

207  16    8 

130    0 

0 

366    9  11 

- 

- 

214  19    1 

- 

- 

267  12    4 

- 

- 

385  19    3 

- 

- 

271    8    7 

44  16  10 

259    0    6 

162  18 

» 

178  13    0 

848  19 

9 

3,09817    2 

48  18  2 

374  16  0 

60  8  0 

60  17  6 


6  0  0 


10  0  0  - 


97  13  10 
10  0  0 


265  16  8 
22  0  0 
18  0  0 


1  5  0   ♦75  0  0 


67  0  0 


9  16  0 


60  0  0 


164  5  11 
72  13  0 
66  4  2 

385  0  0 


2  13  0 


33  0  0 


2   948  8  2   73  1  0   178  0  0  764  2  7 


60  2  6 
23  4  0 


682  17 

0 

2,434  17 

4 

2.934    9 

0 

1.486  10  11 

2,787    1  10 

1,582  18  11 

4,070  16 

8 

2.780  14 

1 

1,821  10 

3 

2,914  18 

6.197  16 

2302  18 

1,205  17 

32.683    6 

143  0  3 

114  13  3 

142  18  10 

69  6  1 

181  14  1 

222  1  4 

413  12  2 

347  11  8 

890  11  8 

363  7  2 

673  4  7 

396  19  10 

168  14  9 


171  12  2 

198    1  6 

222    7  8 

42  111 
276  19  8 
136  15  2 
173  4  9 
193  10  1 

78    2  6 

377    3  7 

463  19  7 

35  10  8 

43  6  2 


3.612  13  10  I   2.412  16    6 


90    0    0 


130    0    0 
1.080    0    0 


271    0    0 


1,671    0    0 


27    0    0 


27    0    0 


*  Including  60^.  balance  of  a  loan  obtained  previous  to  the  formation  of  the  District. 


COUNTY  OF  WORCESTER. 


844    0    8 

66  18    6 

219    3    8 

19    110 

662  18    3 

32  18    2 

262    2    9 

106  14    2 

866    3    6 

84  17    3 

18  16  10 

19    6    4 

686  19    6 

42  16    2 

884    4    6 

80    9  11 

8.288    7    9 

862  16    8 

2  14  0 
565  14  3 


45  0  7 


20  15  9  - 


71  11  0 
294  7  8 


96  4  6 

166  7  3 

361  12  6 

187  1  3 

226  10  8 

166  19  9 

197  1  6 

266  0  6 


66  0  0 


97  19  4 
86  18  4 


43  13  0   105  0  0 


7  16  0 


10  0  0 


0  16  9 

17  9  0 

15  9  0 

16  7  3 
3  2  5 


1.590  8  2 
1057  14  7 
2,703  16  11 
1,665  6  1 
2,251  1  6 
1,276  15  3 
1.728  1  10 
1.897  16  8 


278  8  6 

266  11  2 

719  16  6 

27  6  11 

264  5  1 

109  1  3 

284  16  9 

269  4  1 


47  6  10 
16  0 
66  13  9 
161  9  10 
93  14  3 
29  3  0 
11  8  1 
66  4  4 


840  0  0 


146  0  0 


18  18  0 


20  16  9   979  7  1 


1.66717  6   188  17  8 


I 


61  8  0 


116  0  0 


8  6 


14^289  16  7 


2,168  9  2 


475  19  1 


966  0  0 


18  18  0 


H  8 
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ABSTRACT  STATEMiSNTS  OF   INCOME  AND  EXBENDITUKE  OF  HiaSWATS  IN         [TIAS   MOOS 


GOTJNTY  OF  YORK. 


Rateable 
Value. 


85,581 
131,793 

88,719 

109,013 

40,403 

77,844 

85,558 

96,650 

58,078 

38,253 

108,003 
62,714 

42,640 

123,882 
81,650 
58347 

65,591 

102.933 

123,510 
182,517 


NAME  OP  DISTRICT. 


North  Ridiho. 


AflkrigR 
Birdforth*       -       - 
Bulmer,  East* 
Buhner,  West* 
Greta  Bridge 
Hang,  Bast* 
Langbaurgh,  East* 
Langbaurgh,  West* 


Returns. 
-     12 


LciigUi 
of 
Highways!    In  Hand. 


63 

29 


21 
84 


1.722,783 


Leybum* 

82 

144 

5 

Malton* 

20 

t75 

0 

Northallerton*       - 

40 

166 

7 

Pickering     I^ythe.^ 

25 
23 

199 
121 

4 
2 

Richmond*     - 

46 

222 

2 

Ryedale*       - 

53 

267 

6 

Whitby  Strand*     - 

21 

301 

2 

West  Ridihg. 

EcdesfieldftBradfleld  2 

177 

0 

Settle     .       .       - 

31 

254 

6 

Staincliffe,  East      • 

56 

t264 

0 

Strafforth  and  Tick- ■) 
hill  Lower    -      •} 

54 

292 

4 

X.  T. 

162  4 

214  6 

148  4 

167  0 

127  2 

154  0 

178  5 


^BALANCE, 
31st  December  1867. 


Overspent. 


BBGBIPT8. 


Rates  or 
Assessments. 


From 

Turnpike 

Trusts. 


Money 
Borrowed. 


Other 
Receipts. 


Total 
Rbcsivts. 


£  8,  d. 
91  5  4 
864    4    6, 


£  8.  d. 
6  6  0 
27    6    7 


664 


8,845    5 


136    8 

3 

25  16    0 

259  12 

4 

- 

84    0 

8 

5  10  10 

223  19 

4 

7  15    7 

876  16 

8 

15    4    6 

162    1 

6 

•7  16    9 

51  12 

8 

. 

110  16 

3 

. 

240    5 

4 

2    5    8 

178    3 

6 

21    9    4 

116  13 

5 

- 

70    7 

7 

10    2    8 

165    1 

8 

6  18    7 

226    5 

1 

91112    3 

804  18 

0 

155  14    8 

103    9 

8  1 

2,092  11    1 

5    9 


4,161    6    8 


100  11  10 


8,807    2    8 


£    8.  d. 

508    0  4 

2,778    1  11 

2,601  18  7 

2,383    0  0 

677    6  6 

1,040  13  0 

2,565    9  0 

i681    0  0 

1,140  16  2 

878  10  0 

1,539    0  0 

1,653    5  0 

1,378    2  6 

1,288  18  11 

2,809    0  0 

2,436  14  9 

^008  10  11 
1,684  0  0 
4,387  1110 
7,546    0    0 


£    8,  d. 

142    1    9 

5    7    0 


91  15    9 


42  12    6 


157  10  0 
72  9  8 
120    0    0 


i 
45,584  18    5  j       681  16    8 


£    8.  d. 


£  8.  d. 
12    0 


22    7  6 

86    9  0 

4  16  0 

7  10  0 

18    6  0 


14    4    1 

86  5  0 
49-18  8 
72  16    9 

74    111 


887  16  .6 


£    8.    d. 

786  4  1 
2,783  8  11 
2,60118  7 
2,405    7    6 

718  14  6 
1,054  9  0 
2,572  19  0 
%709  6  0 
l,aj2  U  11 

878  10  0 
1,589  0  0 
1,653  5  0 
1,378  2  6 
1,331  11  5 
.  ^800  0  0 
2,460  18  10 

4,089  15  11 
1,891  8  8 
4.532  18  8 
7.740    1  11 


46,664  11    7 


Manual 


indndiiw 

Contract 

Work. 


£  9.  d. 

144  IS  6 

1342  11  10 

841    7  1 

804  12  U 

366  10  0 

70618  9 

797    0  7 

1,663    8  5 

1,520  18  1 

996    6  7 

800    7  0 

422    5  6 

645  18  £ 

688  18  8 

9Sa  U  8 

919  IS  6 

1,948  10  2 

860  IS  '6 

753    9  4 

2,94S  17  8 


i  I.  L 


3C  3  '. 

s:  k  i 

8119  ' 
550K  • 

-an  II  • 

192  11  !■ 
£46  1^  : 

142  If.  . 
2WiI  . 

ST  ^  § 

a&  a « 

551  4 : 
S82  9  i 

\JSfA  6  ' 


19,008    8    2      ^fiSl\\\ 


*  For  about  9  months. 


t  Estimated. 


NORTH    WALES. 


COUNTY  OF  DENBIGH. 


34,296 
41.208 
34.991 
52.334 
117,011 

Abexgele        -       -       6 
Llangollen      -     -     11 
Llanrwst       -      -       9 
Ruthin       -          -     16 

124    0 
240    6 
260    0 
194    0 
252    0 

67  12    1 
175    2    2 
64  14    4 
85  17  10 
570    7    5 

27    5    9 
7115    7 
24    4    8 
58    9    0 
104  11  10 

718    6    4 

1,545  12    0 

856    8    4 

916   a   0 

2,894    0    0 

- 

8    2    0 
2    0    0 

720    8    4 

1,547  12    0 

865    8    4 

916    0    0 

2396    0    0 

800  IIU 

1,011  8  6 
462  18  8 
408    0    9 

1.413    0    0 

111  ♦  ♦ 

79  4  ^ 

■J 
617  1  ^ 

•  I-      •         • 

4    0    0 

279,810 

78 

1,070    6 

963  18  10 

281    6    5 

6,929    1    8 

- 

8    2    0 

<^987    8    8 

8/»0  19    5 
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COUNTY  OF  YORK. 


EXPENDITURE. 

BALANCE, 
81st  December  1868. 

DEBTS. 

Rate 

Matorials. 

Trades- 
men's 
Bills. 

Law        Improve- 
Charges.      ments. 

Salaries 

and 

.Ck>mmon 

Charges. 

To 

Turnpike 

Trusts. 

Interest 

of 

Debt. 

Money 

Borrowed 

Bepaid. 

other 
PlQrments. 

Total 

EXPBKDI- 
TUSB. 

In  Hand. 

Money 

Unpaid 
Interest. 

of 
Inte- 
rest 

per 
Cent. 

£   8,  d, 
333    0    0 
617    4    a 
024  11    4 
728    8    8 

27  U  10 
12S    9    2 
622  16    8 
717  19    2 

£  8,  d, 

0    6    0 
76    8:0 
179  18    1 
57  14  11 
10  16    6 
40    0    4 
69  16    8 
68    2  11 

£   8.  d. 

..... 

76    7    7 

£  8.  d, 
94  14    6 
221    6    7 
186    9    4 
170    6    8 
110    2    0 
188    9    2 
178    6    3 
201    5    9 
181    9    2 
59  15    7 
168  16    2 
147  17    6 
124    6  11 
193  12  11 
140  18    1 
260    2    6 

262  10    2 
214    9    8 
271  14    8 
324  16    6 

£     8,d. 

£  8.  d. 

£  8,  d. 

1 
£    ».  d.  1      £     8,   d. 

£  8.  d. 
268  15    1 
766    8    7 
866  10    9 
894  12    8 
194    7    8 
263  19    5 
738    6    5 
245    8    0 
49  19    2 
47    1    5 
29    3    8 
407    4    7 
173    8    5 
800    7    6 
161    8    4 
120    4    9 

469  11    8 

828    0    9 

71    0    2 

1,284    8    6 

£    8,  d. 

28    0    0 

143    8    9 

876  11  11 

110  10    2 

23  19    4 

92  18  10 

28    8    1 

58    0  10 

468    110 

166  11    7 

806  17  11 

241    0    1 

180  14    3 

159    6    0 

881    9    0 

118    0  10 

666    6    7 

65    5    0 

2,080    3    6 

20    Oil 

£  8,  d. 
80    0    0 

£  8.   d. 

£ 

26  15    0 
137    6    0 
178  19  11 

15    8    2 

900      O      t 

2,496    2    0 
2,728  12    0 
2,880  17    4 
621  16    7 
1,099  12    2 
2,219    7  11 
2,671    8    7 
1,702    7    3 
1,108  16    5 
2,068  18  11 
1,648  14    8 
1,836  18    4 
1,298    8    4 
2,589    5    7 
2,601  18    0 

8,461    8    8 
1,767  15  10 
4,552  19    8 
7311    8    3 

7  11    0 
20    4    6 

10  14    4 

87  11    4 

- 

.       .       . 

- 

-       -       » 

381    7,9 
70)10^4 
930  12    0 
2i8    05 
235  12    0 
634  18    1 
729  13    5 

617  10  10 

850    VlO* 

2,419    9    5 

1,390    0    2* 

68  14    8 
50  11  11 
0    8    6 
26    0    6 
18  17    8 
76  14    8 
188  12    8 

107    8    5 
86  14    2 
69U    4 

138U    8 

16    1    8 
28  12    5 
1116    6 

- 

21  14  11 
990  12    1 
720    7    4 

18  12    6 

9    0    7 

- 

5    8    0 

104  14    1 

19    1 

17  11    4 

94  14    9 

47  on 

0    2    6 
23 '0    6 

4    0    0 
60    6    0 

- 

43    0    0 

. 

. 

- 

14  18    4 

156    2    8 

4  10    0 

10    0    0 

5 

12,730  11  3 

1,20110    1 

66    9    6 

1,809    111 

3,636  7    7 

639    0    6 

4  10    0 

10    0    0 

396    6    1 

46,176  18  10 

6,682     2    6 

5,400    6    4 

80    0    0 

- 

NORTH      WALES. 


COUNTY  OF  DENBIGH. 


22  18  11 

080    0    4 

20    3    1 

X»9  19    6 

:70    6    0 


409    7    9 


9  17    4 


15  16    6 

16  16    6 
39  12    0 


82    2  10 


016    0 


0  16    0 


176    4    6 


176    4    6 


123    2 

0 

148    2  11 

186  11 

6 

200  17 

1 

274    0 

7 

882  14 

1 

82    0    0  I 
87  12    0 
189  10    0  i 


I 


269    2    0 


0    4    0 
0    10 


72  13    5 


72  18    5 


650    8  6 

1.477    4  9 

860    4  0 

908    8  0 

2,662  18  8 


6,668  18  11 


118  18  8 

255  17  8 

89  17  5 

76    1  4 

715    0  9 


1,250  16    5 


8  7  6 
82  8  5 
54  8  0 
86  16  6 
14    8  10 


189  18    8 


J. 


H  4 
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ABSTBAOT  STATEMENTS  OF  INCOME  ANB  EXPENDITUfiB 


[tbab  BKIOrft 


SOUTH    WALES. 

(Under  2Srd  and  24<A  Victoria,  cap.  68.) 


COUNTY  OF  BRECON. 


Length  of 
Highways. 

BALANCE. 
25th  March  1867. 

RECEIPTS. 

NAMES  OF  DISTRICTS. 

In  Hand. 

Overspent. 

Rates  or 
Assessments. 

Other 
Receipts. 

Total 
Receipts. 

Manvl     , 
LAbou. 

Returns. 

M.      F. 

£    *.    d. 

£     #.    d. 

£     s. 

(/. 

£     «.    d. 

£     s. 

d. 

£    t.   <£ 

Brecon          -             -           .30 

192     0 

43  13  10 

158  13  10 

1,567     0 

0 

- 

1,567     0 

0 

819    3    3 

Boilth        -           -        -        -  21 

196     6 

26     1     0 

49     2     1 

874  15 

0 

65     0     0 

939  15 

0 

331     4  10 

Crickhowell        -        -            -  13 

153     7 

110  16     0 

38  13     6 

948  10 

0 

3  10     6 

952     0 

6 

600    I    e 

Devynnock        -            -        -  12 

217     0 

69     4  11 

54     6     0 

895     0 

0 

- 

895     0 

0 

610     9  11 

Talgarth            .          .           -  26 

148     2 

62  13     9 

143  13     1 

1,470     0 

0 

. 

1,470     0 

0 

425     8  10 

Vaynor            -           -            -    6 

74     3 

90     3     6 

- 

430     0 

0 

1     0     0 

431     0 

0 

255  12    5 

Ystradgnnlais             -             -    8  ' 

30    4 

54  18     0                0  16     3     1 

262  10 

0 

- 

262  10 

0 

126  18    T 

116 

1,012     6 

457  11     0 

445     4     9     1 

6,447  15 

0 

69  10     6 

6,517     5 

6 

3,168  13  10 

COUNTY  OF  CARDIGAN. 


Aberayron 

-  14 

293     4 

67     4     0 

16     5     8 

632     0 

0 

... 

632     0 

0 

391   10  11 

Cardigwtt 

-     8 

71     1 

78  18     7 

9     4     7 

269  19 

2 

. 

269  19 

2 

131     5    i 

Genenrglyn,  Lower 

-  11 

87     6 

7  13     6 

9     1     0 

307   10 

0 

. 

307  10 

0 

165  11    4 

Genenrglyn,  Upper 

-    7 

62     4 

»         •         • 

- 

253     0 

0 

- 

253     0 

0 

107     8    : 

Lampeter 

-  10 

97     6 

58  11     6 

34     0  10 

242     0 

0 

- 

242     0 

0 

155     1  10 

LlandyssU 

-    3 

♦61     0 

0  13     1 

1   15     8 

154     4 

1 

- 

154     4 

1 

70     6  \0 

Newcastle  Emlyn 

-     9 

106     ^ 

6     0  11 

15  13     3 

3j52     9 

8 

- 

362     9 

8 

190    9    i 

Tregaron,  Lower 

-  15 

91     2 

35  17     2 

21   10     2 

322     5 

0 

. 

322     5 

0 

213    5    i) 

Tregaron,  Upper 

-  12 

90     5 

3     8  10 

34     0     6 

300  14 

0 

9     0     0 

309  14 

0 

186     1  10 

Ystwyth,  Lower 

-     7 

90     0 

25  14     8 

10  17     6 

295     0 

0 

- 

295     0 

0 

201   13    ] 

Ystwyth,  Upper 

-     5 

94     0 

0  11     0 

1     3  11 

287     0 

0 

- 

287     0 

0 

153  12    6 

101 

1,146     2 

284  13     3 

153   13     1 

3,426     1 

11 

9     0     0 

3,435     1 

11 

1,966     6    7    i 

*  Decreased  12  miles,  roads  not  now  repaired. 

COUNTY  OF  CARMARTHEN. 


Carmarthen 

-  13 

216     2 

198  13 

0 

33  16 

9 

509     7     9 

0     2     3 

509 

10 

0 

290     3    3 

Clears,  St 

-  13 

104     6 

63  15 

8 

51   13 

3 

803  19     7 

7     5     0 

811 

4 

7 

274  12  10 

Cross  Inn 

-  30 

117     6 

51   17 

7 

26     0 

0 

470     0    0 

- 

470 

0 

0 

272  10    1 

KidweUy    - 

-     1 

10     0 

- 

- 

37  15 

5 

83  14     9 

0  12     3 

84 

7 

0 

35     8    I 

Llanboidy 

-  11 

162     0 

24     6 

11 

69     6 

3 

1,518     0     0 

17     5     0 

1,635 

5 

0 

351     8    0 

Llandilofieiwr 

-  18 

143     7 

57     5 

11 

26     5 

10 

579     0     0 

. 

579 

0 

0 

301  11    5 

Llandovery 

-  14 

170     6 

49     0 

3 

19     0 

4 

843     0     0 

- 

843 

0 

0 

508  16  U 

Llanelly 

-  13 

118     1 

436  10 

8 

14  11 

0 

645     8  11 

- 

645 

8 

11 

757     5    0 

Llangadock 

-  12 

89     4 

81     4 

4 

19     9 

0 

345  16     2 

12     0     0 

857 

16 

2 

148    3    0 

Llangendeime 

-    7 

161     0 

128  14 

8 

- 

- 

941     4     8 

. 

941 

4 

8 

301  10    9 

Llanllawddog      - 

.     6 

96     0 

3  13 

4 

25     2 

8 

286     3  11 

- 

286 

3 

11 

146    2    i 

Llansawel 

-  16 

164     1 

154     6 

1 

65     7 

1 

620     0     0 

. 

520 

0 

0 

844     1    0 

Newcastle  Emlyn 

-     6 

110     6 

1     5 

1 

10  14 

11 

359     0     0 

2     0     0 

361 

0 

0 

107  13    : 

160 

1,654     7 

1,250  13 

6 

399     2 

6 

7,904  15     9 

39     4     6 

7,944 

0 

3 

3,839    6    5   1 
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30UTH     WALES. 

(Under  23j'rf  cmd  iUh  Victoria,  cap.  68.) 


COUNTY  OF  BRECON. 


EXPENDITURE. 

d. 

BALANCES, 
25t!iMan)hl868. 

ream  Labour. 

Materials. 

Tradesmen's 
Bills.. 

Salaries. 

Other          1 
Payments. 

£    *.    d. 

Total 

ExPEIfDITURX. 

In  Hand.        |       Orenpent 

£     9.     J. 

£    8.    d. 

£    M.    d. 

£    $, 

£      «.    d. 

£    «.    dL 

£    «.    d. 

^         .        - 

351     7     2 

40    2    2 

172  17 

6 

35  17  11 

1,419     8    0 

67     8    3 

84  11     3 

- 

464    6  11 

13  12     1 

111  13 

0 

I  10    0    1 

922    6  10 

12     7     1 

18    0    0 

120  19     2 

51     3     0 

42  19     4 

150    0 

2 

29  14     1     . 

994  16     9 

87     4    5 

57  18     2 

-          •         - 

139  11     9 

2     9     8 

132  12 

0 

16  19    0 

902     2     4 

52  11  11 

44  15     4 

-          -         - 

349  17     6 

12  17     2 

135     0 

0 

32     6     5     * 

955     9  11 

474  13     8 

41     2  U 

47     7  11 

28  15     3 

18  11     6 

90     0 

0 

10  16     8 

451     8     9 

69  19     9 

— 

. 

53  10  10 

80    0 

' 

10     5     0 

270     9     5 

46     2     4 

168     7     1 

1,438  12     5 

130  11   11 

872     2 

8     1 

137     9     1 

5.915  17     0 

810     2     5 

196    7    8 

COUNTY  OF  CARDIGAN. 


150  12     1 

_ 

_ 

. 

« 

73  15     3 

1     5 

0  ! 

617     3 

3 

71  le^  1 

6     1     0 

14     8  10 

35  12 

4 

- 

• 

62  19     9 

8     6 

10  , 

252  13 

3 

94  16    2 

7  16     8 

34  10    0 

45  17 

«     i 

4    2 

9 

57  10  10 

3  14 

0  \ 

311     6 

5 

0    8    2 

5  12     1 

87  15     6 

23  14 

7     ' 

2  10 

0 

57   10    0 

9  18 

4  , 

238  17 

0 

19     1     8 

4  18     8 

52     1     0 

- 

-     - 

- 

- 

48     5     0 

2     9 

3    ; 

257  17 

1 

38  15     4 

30     1     9 

15  11     9 

40     0 

0       - 

- 

- 

31     0     0 

- 

156  18 

7 

. 

3  17     I 

25   15     6 

79  14 

10 

3     8 

9 

65     0     0 

- 

364     3 

3 

3     8     5 

14  14    4 

75     4     2 

4     3 

1 

5     0 

6 

60     0     0 

7     1 

6 

364  14 

3 

24  17  11 

53     0    2 

24     6  11 

1             42  14 

4 

3  16 

10 

60     0     0 

6  19 

6 

323  19 

5 

6  16     5 

51  13     6 

17     3     9 

48     2 

6 

5  19 

4 

57  10     0 

- 

330     8 

8 

4  14  11 

25     6     5 

24  12     6 

50  19 

7     ' 

2  18 

0 

56     9     0 

2     3 

2     \ 

290  14 

9 

0     7     0 

4  14     8 

472     2     0 

370  18 

9 

27   11 

2 

629  19  10 

41   17 

4 

3,508  15 

11 

265     2     1 

207  15  11 

COUNTY  OF  CARMARTHEN. 


34     1 

0 

155  13 

3 

38  11   10 

110     0 

0 

11     9 

6     ; 

639  18 

10 

146  16     1 

lis     8    8 

25     2 

3 

408     0 

9 

20  14     9 

115     0 

0 

4     2 

2     1 

847  12 

9 

19     6     3 

43  IS     0 

7  15 

0 

150  10 

6 

4     2   11 

67  10 

0 

35   10 

5 

538     5 

0 

25     6     1 

67  IS     6 

20     0 

10 

13     4 

4 

3   17     9 

15  10 

0 

-     . 

- 

88     1 

0 

.      -       . 

41     9     5 

48  10 

0 

984  15 

0 

20     0     8 

U5     0 

0 

25     0 

11 

1,544  14 

7 

22  10  11 

76  19  10 

46     2 

10 

119     3 

I 

14  18     0 

103     6 

2 

21   19 

8 

607     1 

2 

50  13  10 

47  U  11 

70     1 

6 

225     2 

I 

5   13     0 

95     0 

0 

6  17 

>     1 

911   10 

7 

32  17     4 

71     8    0 

- 

- 

0     2 

0 

7   14     7 

119     0 

0 

4     0 

1     • 

888     2 

2 

236     6     0 

56  19     7 

4     4 

6 

124     8 

0 

5  14     0 

58     0 

0 

15     0 

8 

355  10 

2 

68     6     1 

4    4    9 

6   19 

5 

530  19 

t 

27   11      I 

105     0 

0 

41     4 

11    ! 

1,013     5 

9 

65  18     6 

9    4  11 

17     3 

6 

64  18 

3 

6     1     7 

56     5 

0 

3     3 

3 

293  13 

9 

0     5     0 

29    4    2 

19  16 

0 

213  17 

10 

- 

100  15 

0 

7  12 

6 

686     2 

4 

48     9     8 

1S5  18    0 

33  11 

6 

124     3 

10 

3     2   10 

70     5 

0 

8  14 

3 

842  11 

0 

13  13    2 

4  14     0 

333     8 

4 

3,115     4 

6 

158     3     0 

1430  11 

2 

179  15 

5 

8,756     9 

1 

730    8  11 

691     6     9 

25342. 
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ABSTRACT  STATEMENTS  07  INCOME  AND  EXFBNBITIT&E 


[tias  bio 


COUNTY  OF  GLAMORGAN. 


Length  of 
Highways. 

BALANCES, 
25th  March  1867. 

1 

RECEIPTS. 

— 

NAMES  OF  DISTRICTS. 

In  Hand. 

Oyerspent 

Rates  or 
Assessments. 

Other 
Receipts. 

Total 
Rbceipts 

Mian 

Returns. 
BridgcDd        -            -            -  29 

M.      F. 

169    2 

&     s.    d.           As. 
191   10     6  ,           7  19 

d. 
7 

£     8.    d, 
1,072     0    0 

£     8.    d. 

£  s. 
1,072     0 

d. 
0 

1  #.  ^ 
71-  i  ( 

Cowbridge         -            -        -  28 

148     0 

26  12     8  ;         49  12 

4 

972     0     0 

3    7    0 

975     7 

0 

5«s  r  $ 

Dynas  Powis  (or  Cardiff)       -  27 

163     2 

16     5     9          185     3 

11 

1,518     8     9 

- 

1,618     3 

9 

7M  0  10 

Uandaff            -            -         -  15 

115     0 

107     9     3            61     4 

2 

2,094  10  11 

4     1     0 

2,098  11 

11 

\m  Ml 

Neath            -            -            -  31 

192     6 

216  14     8  1       285     5 

7 

2,741   17     0 

. 

2,741    17 

0 

1^15? 

Pontypridd,  No.  1          -         -    6 

179     8 

642  10     8        -         - 

- 

3,930     0     0 

2  14     0 

3,932   14 

0 

L47$  i  I 

Pontypridd,  No.  2        -           -    7 

134     0 

154     5     5              7     9 

2 

2,700     0     0 

4     0     0 

2,704     0 

0 

1,$«  0  • 

Swansea         -           -           -  36 

228     0 

208     9  10          176     9 

4 

1,655  18     6 

- 

1,655   18 

6 

575  1  J 

179 

1,320     5 

1,662  18     4          773     4 

1 

16,684  10     2 

14     2     0 

16,698   12 

2 

sfi's  n  ( 

COUNTY  OF  PEMBROKE. 


Boncath 

-  15 

144     6 

32     8 

11 

48  10     9 

762     6     0 

... 

762     6     0 

66   (  1 

Haverfordwest,  North 

-  17 

202     0 

161     0 

1 

25     8     4 

1,166     0     0 

. 

1,166     0     0 

405   0  1 

HaTerfordw««t,  South 

-  19 

173     6 

209  17 

2 

. 

993  10     0 

. 

993   10     0 

333  iO  J 

Lk<pk«dM 

.11  1 

86     3 

28     2 

5 

92  15  10 

580     0     0 

- 

580     0     0 

125  17   i 

Mathry 

-19| 

220     1 

148     1 

3 

43     7   10 

890     0     0 

- 

890     0    0 

549   0  J 

Midland 

-  13  1 

64     5 

66   14 

2 

4  14     5 

385  10     0 

. 

385  10     0 

135   0  5 

Narberth 

-  12 

60     2 

38     6 

9 

1   14     4 

650     0     2 

1   11     6 

651    11     7 

188   5  ' 

Newport        -        -        - 

-  19 

150     2 

81    10 

9     ' 

2     5  10 

486  15     0 

- 

486  15     0 

167  15  « 

Pembroke       - 

-18! 

159     0 

26  11 

11     ■ 

29     8     3 

1,171   15  10 

. 

1,171   15  10 
678     0  iO 

816  9  ' 

Tenby 

-  11 

93     I 

65     1 

4   : 

0  13     4 

678     0  10 

. 

263     « 

154 

1,304     2 

857   14 

9 

248  18  11 

7,763  17  10 

1   11     5 

7,765     9    3 

2,350  Ml 

COUNTY  OF  RADNOR. 


Colwyn 

-  12 

63'  0 

1     3 

3  ; 

43  16     7 

485  10 

0 

485   10     0 

Knighton 

-        -23  i 

230     0 

89     4 

€   1 

121     3  10 

736     0 

0 

4  10     0 

740  10     0 

Painscastle     - 

.  11   1 

103     0 

50     4 

»   i 

5  10  10 

599     0 

0 

" 

599     0     0 

Radnor 

- 17 ; 

100     0 

60  12 

7     1 

8  10     8 

606     0 

0 

-         -         _ 

606     0     0 

Rhayader 

-  24  j 

166     3 

66  17 

1     ' 

1 

27     6  11 

656     0 

0 

. 

656     0    0 

87  i 

I 

661     3 

268     2 

2     1 

t 

206     8  10     i 

3.082  10 

0 

4  10     0 

3,087     0     0 

'• 

25J 10  5 

313  I  ^ 

291 13  S 

1,598  8  * 


ABSTRACT. 


Length  of 
Highways. 

BALANCES, 
25th  March  1867. 

RECEIPTS. 

NAMES  OF  COUNTIES. 

In  Hand. 

Overspent 

Rates  or 
Assessments. 

Other 
Receipts. 

Total 
Rbceipts. 

SOUTH  WALES. 

Returns. 
Bkbcomhdie           -         -    ^16 

M.    p. 
1,012     6 

£    s.   d. 
457  11     0 

£      8.     d, 
445     4     9 

£      «.   d. 
6,447  15     0 

£     *.   d. 
69  10    6 

£        8,    d. 
6.517     5    6 

CABPiaANSHIBE       -                -      101 

1,146     2 

284  18     3 

153  13     1 

3,426     I   11 

9    0    0 

3,435     1  11 

Carmabthenshibe            -    160 

1,664     7 

1,250  13     6 

399     2     6 

7,904  15     9 

39     4     6 

7,944     0    3 

GLAMOBOAMgHIRE        -           -      179 

1,320     5 

1,562  18     4 

778     4     1 

16,684  10     2 

14     2     0 

16,698  12    2 

PEMBBOKS8HIBS      -                -      154 

1,304     2 

857  14     9 

248  18  11 

7,763  17  10 

1  11     5 

7,765     9     3 

Rabnobbbibb             -          -       87 

661     3 

268     2     2 

206     8  10 

3,082  10     0 

4  10     0 

3,087     0    0 

797 

7,100     1 

4,681  13     0 

2,226  12     2 

45,309  10     8 

187  18     5 

46,447     9     1 

Hano^ 
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COUNTY  OF  GLAMORGAN. 


EXPENDITURE. 

BALANCES, 
25th  Mareh  1868. 

1 
Team 
Labour. 

Materials. 

Tradesmen's 
Bills. 

Salaries. 

Other 
Payments. 

Total 

EXPBNDITDBS. 

1 
In  Hand«                Overspent. 

&    s,   d. 
165     5     0 

112   16     3 

143     7     6 

86     8     8 
173  13  10 
561    15     7 

68   19  10 
109  19     3 

£    8.    d. 
21  18     6 

24  4  4 
213  8  8 
584  4  9 
435  10     0 

23  13     7 

1,320     1     3 

319     3     2 

£    s.   d. 
26  10    8 

59     0  10 

53     6     2 

17     9  10 

61     4     9 

2,157  18     1 

33  17     9 

453     5  10 

£     s.   d. 
125     0     0 

147  12     2 

201    14     8 

180     0     0 

205     0     0 

205     0     0 

120     0     0 

168     2     0 

£    s.    d. 
12  17  10 

5     0     6 

22   14     1 

67  10  11 

242  18     8 

31     8     0 

16     9     2 

58     3     5 

£     «.   d. 
l/)68  14     0 

937     1     9 

1,428  11  11 

1,955  19     1 

2,975     2     4 

4,458  17     4 

3,202     8     7 

1,683   15     5 

£    9.    d. 
194  19     3 

62  15  11 

38  15     1 

226     8     5 

196     0     9 

580  16     2 

65     1     6 

168     1     9 

£     8.    d, 
8     2     4 

47  10  4 
119     1     5 

37  10  6 
496  17  5 
464  8  10 
416  13  10 
163  18     2 

1,422     5  iT   1        2,942     4     3 

2,862  13  11 

1,352     8  10 

457     2     2 

17,710  10     5 

1,531   18  10 

1,754     2  10 

COUNTY  OF  PEMBROKE. 


23     5 

2 

402     7     6 

. 

. 

88  11  11 

164  13 

1 

746     4 

2 

52  18  11 

51   18  11 

26  10 

4 

601   10  10 

14     8 

5 

129  19  10 

16     0 

0 

1,192     9 

8 

129     3  11 

20     I   10 

5     6 

6 

497   11     6 

6   10 

0 

125  .  0     0 

8  17 

6 

976  15 

9 

283  10     9 

6  19     4 

8     1 

6 

363  10     7 

2     1 

11 

80     0     0 

7     9 

11 

587     1 

7 

37     7     4 

109     2     4 

18   17 

3 

402     0  11 

15     2 

4 

118     0     0 

16  14 

0 

919  15 

3 

187     5     9 

62     7     7 

27     1 

0 

185     4     0 

11     7 

7 

79  19  11 

1   15 

1 

440     8 

0 

29     7     5 

22     5     8 

5  17 

7 

360     8  10 

4  17 

8 

85     0     0 

1     3 

6 

645  12 

7 

45     8     1 

2  16     8 

18  15 

3 

201     4     9 

11     8 

0 

106  10     1 

39     3 

2 

544  16 

7 

48  10     7 

27     7     8 

54  11 

9 

657     2     4 

14     7 

5 

131     0     0 

18  17 

6 

1,192     8 

5 

11   13     9 

35     2     8 

35     2 

0 

325  10     7 

0  14 

0 

85     0     0 

6     5 

0 

715  14 

11 

35  18     4 

9     4     5 

228     8 

4 

3,996  11   10 

80  17 

4 

1,029     1     9 

279  18 

9 

7,960     6 

11 

761     4  10 

347     6     8 

COUNTY  OF  RADNOR. 


108  12     1 

16  13 

4 

-            -            - 

45     0 

0 

49  11    10 

472     8 

0 

3     4 

5 

32  15     9 

244     6     6 

1   18 

0 

13     4     2 

69  10 

0 

4     6     6 

655  14 

1 

96  18 

3 

44     1     8 

60     8     8 

133     2 

9 

1     7     6 

60     0 

0 

18     3     7 

586     8 

5 

57  10 

6 

— 

161     1    11 

126  14 

2 

- 

54     4 

4 

25  10     8 

659     4 

9 

35  17 

1 

36  19  11 

192     0     1 

8  12 

1 

15     3     4 

60     0 

0 

5     2     8 

699  12 

6 

38     5 

9 

42     8     1 

766     9     3 

287     0 

4 

29   14  11 

288  14 

4 

102  15     3 

3,073     2 

9 

231   16 

0 

156     5     5 

ABSTRACT. 


EXPENDITURE. 

BALANCES, 
25th  March  1868. 

Team 
Labour. 

Materials. 

Tradesmen's 
Bills. 

Salaries. 

Other 
Payments. 

1 

Total 
expemditurb. 

In  Hand. 

Overspent 

£     *.   d. 
168    7     1 

£        8.    d, 
1,438  12     5 

£     s,   d, 
130  11  11 

£       8.    d. 

872     2     8 

£     8.   d, 
137     9     1 

&        8.     d. 

5,915  17     0 

£      8.    d, 
810    2     5 

£      8.    d. 
196     7     8 

472    2     0 

370  18    S 

27  11     2 

629  19  10 

41   17     7 

8,508  15  11 

265     2     1 

207  15  11 

333     8     4 

3,115     4     6 

158     3     0 

1,130  11     2 

179  15     5 

8,766     9     1 

730     8  11 

691     6     9 

1,422     5   11 

2,942     4     3 

2,862  13  11 

1,3.52     8  10 

457     2     2 

17,710  10     6 

1,531   18  10 

1,754     2  10 

223     8     4 

3,996  11   10 

80  17     4 

1,029     1     9 

279  18     9 

7,960     6  11 

761     4  10 

347     6     8 

766     9     3 

'           287     0     4 

29  14  11 

288  14     4 

102   15     3 

3,073     2     9 

231   16     0 

166     5     5 

3,386     0   11  ^ 

12,160  12     1 

34289  12     3 

5,302   18     7 

1,198  18     8 

46,925     2     1 

4,330  13     1 

3,353     5     3 
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HIGHWAYS     ACT. 


RETURN  to  an  Address  of  the  Honourable  the  House  of  Commons, 
dated  19  July  1869;— /or, 


*^  RETURN  of  Places  in  the  several  Counties  in  England  and  Wales  which 
have  adopted  the  Highways  Acts,  25  &  26  Vict.  c.  61  (in  continuation  of 
Parliamentary  Paper,  No.  505,  of  Session  1867-8),  with  additional  Columns, 
showing,  1 :  With  regard  to  each  County  in  which  the  Act  has  been  only 
partially  adopted,  the  Number  and  Total  Acreage  of  Parishes  which  have  not 
adopted  it ;  and  2,  The  Rate  in  the  £,  levied  as  Highway  Rate  in  each 
Highway  District,  during  the  year  ending  the  25th  day  of  March  1869/* 


{Sir  Michael  Hicks  Beach.) 


Ordered^  by  The  House  of  Commons,  to  belPrinted, 
31  May  1870. 
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LIST    OF    COUNTIES,    &c. 


Page. 

England  : 

Bedford 8 

Berkg 3 

Cambridge  - 3 

Cbester 8 

Cornwall -  8 

Cvmberland         .        -        ...  4 

Derby 4 

Devon         .----.  4 

Dorset 4 

Durham -  5 

Essex 5 

Gloucester .6 

Hereford 6 

Herts 6 

Huntingdon 6 

Kent -  6 

Lancaster 6 

Leicester 7 

Lincoln       ......  7 

Middlesex 7 

Monmouth  -        -        ...  7 


Page. 

Northampton       .....  7 

Northumoerland  ....  7 

Nottin^i^ham         -        ....  7 

Oxford 8 

Salop 8 

Somerset 8 

Southampton        .....  9 

Suffolk  9 

Surrey 9 

Sussex         ..-.--  9 

Warwick 10 

Wilts 10 

Worcester   -        -        -        -        -        -10 


York: 

East  Riding 
North  Riding 
West  Riding 


North  Wales. 


Denbigh 


10 
10 
11 


11 


Counties  in  which  the  Act  has  not  been  adopted. 

Bucks.  Anglesey. 

Norfolk.  Carnarvon. 

Rutland.  Flint. 

Stafford.  Merioneth. 

Westmoreland.  Montgomery. 

The  Act  does  not  apply  to  the  Counties  of  South  Wales. 


i\r.^.— The  Highway  Rate  not  being  equally  asBcased  on  the  Highway  Districts,  but  paid  by  the  Overseen 
out  of  the  Poor  lUte  on  the  Precepts  of  the  Highway  Boards,  which  nx  the  amount  for  each  Pariah  (not 
according  to  the  Rateable  Value,  but  according  to  the  requirement  of  each  Parish),  the  Rate  in  the  £.  for 
each  Highway  District  can  only  be  given  as  an  average  calculated  on  the  total  amount  of  Rate  and  the 
total  Rateable  Value  for  each  District. 

The  District  Returns  are  made  for  the  year  ending  Slst  December. 

The  Acreage  of  the  Parishes,  &c.,  m  which  the  Act  of  25  &  26  Vict,  has  not  been  adopted,  has  been  taken 
from  the  Census  Returns  of  18(31. 
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4      RETURN   OF  PLACES   IN   THE   SEVERAL   COUNTIES   IN   ENGLAND   AND   WALKS   WHICH 
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HIGHWAY  ACTS  (1862  AND   1864). 


RETURN  to  an  Order  of  the  Honourable  The  House  of  Commons, 
dated  11  April  IS70  }-for, 


AlBSTRACT  "  of  the  Replies  received  in  answer  to  an  Inquiry  made  by  the  Secretary  of  State 
for  the  Home  Department,  as  to  whether  the  new  System  introduced  by  the  Highway 
Acts  of  1862  and  1864,  had  given  satisfaction  to  the  Ratepayers  or  not.'* 


Home  Office,  Whitehall,^ 
11  April  1870.  J 


E.  H.  KNATCHBULL-HUGESSEN. 


ABSTRACT  of  the  Replies  received  in  answer  to  an  Inquiry  made  by  the  Secretary  of  State  for  the 
Home  l)epartment,  as  to  whether  the  new  System  introduced  by  the  Highway  Acts  of  1862  and  1864, 
had  given  satisfaction  to  the  Ratepayers  or  not. 


County  and 
Name  ofbistrict. 

Satisfactory. 

Unsatisfactory. 

Beds. 

Bedford  -        -         .        - 

"  The  new  system  has  not  given  universal 
satisfaction." 

Biggleswade     ... 

'^  Tbe  new  system  has  &:iven  entire  satis&c- 
tion.-                           ^ 

Bletsoe    .... 

"  Has  given  satisfaction." 

Luton       .... 

' .      ►     .            .            *. 

"  Not  given  satisfaction  on  account  of  the 
increased  expense." 

Wobum   .... 

Majority  of  parishes  dissatisfied. 

Berks. 

Abingdon         -        .        - 

"Given  great  dissatis&ction,  tbe  cause 
being,  the  great  increase  of  cost" 

Eastbampstead 

*' Those  who  were  most  opposed  have  ex- 
pressed their  entire  contentment." 
"The   working  of  the  new  law  has  been 

Farinffdon         ... 

o 

highly  successfiiL" 

Ilsley       .... 

"  Has  given  satisfaction," 

Moreton   -        .        -        - 

"      •      * 

'*  Not  given  satis&ction  on  account  of  tbe 
increased  expenditure." 

Wantage  .... 

"  Has  given  satisfection." 

Cambridqs. 

ArriDgton  and  Cazton 

"  Has  given  satisfaction." 

Chester. 

Audlem    .        .        -        - 

"The  ratepayers  are  satisfied." 

Broxton,  East  -        -        - 

Has  not  given  satis&ction,  being  too 
costly. 

Broxton,  West ... 

"  Has  given  general  satis&ction." 

Buoklow,  East 

"Has    given    general  satis&ction;    on  the 
whole  the  new  system  is  the  cheaper." 

Daresbnry        ... 

"  Has  given  satisfiEtction." 

"  No  ^ssatisfection  expressed." 

Eddisbury,  East 

Eddisbury,  West       - 

"  Has  given  general  satisfaction." 

Nantwich          ... 

"  New  system  preferable  to  the  old." 

Northwich        -        -        - 

"Almost    everybody  is    satisfied    with   its 
working  and  economy." 

• 

Prcstbury         .        .        - 

"Has  not  given  general  satisfaction  to 

the  ratepayers,  because  power  is  taken 
out  of  their  hands ;"   expense  less,  and 

Stockport  and  Hyde 

"  Preferable  to  the  old  system." 

roads  considerably  improved. 

Wirral     .... 

"  Has  given  satisfaction.^' 
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Abstract  of  Replies — continued. 


County  and 
Name  of  District 


CoRIfWALU 

Callington 

Camborne 
Camel  ford 
Falmouth 

Helston,  North 
Helfltoii,  South 

Launceston 
Liskeard  - 
Penzance 

Powder,  West  - 

St.  Austell 
St,  Columb 
St,  Germans     - 

Stratton    - 


Trecan  Gate 


Tregony 


Trigg  . 
Tjwardreath    - 

Cumberland. 
Alston      -        -        . 

Brampton 
Leath  Ward     - 

Longtown 
Wigton    - 

Derby. 

Swadlincote 

Devon. 

Ashburton 
Axminster 
Barnstaple 


Bideford  - 
Chulmleigh 
Crediton  - 

Crockernwell 


Cullompton 

Ermington  and  Pljmpton  • 


Great  Torrington 


'*  The  new  system  is  working  extremely  well;" 
"  far  more  work  done  now  for  the  same 
amount  of  money." 

**  Is  giving  satisfaction  to  the  ratepayei*s." 

^  Has  given  satis&ction." 

"  There  has  been  a  decrease  in  the  cost  of  the 
maintenance  of  the  highways." 

'*  Works  well  and  gives  satisfaction.'* 


"  Has  given  satisfaction." 


^'  Has  given  satisfaction." 
"  Has  given  satisfaction." 
"Has  resulted  in  a  more  uniform  and  well  con- 
sidered system  of  working  arrangements." 


'^  The  increase  in  the  cost  of  maintenance  is 
not  beyond  what  might  be  considered  to  be 
counterbalanced  by  a  better  system." 


"  Has  given  satisfaction." 
'*  It  is  satisfactory." 


"  In  every  respect  the  new  system  has  given 

the  greatest  satisfaction." 
"  Has  given  satisfaction." 
"  All  opposition  has  now  passed  away,  except 

with  regard  to  the  expense." 
"  Has  on  the  whole  been  satisfactory.'' 


"  Not  aware  of  any  dissatisfaction." 
"  Has  given  general  satisfaction." 


'  Has  not  given  satisfaction  on 
of  the  increased  expenditure." 


aOCOQQt 


"  Has  not  been  entirely  satisfactory." 
"  Has  not  given  satisfaction  ;  the  cause, 

the  increase  of  expenses," 
"  The  Acts  have  not  given  entire  satis- 
faction." 


'  Has  not  given  satidactioa ;"  die  causesy 
the  increase  of  expense,  and  tlie  indi- 
vidual power  of  the  waywarden  being 


superseded. 


*'  Is  not  satis&ctory,  inasmuch  as  the 
expenditure  has  been  considerably  in- 
creased." 


•*  Would  prefer  to  advert  to  the  old 
system  of  management." 

'^  Has  not  ^ven  satisfaction ;  the  cause  is 
principally  the  want  of  sufficient  super- 
vision over  the  labour." 


''  Do  not  approve  of  the  present  system ; 
the  expenses  are  greatly  increased, 
and  under  the  old  system  the  surveyor 
was  more  directly  interested  in  keep- 
ing down  the  expenditure." 

The  clerk  states  iliat  the  letter  of  inquiry  '*was  duly  laid  before  this  Board,  and  fully 
discussed,  but  I  have  received  no  instructions  to  make  a  report  thereon." 

''  The  present  system  does  not  cause  any  dis- 
satisfaction." 

<<  The  improvement  in  the  state  of  the  n>ads 
generally  may  be  considered  proportioiRite 
to  the  outlay." 

**  Has  given  satisfaction,  but  not  in  comparison 
with  the  increase  of  rates ;  the  present  is 
decidedly  better  than  the  old  system." 

"  Has  given  satisfaction." 

**  It  would  not  be  desirable  to  return  to  the 
former  system,  especially  as  the  expenses 
are  gradually  decreasing." 

^  Has  not  given  satisflietion :  the  improve- 
ment of  the  roads  has  not  been  commen- 
surate with  the  increased  expenditure.** 
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HIGHWAY   ACTS   OP    1862   AND    1864. 


Abstbact  of  Replies — cmtinuei. 


County  and 
Name  of  District 


Satis&ctoiy. 


Unsaiisfiictoiy. 


DsTON— conttnvecf. 
Hatherleigh 

Hobworthy 
Honiton  -         -         - 

nfracombe 

Kingsbridge     - 
Lifton      ... 

Midland  Roborough 
Newton  Abbot 

Ottery     - 

Soutbmolton     - 

Tavistock 

Tiverton  -        -        - 

Totnes     - 
Wonford  - 

Woodbury 

Dorset. 
Blandford 

Bridport  -        -        - 
Cerne       -        -        . 
Dorchester 
Shaftesbury 
Sherborne 


Sturminster 

Wareham 

Wimbome 


Durham. 

Auckland  ... 
Barnard  Castle 
Castle  Eden  and  Seaham  - 
Darlington  -  -  - 
Durham  and  Chester-le- 
Street. 


*^  Has  giTen  general  satis&ction." 
^^  Has  on  the  whole  given  sads&ction ;  the 
expenses  are  annualfy  diminishing." 


^'  Has  given  greater  satisfaction  than  the  old 
system.*' 

^'  Has  given  satisfaction ;  the  exemption  of 
the  waywardens  from  seeing  to  the  main- 
tenance of  the  roads  is  a  great  gain." 

'^  Has  given  satisfaction^" 

'<  It  is  desimble  to  maintain  the  present  sys- 
tem." 


'^  Has  given  general  satis&ction ;  there  has 

been  a  considerable  saving." 
**  Has  given  general  satisfaction;"  "the  Board 

and  raiepajers  are  perfectly  satisfied." 
*^  Has  given  satisfaction." 


"  Has  generally  given  satisfaction." 


"  On  the  whole  has  worked  well,  and  given 
satisfaction." 

'*  Has  given  satisfaction  with  but  few  excep- 
tions." 

"  Gives  satisfaction,  and  prejudices  which 
existed  at.  first  are  gradually  givinj?  way." 

*'  The  ratepayers  generally  are  satisfied  with 
the  new  system." 


*^  No  formal  expression  of  dissatisfaction  has 
ever  been  brought  to  the  notice  of  the 
Board,  and  there  has  been  a  marked  im- 
provement in  the  state  of  the  roads." 


170. 


"  Has  on  the  whole  worked  beneficially." 

**  Has  given  satisfaction/' 

'^  Has  given  sutisftction/' 

*^  Has  given  general  satisfiMstion." 

"  Has  given  satis&ction ;"  •'  a  considerable 
diminution  of  the  cost  as  compared  with 
the  old  system  has  been  effected." 

A  2 


^^  The  ratepayers  in  general  are  dissatis- 
fied, in  consequenee  of  the  increase  in 
the  expense." 


<<  Dissatisfied  with  the  present  system, 
inasmuch  as  a  corresponding  benefit  is 


not  received  to  the 
ex{»enditure." 


great  mcrease  of 


Has  not  given  satisfaction  on  account  of 
the  increase  in  the  expense. 

'^The  present  system  does  cause  some 
dissatisfaction,  but  considerable  im- 
provement hais  taken  place  in  the  cotf- 
dition  of  the  highway. 


'^  Has  not  given  satis&ction ;  the  prin- 
cipal cause,  the  great  increase  of  ex- 
pendittti^." 


'^The  new  system  is  not  looked  upon 
favourably,  solely  on  account  of  the 
increased  expense." 


'Does  not  give  general  satis&ction,  as 
the  expenses  are  considerably  increased ; 
still,  the  dissatis&ction  is  much  di- 
minished by  reason  of  the  improved 
state  of  the  roads." 


^'  Has  not  given  satisfaction ;  increased 

expenditure  has  been  the  cause." 
'*  Has  not  given  satisfaction." 
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BETURN   RELATING   TO   THE 


Abstract  of  Replies — continued. 


County  and 
Name  of  District. 


Durham — continued. 
Gateshead  and  South  Shields 


Houghton  -  le  -  Spring   and 

Sunderland. 
Lanchester        .        -         - 
Stockton  and  Hartlepool    - 
Weardale  .        .        - 


Essex. 

Bardfield.  (a) 
Billericay,  * 
Chelmsford.  * 
Dunmow  -        -         - 
Hedingham.  * 
Rochford  - 
Winsti'ee  and  Lexden 

Gloucester. 

Badgworth 
Bishop's  Cleeve.  f 
Campden 


Cirencester 
Fairford  - 
Gloucester 
Lawford's  Gate 

Lydney    - 

Moreton-in-Marsh 
Newent    - 

Northleach 
Sodbury  - 
Stow-on-the-Wold 

Stroud 
Tetbury    - 

Thombury 
"Wheatenhurst  - 
Winchcomb 

Wotton-under-Edge 


Hants. 

Alresford  - 
Alton 

Andover  - 

Basingstoke 
Catherington 


Satisfactory. 


Unsatisfactory. 


"  Has  given  general  satisfaction." 

**  Dissatisfaction  has  altogether  ceased." 

*'  Has  given  general  satiafection." 

"  Has  given  satisfaction ;"  "  there  has  been  a 

decrease  in  the  cost  of  the  maintenance  of 

the  highways." 


"Opinion  is  decidedly  unfavourable;'' 
"in  most  cases  on  the  score  af  in- 
creased cost." 


"  Has  given  satisfaction." 

"  Has  generally  worked  well." 


"  Has  given  satisfaction." 


"  An  increasing  feeling  of  satisfaction." 

"  The  ratepayers  are  generally  satisfied." 

"  Has  given  satisfaction." 

"  Has  worked  well,  and  given  general  satisfac- 
tion." 

"  The  Board  are  quite  satisfied ;  no  complaint 
lias  reached  them." 

"An  improvement  on  the  old  system." 

"  No  dissatisfaction  appears  to  exist  with  the 
ratepayers." 

"  Has  been  satisfactory." 

"  Has  given  satisfaction.*' 

"  The  Board  are  satisfied  with  the  general 
operatiims  of  the  Highway  Acts." 

"  Now  gives  satisfaction." 

"No  expression  of  dissatisfaction  has  ever 
been  brought  to  the  notice  of  the  Board." 

"  Approve  of  the  new  system." 

"  The  ratepayers  appear  satisfied." 


"  Has  giveu  satisfaction." 


"  Has  worked  as  well  as  could  have  been 
expected." 


"Has  not  given  satis&ction;  the  cause 
is  that  the  new  system  is  more  expensive 
than  the  old." 


^  Has  not  given  general  satisfaction ;  the 
great  source  is  the  uneven  increase  of 
expenditure  in  the  different  parishes." 


"  Has  given  general  satisfaction;"  "the  cost 
being  now  less  than  under  the  old  system." 

"Has  given  entire  satisfaction  to  the  rate- 
payers;" "  the  Board  are  perfectly  satisfied." 


"  Has  not  given  satisfaction  by  reason  of 
the  greatly  increased  cost" 


"  The  heavy  expense  of  maintaining  the 
roads  is  a  cause  of  great  dissati^tc- 
tion." 

"  Opinion  divided ;"  "  the  cause  of  dis- 
satisfaction arising  from  the  establish- 
ment charges,  and  there  being  no 
resident  surveyor  in  each  parish." 


(a)  '*  Safficient  time  hai  not  yet  elapsed  since  the  formation  of  the  district  to  enable  the  Board  to  make  any  reliable  return." 
*  Similar  to  the  foregoing,  marked  (a). 
t  Ko  reply  has  been  received. 
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HIGHWAY  ACTS    OF    1862   AND    1864. 


Abstbact  of  Replies — continued. 


County  and 
Name  of  District 


Satisfactory. 


Ungatisfactory. 


Hants — continued. 


Christchurch     - 
Droxford  - 


Fareham  - 
Fordingbridge  - 
Hartley  Wintney 

Havant    - 


Headley  - 
Hiirsley  - 

Kingsclere 

Lymington 


New  Forest 
Petersfield 

Ringwood 
Romsey.  f 
South  ^toneham 

Stockbridge 
Whitchurch      - 
Winchester 


Herbfobd. 

Bredwardine    - 
Bromyard 
Dore.  t 
Hereford  - 

Ledbury  - 


Leominster 

Ross 

Weobley  - 

Wigmore  - 

Herts. 

Bantingford 

Hadham  - 

Hatfield.* 
Hertford.  ♦ 
Hitchin.  • 
St.  Albans.  * 
Watford.* 

Hunts* 

Harstingstone  * 
Leightonstone  • 
Norman  Cross  • 


Toseland 


170. 


"  Has  given  more  satisfaction  than  the  former 
system  ";  "  the  cost  of  maintenance  has  been 
on  the  average  less  than  it  was  formerly." 

"  Has  given  satisfaction.'' 

Satisfactory. 

*'Has  worked  excellently,  and  given  great 
satisfaction  generally." 

"  Has  given  entire  satisfaction  to  the  rate- 
payers;" **the  Board  are  perfectly  satis- 
fied." 

"  Has  given  general  satisfaction." 

*'  A  number  of  inhabitants  consider  the  roads 
improved  under  the  operation  of  the  Act." 

"  Has  worked  well,  and  generally  given 
satisfaction." 


*'  Has  generally  given  satisfaction." 

'*  Has  given  satisfaction,  and  is  found  to  work 

well." 
"  Has  given  general  satisfaction." 

''Do  not  consider  there  is  any  ground  for 

dissatisfaction." 
*'  There  is  no  general  dissatisfaction." 
*'  May  be  considered  satisfactory  generally." 
"  Works  satisfactorily." 


"  Has  on  the  whole  given  satisfaction." 
"  Has  given  great  satisfaction." 

'*  The  waywardens  are  of  opinion  that  on  the 
whole  the    ordinary    highways   have   im 
proved." 


"  Has  worked  well  and  satisfactory ;"  "  the 
generality  of  the  highways  will  bear  com- 
parison with  the  turnpike  roads." 

**  Has  been  generally  satisfactory." 


"  The  ratepayers  appear  to  be  well  satisfied." 


''Has  given    less   dissatisfaction   than   was 
anticipated." 


"  The  new  system  gives  satisfaction  generally." 
"  On  the  whole  working  favourably." 


*'  Has  given  general  satisfaction." 
"  Has  mainly  given  satisfaction." 


"  Has  not  given  satis&ction." 


"  Do  not  consider  any  benefit  has  been 
derived  from  the  adoption  of  the  Acts ; 
the  expenses  of  maintaining  the  roads 
has  been  highly  increased." 


"  The  ratepayers  are  not  generally  satis 
fied,  principally  owing  to  the  increased 
expenditure  ;"    "  the  old  system  was 
universally  condemned." 


"  Has  not  altogether  given  satisfistction  ;" 
"  a  large  increase  in  the  expenditure." 


"  The  objections  against  the  system  have 
not  yet  been  removed." 


"  Has    given     great    dissatisfaction    on 
account  of  the  additional  cost" 


*  Similar  to  the  foregoing,  marked  (a). 


A3 


t  No  reply  lias  been  received« 
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RBTURN    RBLATIl^G  TO  THE 


Abstbact  of  Bbplibs — oontmued. 


County  and 
Name  of  District 


Satisfactory. 


Unsatisfact  ory. 


Kent. 


Appledore 
Ashford   - 

Bearsted  - 


Bromley  - 
Cranbrook 

Dartford  - 


Elham 

Faversham 

Horne 


Hoo 

Mailing    - 
New  Romney 
Rochester 


Sevenoaks 


SLeppey  - 
Thanet,  Isle  of  - 
Tonbridge 
Wingham 


Lancasteb. 

Childwall 
Garstang  Union 

Leyland   - 


Ormskirk 
Prescot    - 
Sefton       - 
Southport 

Upholland 


Warrington 

Leicebtbr. 
Ashby-de  -la-  Zouch 

Belvoir    - 
East  Norton     - 
Leicester  • 


Loughborough  • 


"  Has  given  satis&ction.'' 


'^  The  dissatisfaction  felt  at  the  first  increased 
expenditure  is  modified  by  an  anticipated 
diminution." 
*^  As  a  whole  has  given  satis&ctlon.'' 
*'  Has  worked  well    and  given  satisfaction 
generally." 


''  In  some  parts  of  the  district  complaints  are 
made  as  to  the  increased  cost'' 


Satisfactory. 


"  Has  been  most  satis&ctory." 

"  Appears  to  be  growing  more  into  favour.' 

''  Has  on  the  whole  been  satisfactory.'' 


"  Appears  to  be  satisfactory." 


'^  Has  given  eminent  sati^ction," 


"  Are  satisfied  that  the  system  works  well." 


**  Has  been  generally  satisfactory." 
"  Has  given  satisfaction." 


^Has    not    given    general     satisfiuitftoii, 
owing  to  the  increased  expenditure." 


^'  Has  not  given  general  satLsfactioD,  the 
cause  has  been  the  increased  exp^ 
diture." 


^^Has  not  given  general  satisfactioiiy 
owing  to  the  increased  expenditure." 

'^  Is  not  satisfactory,  on  the  ground  of 
increased  eost  and  want  of  supervision 
over  the  workmen." 

«  Much  dissatisfied." 

"  Has  not  given  satisfaction." 

^'  Has  not  given  general  satisfaction  u 
consequence  of  the  increased  expen- 
diture." 

"  Has  not  given  satisfaction  in  general; " 
''  may  mainly  be  ascribed  to  the  laige 
area  placed  under  the  control  of  ose 
surveyor." 


Half  the  number  of  parishes  ^'  object  to 
the  new  system." 


^'  Has  not  given  satisfaction  to  the 
majority ;  "  the  chief  cause  b  the  ia- 
creased  expenditure." 

'*  Has  not  given  satisfaction  to  some ;  the 
cause  is  the  taking  away  of  the  local 
management  of  the  highways,  and  an 
increase  of  the  rates." 

^  Is  unsatisfactory." 

^  Has  not  been  satisfactory." 

"  Resolved,  that  it  was. desirable  to  revert 
to  the  old  system," 

"Would  gladly  revert  to  the  former 
system  ; "  '<  considerable  improvementB 
have  been  made,  for  which  the  rate- 
payers do  not  like  paying." 


"Has  not  given  satisfaction;  the  causs^ 
increased  expenditure." 

"  Has  not  given  satisfaction ;  the  cause 
has  been  the  increased  ooet,  and  tke 
fiiet  of  a  waywarden  having  no  powar 
to  act  except  at  a  meeting  of  the 
Board." 

Ratepayers  not  satisfied;  but  ''way* 
wardens  are  by  no  means  unanioKMis  oa 
this  point." 
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HIGHWAY   ACTS   OF    1862   AND    1864- 


Abstbact  of  Bbplies — continued. 


County  and 
Name  of  District 


Satisfitctoiy. 


UnsatiBfaotorj. 


Leicbstbr — conid, 
Lutterworth 

Market  Bosworth 

Market  Harborough 
Melton  Mowbray 

Lincoln. 
Axholme,  I^  «f 

Gainsborough  - 

M1DDLB8BX. 
Edgware  -         .        - 

Monmouth. 
Abergavenny     - 

Caerleon  ... 


Cheptow  .        ,        . 

Chnstchurch    -         -        - 

Monmouth  and  Skenfrith  - 


Newport  - 
Pontypool  and  Usk  - 

Raglan  and  Trelleck 

Northampton. 
Bracklej  -         -         - 

Brixworth 


Hardingstone 


Irthlingborough 

Kettering 

Kingsoliffe 

Little  Bowden  - 

Thrapston 

Towcester 

Weedon    - 


NORTHUMBBRLAKD. 

Alnwick  -         -         -         - 

Belford    -  -  .  . 

Bellingham.* 

Felton      -  .  -  - 

Olendale  -  -  -  - 

Haltwhistle 

Hexham   -  -  -  - 

Norbam  and  lalaiidshires  - 


170. 


"  Has  ^vai  general  satis&ction ;"  "  the 
expenence  of  upwards  of  six  years  has 
proved  the  economy  of  the  n«w  system." 


"  Has  given  satisiftwition." 

**The  increase  in  the  expenditure  is  counter- 
balanced by  the  improved  system  of 
management." 

•*  Has  given  satisfaction  to  the  whole  Board 
and  to  the  ratepayers  generally." 


^'  Has  given  satisfaction  except  in  certain 
instances  where  the  expense  has  fallen 
extraordinary  heavy." 

"Dissatisfaction  has  now  passed  away." 


"  Has  given  satisfaction.' 


"  Has  given  general  satisfaction ;  the  roads 
much  improved  y  and  their  cost  is  less  than 
under  the  old  system." 


**  Has  given  satisfaction." 
^*  Has  given  satisfaction." 
"  Has  given  satisfaction." 
**  Has  given  satisfaction  generally." 
"  Is  an  improvement  on  the  old  system." 
"  Has  given  satisfaction ;"  average  expendi- 
ture less  than  under  former  system. 


Onljr 


recently  formed,  but  '^  so  &r  it  has 
gfven  satisfaction." 


*'  Has  given  satisfaction." 

"  Has  generally  given  satis&ction." 

"  Has  given  entire  satisfaction." 


"  Has  generally  given  satisfaction." 

*  SimUar  to  the  foregoing^  marked  (a.) 
A4 


"  Has  not  given  satisfaction,  on  the  ground 
that  the  fiuperintendenoe  of  the  labour 
cannot  be  properly  carried  out." 


"The Board  regrets  being  compelled  to 
repair  the  roads  under  the  new  High- 
way Act,  which  this  meeting  considers 
cruel,  oppressive,  and  ruinous  to  the 
ratepayers  at  large." 

Majority  of  parishes  dissatisfied  on  account 
of  the  increase  in  the  expense. 


'^  Not  satisfied  on  account  of  the  increased 
expenditure." 


**  Has  not  given  satisfaction  in  conse- 
sequence  of  the  extra  cost  incurred." 

"  Has  not  given  satisfaction  generally  5 
the  cause  of  this  is  the  increase  of  ex- 
penditure." 

*'  Has  not  given   satisfaction   owing  to 

increased  expenditure." 
"Has  not  proved  satisfactory ;  the  cause 

is  the  increased  expendiiore." 


"  Has  not  ^ven  satisfaction  ;  the  cause  of 
this  is  the  want  of  sufficient  super- 
vision*" 


"While  admitting  that  the  new  system 
has  not  been  entirely  satisfactory,  do 
not  wish  to  go  back  to  the  old  system." 


"Has  not  given  satisfaction,  as  the  ex- 
penses have  increased." 


"  Hae  not  given  satisfaction." 


^<  Not  satisfied ;  the  cause  is  the  increased 
expenditure." 
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RETURNS   RELATING   TO    THE 


Abstract  of  Replies — continued. 


County  and 
Name  of  District. 


Nottingham. 


Bingham  - 

Mansfield,  f 
Newark    - 


Nottingham 
OUerton  - 
Retford    - 


Satisfiictory. 


"  Has  given  great  satisfaction ;"  "  the  cost  is 
cousiderahlj  less  ander  the  present  system.*' 


Rushcliffe 
Southwell 

Oxford. 
Hampton^  East  • 


Bampton,  West 
Banbury  and  Bloxham 


Bicester 


Bullingdon 


Chadlington 
Henley    -        -        • 
Watlington 
Wootton  -        -        - 

Salop. 

Bishop's  Castle 
Bridgnorth 
Church  Stretton 
Cleojbiuy     Mortimer 

ridderminster. 
Condover 
Drayton  -        -        - 

Ludlow  -  -  - 
Newport  -  -  - 
Oswestry  -        -        - 


PimhiU    - 
Wem 
Wrekin    - 


and 


Somerset. 


Axbridge 
Bridgwater 


Clutton    - 
Crewkeme 

Dulverton 
Dunster.  f 
Frome 
Ilminster  - 


^  Grenerally  has  given  satisfaction. 


"Has    worked    well,   and    given     general 
satisfaction.'' 


"  Has  given  general  satisfaction." 
*'The    ratepayers    appear    generally    to 
satisfied.'^ 


be 


Unsatis&ctory. 


"  Has  generally  given  satisfaction." 
*'  Has,  on  the  whole,  given  satisfaction." 
"  Has  given  general  satisfaction." 
"  Has  given  satis&ction." 


"  Has  proved  most  satisfactory." 
"  Generally  has  given  satisfaction." 
"  Does  ^ve  satbfaction  generally." 
"  Has  given  satisfaction." 

'*  Does,  on  the  whole,  give  satisfaction." 

"  Has  given  satbfaction "  to  a  majority  of 

the  parishes. 
Has  given  satisfaction. 
"  Not  heard  of  any  dissatisfaction." 


*' There  has  been  no  dissatisfaction  mani- 
fested." 

"  Has  given  satisfaction  (except  in  some 
instances)." 

The  majoritv  of  the  Board  *'  were  of  opinion 
that  the  Acts  worked  satisfactorily  j"  "  in 
some  of  the  parishes  the  Acts  have  worked 
more  satisfactorily  than  in  others." 


"  Has  generally  given  satisfaction." 

** Gives  general  satisfaction."  "It  is  ex- 
tremely satisfactory  to  state  that  the  annual 
cost  has  diminished  about  22  per  cent" 

"  Has  given  satisfaction." 

"  Are  well  satisfied  ;"  "  heard  no  complaint 
whatever." 

"  Are  perfectly  satisfied." 

'*  The  ratepayers  generally  are  satisfied." 


t  No  reply  has  been  received. 


'^  Has  not  given  satisfaction ;    the  cause 
is  the  increased  expense." 

*'  Is  not  entirely  satis&ctory." 

*'  The  present  system  is  little  or  no  im- 
provement on  the  old  one." 
**  Has  proved  unsatbfactory  in  conse- 
quence of  the  increased  expense." 


''Generally  not  given  satisfisu^tion,  in 
consequence  of  the  increased  expen- 
diture.*' 


'*  Generally  has  not  given  satiBfaction ; 

the  cause  is,  that  me  supervision  of 

labour  is  imperfect" 
'^Though   generally    considered    better 

than  the  old  system,  has  not  given 

universal  satisiaotion." 


^'Originally  most  unsatisfactory;  this 
is  kept  alive  by  an  increase  in  the 
rates  conser|uent  on  the  increased  cost" 


'^  Has  failed  to  give  that  general  satis- 
faction which  was  anticipated." 
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Abstract  of  Replies— co«ft««^rf. 


County  and 
Name  of  District. 


SoHBBSET — continued. 
Keynsham       .        .        . 

liangport-        -        .        . 


liong  Ashton    - 
Milverton 

Shepton  Mallet 
Taunton  - 
Wells  . 
Weston  -  .  - 
WiUiton  - 
Wincanton 
Yeovil 


Suffolk. 

Blackbourne    - 
flartismere 


Layenham 

Mildenhall       - 
Wickhanibrook 

SURBBT. 

Blackheath 
Chertsey  - 
Croydon  - 


Dorking  - 
Epsom     - 


Farnham  - 
Godalming 
Godstone- 
Guildford 


Kingston  - 
Reigate   - 

Sussex. 
Hastings  • 
Mark  Cross 

Warwick. 

Aloester  - 

Henley-iu-Arden 
Kineton  - 


Stratford*upon-ATon 


170* 


Satis&ctory. 


"  Has  been  entirely  satisfactory ;"  "  a  con- 
siderable sayinff  has  been  enected  under 
the  new  system/* 

'*  Appears  to  have  given  satisfaction.'' 


Has  given  satis&ction  generally. 
^  Has  on  the  whole  given  satis&ction." 
'^  Upon  the  whole  has  given  satis&ction." 
^'  Has  hitherto  given  satisfaction." 
''  On  the  whole  nas  given  satis&ction." 
'^  Has  eiven  satis&ction." 
<<  This  board  is  satisfied  with  the  working  of 
the  present  Highway  Acts." 


"  Is  capable  of  being  worked  with  advantage." 

'*  The  experience  of  upwards  of  six  years  nas 

ereatly  modified  both  the  feeling  against 

Vie  Act  and  the  causes  which  gave  rise 

to  it" 


'*  Has  on  the  whole  worked  well,  and  given 

satis&ction." 
^^  Is  now  generally  satisfactory." 


^  Has  given  satis&ction/' 


'*  Has  given  satis&ction." 

''  Has  given  great  satis&ction,  and  the  actual 
cost  of  maintaining  the  highways  has  been 
diminshed  while  the  state  of  the  roads  is 
very  &r  superior  to  their  condition  under 
the  old  management." 


"Has  worked  well." 


"  Has  worked  well" 


"  Is  working  satis&ctorily,  and  with 

to  the  public  generally. ' 
'*  There  is  no  cause  of  dissatis&ction." 


benefit 


Unsatisfactory. 


B 


"  Under  the  new  system  the  repair  of  the 
roads  costs  more  than  under  the  old.'' 


"  Has  not  generally  given  satisfaction ; 
the  cause  is  an  increased  expenditure." 


"  Has  not  given  satisfaction ;  the  cause, 
the  &ot  that  all  local  power  has  been 
taken  from  the  waywardens." 


Unsatis&ctory. 

"  Great  difierence  of  opinion  was  expressed 

by  the  representatives  of  the  difierent 

parishes." 


"  Has  not  given  satisfaction." 

Unsatis&ctory. 

'*  A  certain  amount  of  dissatisfaction  exists 
attributable  in  part  to  a  feeling  of  de- 
fective supervision  and  control?' 

''Has  not  given  satisfaction  because  of 
the  largely  increased  expenditure." 


<'  Is  very  unsatisfactory  to  a  large  ma- 

i'ority." 
>issatisfaction  has  been  expressed  by 
some  ratepayers,  on  account  of  the  in- 
creased expenditure.^ 


"  Has  not  ^iven  general  satisfaction ;  the 
expense  is  greatly  increased." 

"  Does  not  give  gatisfection;  the  expense 
is  increased." 
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RETURN    RELATING   TO   THE 


Abstract  of  Replies — continued. 


County  and 
Name  of  District. 


Wilts. 
Amesburj 

Caloe       -        -        - 
Chippenham     - 
Cricklade 

Devizes    -        -        - 
Everley  and  Pewsey 

Hindon    -        •        . 

Mahnesbury     • 

Marlborough    • 

Salisbury 

Swindon  •         -        - 

Trowbridge 


Warminster 


WORCBSTER. 

Eyesham 
Kidderminster 
Hartley  - 


Redditch 
Shipston-on-  Stour 
Tenbury  - 
Upton-on-Sevem 

Upton  Snodsbary 


York  (North  Riding). 

Askrigg  .        .        -        . 

Birdforth  .        .        . 

Bulmer,  East   .        •        - 
Buhner,  West  -        -        - 

Greta  Bridge  -        -        . 
Hangy  East      ... 


Langbanrgh,  East.'*^ 
Langbaurgh,  West    - 

Leybum.* 
Malton.* 
Northallerton  - 

Pickering  Lythe,  East 
Pickering  Lythe,  .West 
Richmond 
Ryedale  -        -        - 


Whitby  Strand 


Satis&ctory. 


"  Generally  satisfiuitory.'' 

Has  giyen  satisfaction. 

"  Has  given  satisfection.** 

Has  given  satisfaction. 

*'0n    tbe    whole     is     satisfactory    to    the 

majority." 
Dissatisfaction  ''  has  now  in  a  great  measure 

ceased  to  exist'* 


*'  Has  been  found  to  be  tatisftLCtory/* 

"  Has  worked  satisfactorily." 

^  Is  satisfactory." 

'<  Has  produced  the  happy  results  of  greatly 
improved  hi^hwa^rs  with  very  little  extra 
expense,  and  nas  given  satisfaction.'' 


Unsatisfactory. 


<^Has  not  given  satis&ction  on  ftcoovnt 
of  the  increased  expenditure." 


"  Has  not  given  satisfaction  j  the  expends 
are  greatly  increased." 


"  On  the  whole  has  worked  well." 
'*  Has   upon   the  whole  given  satis&ction ; 
many  former  opponents  of  the  Act  have 
become  converts  to  its  principle." 

"  Has  dven  satisfaction.'' 

''  The  Board  generally  and,  they  believe,  the 
ratepayers  at  large  are  satisfied. 

The  Board  believes  "  the  money  of  the  rate- 
payers to  be  more  judiciously  expended 
now  than  formerly." 


"  Has  given  great  dissatisfection  from  tbe 
extra  expenditure." 


Has  not  given  satisfaction. 


'*  Has  not  given  general  satisfiMJtiou.' 
^^  Has  not  given  satisfaction." 


•'  Has  given  satisfection  generally." 


**  Has  given  satisfaction.^ 


^*  Has  not  given  satisfaction ;  the  grouiul 

being  the  additional  cost" 
''  Has  given  general  dissatisfaction." 
"  Is  not  working  satisfactorily." 
^^  There  has  been  an  increase  of  expense, 

and  there&re  dissatisfaction." 

•*Ha8  not  given  satisftction  generally, 
because  the  system  was  established 
against  the  wish  of  the  majority." 

Has  not  given  satisfaction,  the  rates  being 
increased. 


"Has  given  general  dissatisfaction;  the 

cause  being  the  increased  rates," 
"  Has  not  given  satisfaction." 
"  Is  not  working  satis&ctorily." 

"  The  ratepayers  still  continue  their  old 
objection,  mainly  on  the  grounds  of 
the  cost  of  salaried  officers  and  other 
establishment  charges." 

"  Has  failed  to  give  satis&ction,  chiefly 
because  the  Act  was  imposed  against 
the  expressed  will  of  a  large  majority." 


•  Similar  to  the  foregoing  marked  (a). 
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Abstract  op  Replies — continued. 


County  and 
Name  of  District. 


York  (West  Riding). 
Ecdesfield  and  Bredfield  - 

Lower  Strafforth  and  Tick- 
hiU. 


Settle,  t 
Staincliffe,  East 

Denbigh. 

Abergele  - 
Llangollen 

Llanrwst  * 
Ruthin  - 
Wrexham 


Satisfactory. 


^  Is  considered  an  improyement  orer  the 
former  system.'^ 

'^  There  is  a  growing  feeling  of  satisfaction ; 
severid  of  the  greatest  opponents  of  the  new 
system  have  expressed  tbemselres  content 
and  even  pleased  with  its  working.** 

'*  Has  given  satisfaction  generally." 


'^  The  Board  considers  it  very  satisfactory," 
About  half  the  number  of  waywardens  report 

^^  that  the  system  ^ives  satis&otion.'' 
'^  Has  giren  satisfaction  pcenerally.'' 
"  Has  given  satisfaction. 
^  Has  ^ven  sa^fiaotion.'' 

f  Vo  reply  has  been  reeelred. 


Unsatisfactory. 


The  replies  contain  a  very  general  acknowledgment  that  the  roads  have  been  improved  under  the  working  of  the 
Highway  Acts. 

Many  of  tlie  Highway  Boards  refer  to  the  neglected  state  the  highways  were  in  when  handed  over  to  their  charge, 
and  to  the  consequent  increase  of  expense  necessary  to  put  them  into  good  repair. 


The  suggested  alterations  in  the  Acts  are  too  numerous  and  too  varied  to  specify,  but  the  principal  are  the  following :-«« 

One  hundred  and  five  District  Boards  suggest  the  making  up  of  the  annual  accounts  to  the  t6th  of  March,  instead  of 
to  81st  of  December. 

Forty-five  District  Boards  suggest  that  ^eater  powers  should  be  given  to  compel  owners  and  occupiers  to  lop  trees, 
trim  hedges,  cleanse  ditcheSf  remove  scrapings^  &;c. 

Forty  District  Boards  suggest  that  aU  the  highways  in  the  district  should  be  repaired  out  of  the  common  fund. 

Twenty^wo  District  Boards  suggest  that  there  should  be  some  less  expensive  process  than  at  present  for  stopping  up 
useless  or  unaecessary  highways. 

Twenty  one  District  Boards  suggest  that  the  Acts  should  be  made  compulsory. 

Nineteen  District  Boards  suggest  that  there  should  be  greater  facilities  or  some  less  expensive  process  for  borrowmg 
money. 

Seventeen  District  Boards  suggest  that  **  Ratione  Tenure  "  roads  should  be  included  in  the  district,  or  that  greater 
powers  diould  be  given  wiih  reference  thereto. 

Twelve  District  Boards  surest  that  power  should  be  given  to  appoint  more  surveyors  than  one,  if  necessarj'. 

Twelve  District  Boards  suggest  that  greater  powers  should  be  given  to  the  waywardens. 

Twelve  District  Boards  auggest  that  when  tolls  on  turnpikes  are  abolished,  the  roads  should  be  repaired  either  out  of 
the  common  fund  or  the  coun^  rate. 

Eleven  Dbtrict  Boards  suggest  that  aU  turnpikes  should  be  abolished. 

Eleven  District  Boards  suggeat  that  the  present  Acts  should  be  repealed,  and  the  laws  consolidated  into  one  Act 

Nine  District  Boards  suggest  that  the  weights  carried  on  narrow  wheels  should  be  limited. 

Nine  District  Boards  suggest  that  all  gates  across  highways  should  be  removed. 

Eight  District  Boards  suggest  that  the  laws  relating  to  the  straying  of  animals,  pasturing  and  impounding  the  same, 
should  be  made  more  stringent. 

Eight  District  Boards  suggest  that  power  should  be  given  to  repair  ihe  roads  over  bridges. 

8ix  District  Boards  suggest  that  power  should  be  given  to  fence  dangerous  places. 

Six  District  Boards  suggest  that  the  Boards  should  be  compelled  to  have  an  independent  audit 

Six  District  Boards  suggest  that  the  districts  should  be  co-extensive  with  the  poor  law  unions. 
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HARBOUR,  &c.  BILLS- 


RETURN  to  an  Order  of  the  Honourable  The  House  of  Commons, 
dated  14  February  I870;— 


That  the  Board  of  Trade  do  present  to  this  House  a  Report  upon  the 
Burntisland  Harbour  Bill. 


1870. 
REPORT  OF  THE  BOARD  OF  TRADE. 


BURNTISLAND  HARBOUR  BILL. 


By  this  Bill  it  is  proposed — 

To  incorporate   **  Tlie  Trustees  of  the  Harhour  of  Burntisland/*  to  consist  Clause  7. 
of— 

1  The  Provost  of  the  Burgh  for  the  time  heing. 

2  Members  of  the  Town  Council,  to  be  elected  by  the  Town  C!ounciL 

2    Nominees  of  the  North  British  Railway  Company. 

1     Owner  or  Lessee  of  a  Colliery  in  the  county  of  Fife,  to  be  elected  by 
Owners  and  Lessees  of  CoUieries  in  that  County. 

6 


To  vest  the  harbours,  docks,  quays,  &c.  of  Burntisland  in  the  Trustees.  Clause  is. 

That  the  North  IMtish  Bailway  Company  shall  pay  and  relieve  the  Town  clause  21. 
Council  from  a  debt  of  10,000/.,  now  owing  by  theTowD  Council  of  Burntisland, 
imd  secured  on  the  Harbour  rates ;  and  that  all  debts  and  monies  now  due  to 
the  Town  Council  in  respect  of  the  Harbour  shall  be  paid  tq  the  Trustees. 

To  authorise  the  Trustees  to  construct  a  wet  dock^  situate  in  the  Harbour,  Clause  24. 
and  on  lands  adjoining  thereto,  and  all  necessary  quays,  wharfs,  walls,  roads, 
accesses,  approaches,  rails,  tramways,  sidings,  and  other  works  and  conveniences 
connected  therewith,  extending  from  east  to  west,  between  a  point  on  the  east 
side  of  the  Harbour,  33  yards,  or  thereabouts,  north-eastwards  of  the  north-east 
corner  of  the  slaughter-house  in  the  said  burgh,  and  a  point  on  the  line  of  high- 
water  mark  460  yards,  or  thereabouts,  westward  of  the  northern  end  of  the  wall 
or  pier  called  Cromwell  Dyke,  and  extending  southwards  to  a  point  on  or  near 
the  island  on  the  south-western  side  of  the  Harbour,  100  yards,  or  thereabouts, 
south  of  the  southern  end  of  the  said  Cromwell  Dyke,  vnth  an  entrance  to  the 
said  wet  dock  from  the  Harbour. 

To  empower  the  Trustees  to  maintain  and  improve  the  Harbour.  Clause  27. 

To  repeal  existing  Harbour  rates,  and  to  impose  new  rates.  Clauaes  82-  35. 

To  empower  the  Trustees  to  borrow  money.  Clause  45. 

21^(1).  To 
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Clause  63.  To  apply  the  rates  and  revenues  received  by  the  Trustees,  as  follows  r 

1.  In  the  maintenance  of  the  Harbour. 

2.  In  paying  interest  and  principal  of  money  borrowed. 

3.  In  paying  600  /.  a  year  to  the  Town  Council  of  the  burgh  in  per- 
petuity. 

4.  In  paying  interest,  at  the  rate  of  five  per  cent,  per  annum,  oti  the 
Harbour  debt  of  10,000/.,  to  be  paid  by  the  Railway  Company. 

5.  In  paying  the  experwe  of  improving  the  Harbour. 

6.  Any  surplus  revenue  remaining  in  any  one  year,  afler  making  the 
above  payments,  to  be  paid  to  the  Town  Council. 

Claiwes  54,  66.  The  above  payments  are  to  be  subject  to  the  following  provisoes,  viz.,  if  the 

rates  and  revenues  of  the  Harbour  shall  in  any  year  be  insufficient  to  pay  500  /. 
to  the  Town  Council,  the  North  British  Railway  Company  shall  make  good  the 
deficiency ;  and  if  such  rates  and  revenues  shall  in  any  year  be  insufficient  to 
meet  the  interest  on  10,000  /.  payable  to  the  Railway  Company,  the  ComjMtny 
shall  have  no  claim  for  payment  of  arrears  of  interest  in  any  subsequent 
year. 

Clause  56.  To  cancel  existing  agreements  between  the  Town  Council  and  the  Railwaj 

Company. 

Clauie  68.  To  repeal  "  The  Burntisland  Harbour  and  Dock  Act,  1866."    This  enactment 

authorised  a  company  to  make  a  wet  dock,  occupying  a  considerable  portion  of 
the  existing  Harbour  of  Burntisland^  and  to  purchase  the  existing  Harbour* 
and  the  right  of  levying  dues  and  rates  therein,  from  the  Town  Council.  The 
period  for  the  compulsory  purchase  of  lands  under  this  Act  expired  on  the 
6th  of  August  last.  None  of  the  works  authorised  have  ever  been  com- 
menced. 

Clouie  69.  To  constitute  the  Trustees  a  pilotage  authority. 

Clause  63.  To  save  the  rights  of  the  Town  Council  to  levy  burgh  custom  dues. 


The  Board  of  Trade  desire  to  call  the  attention  of  Parliament  to  the  prin- 
ciple which,  in  their  opinion,  should  always  be  observed  in  the  case  of  Harbour 
Bills,  viz.,  that  no  rates  should  be  levied  on  shipping  which  are  not  directly 
and  entirely  expended  for  the  benefit  of  shipping. 

Under  the  existing  Burntisland  Harbour  Improvement  Act,  passed  in  1848, 
the  Town  Council  receives,  and  applies  to  municipal  purposes,  one-fifth  of  the 
Harbour  revenues  arising  from  anchorage,  shore  dues,  and  a  composition  which 
has  been  made  with  the  North  British  Railway  Company. 

From  information  supplied  by  the  Town  Clerk,  the  Board  of  Trade  learn 
that  the  foUov^ing  has  been  the  income  of  the  Harbour  from  October  1859  t'> 
October  1869  :— 

RETURN  of  the  Incomb  of  Burntisland  Harbour  from  October  1859  to  October  1869. 


DUES. 

Year 

1899-Ga 

Year 

Year 
18(>I-6S. 

Year 
1862-63. 

Year 
1863<«4. 

Year 
1864-63. 

Year 
1866^. 

Year 

1866-67. 

Year 
1867-68. 

Year 

Anchorage,  1  rf.  per  Ion   • 

Light  dnt^,irf.     „          .       -       .       . 

Sliorc  dues,  per  table      .       .       .       • 

Cranago,      irf.  per  ton  • 

Ballast.        irf.     „         -       .       •       . 

£    #.    d 
1U8  17  11 
31  19   5 
35    1    9 
25  IS    7 

£.  *.  d 
13S    5    S 
33    8    3 
37  15    3 
67    7    9 

£.  #.    d. 

IM  16    4 
37  18  11 
33  11    0 
88    5    1 

£.  *.  d. 
153    1    9 
88  10    7 
76  17    4 
88    8    5 

£.  •,   d. 
189    6    1 

47    6   5 
113  16    5 
107-6 
• 

£.  a.  A 
191  19    5 
47  19   8 
1A3  10    8 
117    8    8 

£.  :  d. 
886    8    9 

56  11  10 
188  14  11 
144-6 

£.    a-  A 
865  17  H 
66    9    84 
322  14    8 
174    5    9 

£.  ^  d. 
421  11    1 

576  13   ? 
805  13    6 
96    8  11 

£.  *.  i. 
377  «  ♦* 

94  7  7l 
596  11  -i 
870    8  3 

31  10  84 

Composition   in  lieu  of   cuatoma  and\ 
dues  paid  by  the  North  BriUsh  RaiU 
way  CoiniMuy  to  the  Burgh,   under 

Burgh  and  the  Edimmrgh  and  North-, 
un  Hai.way  Company,  dated  16th and' 
2ltit,  and  r.glsteted  in  the  books  of 
Council  and  Session,  S7th  March  1818, 
per  annum    -       •       •       •       •       •) 

Composition  In  lieu  of  customs  and  ducs- 
upon  cuali  paid  by  lh«  North  British  i 
Railway  Company  to  the  Burgh  under  i 
agneinent,  per  annum  ...       .J 

196  11    8 
1,000   -   - 

60    •    - 

270  10    5 
1,000    -    - 

60   -    - 

311  IS    1 

1,000    -    - 

60    -    - 

350  18    1 
l.OCO    -    - 

60    -    - 

457    9    6 
1,000    -    - 

... 

510  18    - 
l,0CO    -    - 

en  -  - 

560  16    - 
l,flCO    -    - 

60    -    - 

829    7    74 
1,000    -    - 

60    -   - 

1,435  14   9i 

l.AUO    -  - 

61   -    - 

1,300   4  - 
1.090   -  - 

68   -  - 

TorAL  RsvffNVB  applied  in  \ 
tcnns  of  Act  of  Parliament  of  )  £. 
1818,  ciiS J 

1,226  11    8 

1,390  10    6 

1,371  12    1 

1,410  18    1 

1,517    9   5 

1,670  re  - 

1.610  16   - 

1,889    7   71 

8,495  14    H 

8.360   4   - 

Kof«.— The  anchorage  and  harb<mr  light  dues  are  levied  upon  vessds  entering  the  harbour.     The  shore  dues  axe  1c\-ied  upon  luimals  and  goods  landed  and  ahipiied 
viihin  the  harbour  at.U  royalty  of  the  burgh.    There  are  no  dues  lerkd  on  pcnons.  .    . 
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Of  these  amounts  one-fifth  of  the  railway  composition,  of  the  anchorage 
(lues,  and  of  the  shore  dues,  is  applied  to  town  purposes,  and  it  would  appear 
that  the  amount  so  applied  in  the  year  1868-9  is  a  little  under  400  /.  The  pre- 
sent measure  proposes,  however,  not  only  to  perpetuate,  but  to  aggravate,  the 
existing  state  of  things,  as  it  provides  (Clause  53)  that  not  only  shall  the  Town 
CouncU  receive  annually  600  /.  out  of  the  Harbour  revenues  in  perpetuity,  but 
that  any  surplus  revenue  which  may  remain  after  payment  of  the  expenses  of 
maintenance,  interest  on  debt,  &c.,  shall  be  paid  to  the  Town  Council. 

ITie  present  opportunity  should,  in  the  opinion  of  the  Board  of  Trade,  be 
taken  advantage  of  to  put  a  limit  to  the  existing  diversion  to  municipal 
purposes  of  Harbour  revenues,  and  the  Board  would  suggest  that  the  adoption  oF 
a  plan  similar  to  that  adopted  for  the  extinction  of  the  town  dues  at  Liverpool 
and  other  places,  should  be  made  a  condition  of  this  Bill  receiving  the  assent 
of  Parliament. 


While  thus  stating  their  objection  to  the  mode  in  which  it  is  proposed  by 
this  Bill  to  apply  the  rates  and  revenues  of  the  Harbour,  the  Board  of  Trade 
desire  to  offer  observations  on  some  of  the  Clauses  of  the  Bill. 

Clause  3.  The  Board  would  submit  that  there  is  no  good  reason  why  Section  78 
of  "The  Harbours,  Docks,  and  Kers  Clauses  Act,  1847,*'  referring  to  lighthouses 
and  beacons,  should  not,  in  accordance  with  the  usual  practice  of  Parliament, 
be  incorporated  in  the  Bill. 

Clauses  24  and  25.  They  would  also  suggest  that  in  the  construction  of  the 
proposed  wet  dock,  the  removal  of  Cromwell's  Dyke  and  the  occupation  of 
north-west  part  of  the  existing  Harbour  by  the  eastern  wall  of  the  Dock,  should 
be  deferred  as  long  as  possible  during  the  excavation,  in  order  not  to  interfere 
unnecessarily  with  the  present  area  of  the  Harbour. 

The  Board  submit  that  Clause  26  ought  to  be  omitted,  as  Section  1 1  of 
the  Harbour  Docks,  &c.  Clauses  Act,  1847  (to  be  incorporated  in  the  Bill), 
effects  I  he  same  objects.  The  retention  in  the  Bill  of  Clause  26,  taken  in  con- 
nection with  Clause  3,  might  be  taken  to  imply  a  power  to  deviate  from  plans 
without  having  first  received  the  assent  of  the  Board  of  Trade  to  the  altera^ 
tions,  and  which  would  be  contrary  to  the  usual  Parliamentary  practice. 

Clauses  32*35.  The  proposal  not  to  incoiporate  Sections  25  and  26  of  **  The 
Harbours,  Docks,  and  Piers  Clauses  Act,  1847,"  appears  to  require  considera- 
tion before  it  is  acquiesced  in.  Clauses  32-35  of  the  Bill  propose  to  enact  that 
the  existing  rates  should  cease,  and  the  new  rates  be  imposed,  from  and  after 
the  1st  of  October  1870.  It  would  appear  inequitable  that  these  new  rates 
should  commence  until  the  proposed  works  have  been  constructed,  and  the 
Board  of  Trade  would  submit  that  until  the  works  are  completed  the  existing 
rates  should  not  be  interfered  with. 

Clause  59.  In  the  event  of  Parliament  being  of  opinion  that  it  is  right  to 
confer  any  pilotage  authority  on  the  Trustees  of  the  Harbour,  the  Board  of 
Trade  would  suggest  that  such  authority  should  not  override  that  of  the  Leith 
Trinity  House,  or  other  general  authority  in  the  Forth,  and  should  be  confined 
to  vessels  bound  lo  and  from  Burntisland.  Such  local  authority  should  also 
not  be  permitted  to  have  different  rates  of  pilotage  from  the  Leiih  Trinity 
House. 

Schedule  B.  It  is  contrary  to  the  general  policy  of  recent  legislation  upon 
the  subject  of  differential  dues,  as  well  a^  of  Treaties  with  Foreign  nations.,  to 
make  Scottish  coals  or  home  gravestones  pay  less  dues  than  English  coals  and 
ibreign  gravestones,  or  to  make  33  per  cent,  difference  in  favour  of  British,  as 
compared  with  foreign  spirits. 

It  remains  to  direct  attention  to  the  opening  recital  of  the  Bill ;  it  is  most 
unusual  in  private  Bills  to  assert  or  confirm  in  recirab  a  title  to  private  pro- 
perty, and  the  Board  of  Trade  would  submit  that  the  introductory  statement  of 
the  Bill  should  be  altered  so  as  to  avoid  the  assertion  of  a  title  of  the  validity  of 
which  Parliament  has  no  means  of  judging. 


This  Bill  is  promoted  by  the  North  British  Railway  Company.    An  applica- 
tion has  also  been  made  to  the  Board  of  Trade  under  the  General  Pier  and 
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Harbour  Acts  by  the  Town  Council  of  Burntisland  for  a  Provisional  Order. 
The  Draft  Order  submitted  by  the  applicants  is,  with  a  few  verbal  exceptions, 
identical  with,  and  may  therefore  be  presumed  to  be  supported  in,  the  same 
interests  as  the  present  Bill.  The  proposed  works,  however,  are  not  so  exten- 
sive as  those  proposed  by  the  Bill.  The  Board  have  stated  to  the  Town  Council 
that  the  principle  by  which  their  action  is  guided  in  similar  cases  to  the  present 
is,  that  no  rates  should  be  levied  on  shipping  which  are  not  directly  and  entirely 
expended  for  the  benefit  of  shipping,  and  that  they  should  be  unable  to  proceed 
^  ith  the  present  application  unless  that  principle  is  uliimately,  at  any  rate, 
strictly  adhered  to  ;  that  looking  to  the  usage  which  has  for  some  years  obtained 
at  Burntisland,  the  Board  of  Trade  might  probably,  having  regard  to  Parlia- 
mentary precedents,  not  object  to  the  Town  Council  receiving  out  of  the  harbour 
revenues,  for  a  given  number  of  years,  not  exceeding  10,  an  annuity  calculated 
on  the  average  amount  during  the  past  five  years  of  the  one-fifth  of  the  dues 
and  composition  received  by  them  ;  but  that  subject  to  an  arrangement  of  this 
description,  they  would  take  care  that  in  any  order  made  by  them,  clauses 
should  be  inserted  providing  that  dues  levied  on  ships  and  goods  carried  in 
ships  should  be  applied  entirely  for  the  benefit  of  those  who  pay  them. 

Ilie  Town  have  not  acceded  to  these  terms,  and  the  Board  of  Trade,  there- 
fore, for  the  reasons  stated  in  this  Report,  will  decline  to  proceed  with  the 
application  for  a  Provisional  Order  until  the  burgh  either  accept  them  or  offer 
a  satisfactory  explanation  of  a  proposal  which  at  first  sight  appears  open  to  the 
objections  here  pointed  out. 


Board  of  Trade, 

12  February  1870. 


T.  H.  Farrei\ 
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HARBOUR,    &c.    BILLS 


RETURN  to  an  Order  of  the  Honourable  The  House  of  Commons, 
dated  14  February  1870:— 


That  the  Board  of  Trade  do  present  to  this  House  a  Report  upon  the 
Clyde  Lighthouses  Bill. 


1870. 


REPORT  OF  THE  BOARD  OF  TRADE. 


CLYDE  LIGHTHOUSES  BILL. 


By  this  Bill  it  is  proposed — 

To  repeal  the  29  Geo.  2,  e.  20,  under  which  the  lighting  and  marking  of  the 
River  Clyde  is  at  present  managed  by  certain  Commissioners  or  Trustees,  and  to 
incorporate  a  body,  to  be  called  '^  The  Trustees  of  the  Clyde  Lighthouses/'  to 
be  constituted  as  follows  ;  viz. : — 

1 — The  Lord  Provost  of  Glasgow  for  the  time  being. 

1— The  Dean  of  Guild        „  „ 

1 — The  Deacon  Convener  „  „ 

1 — ^The  Provost  of  Greenock  „ 

1 — ^The  Provost  of  Port  Glasgow  „ 

12     Persons  to  be  elected  annually  by  the  Town  Council  of  Glasgow,  of 
whom  six  shall  be  shipowners. 

3     Persons  to  be  elected  by  the  Town  Council  of  Greenock,  of  whom  two 
shall  be  shipowners. 


20 


To  vest  in  the  Trustees  of  the  Clyde  Lighthouses  the  lighthouses,  beacons, 
buoys,  and  land  or  sea  marks,  and  all  other  property  of  the  existing  IVustees  of 
Clyde  Lights  at  present  acting  under  the  29  Geo.  2,  which  are  situated  west  of 
a  Une  drawn  from  Newark  Castle,  in  Renfrewshire,  to  Cardross,  in  Dumbarton- 
shire; and  to  vest  in  the  Trustees  of  the  Clyde  Navigation  all  the  Ughts, 
beacons,  buoys,  land  and  sea  marks,  &c.,  now  vested  in  the  existing  Trustees^ 
which  are  situated  east  of  the  above-mentioned  line. 

To  authorise  the  new  Lighthouse  Trustees  to  maintain  and  repair  the  pro- 
perty vested  in  them,  to  erect  new  lighthouses  and  beacons,  and  to  execute 
such  works  as  they  may  deem  necessary  for  the  maintenance  or  improvement 
of  the  navigation  of  so  much  of  the  River  Clyde  as  is  to  the  westward  of  the 
above-mentioned  line. 

To  authorise  the  new  Trustees  to  take  dues,  not  exceeding  the  following  rates 
per  register  ton,  in  respect  of  all  vessels  which  pass  the  Little  Cumbrae  light, 
either  by  the  west  or  east  sides  of  Little  Cumbrae  Island,  or  by  the  chamiel 
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between  the  islands  of  Bute  a»d  Amm,  and  narigate  the  River  Clyde  and  the 
Firth  of  Clyde 

Penny. 

(1.)  East  of  Lady  Bum  (Gre enock  Harbour)  outwards,  ^ 
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Foreign  Trade. 


(2,)     „  99  „  inwards 

(3.)  West  of  Lady  Bum  (Greenock  trarbour)  outwards, 
(4.)     „  „  „  inwards     ^j 

(6.)  West  of  Lady  Bum  ---.-—   ^^J 

To  authorise  the  new  Trustees  to  expend  : 

(a)  On  the  lighting  and  improvement  of  the  navigation  of  the  Clyde, 
west  of  the  Lady  Bura^  the.  prooeedfr  of  tha.  above.  rate%.  ta  the::  eirtftfrtr 
of:— 

Penny, 

^    of  (1)  and  (2). 
All  of  (3)  and  (4). 
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of  (5). 


All  of  (6). 

(J>)  On  the  lighting  and  improvement  of  the  navigation  of  the  Clyde 
between  Lady  Burn  and  a  line  drawn  between  Newark  Castle  and  Cardross 
Burn,  the  proceeds  of  the  above  rates,  to  the  extent  of — 
Penny. 
^of  (1)  and  (2). 
j|of(5); 
having  regard  to  the  entrance  to  Port  Glasgow.  . 

To  authorise  the  Trustees  of  the  Clyde  Navigation,  subject  to  any  righis 
belonging  to  the  Trastees  of  Port  Glasgow  Harbour  under  their  Harbour  Act 
of  1864,  to  take,  in  respect  of  all  vessels  navigating  the  Elver  Clyde,  or  anyr 
portion  thereof,  to  the  east  of  Newark  Castle,  the  foUowihg  rates  per  register 
ton: — 


(1.)  Foreign,  going  inwards  or  outwards   -        -        -     ^t 
(2.)  Home  trade,  inwards  or  outwards      -         -         ^    h 

To  provide  that  these  rates>  levied  by  the  Clyde  Navigation^  shall  be  ex- 
pended whcdly  ia  marking  and  improving,  the  navigation  of  the  river. 

To  provide  for  the  keeping  of  separate  aocounts  of  the  several  rates  levied 
under  the  Act. 

To  authorise  the  new  Trustees  power  to  borrow  7,000/-,  on  the  security  of  the 
rates,  4,000  /,  to  be  expended  on  new  lights  or  other  necessary  works  to-  the 
west  of  Lady  Burn  (i.  e.  Greenock),  and  3,000  L  to  be  expended  on  similar 
works  between  Lady  Biu-n  and  Newark  Castle. 


BepresentaliSoB&  hafve  been  addressed  to  the  Board  of  Trade  on  the  parr  of  a 
portion  of  the  trasde  of  the  Ciy-de  in  favour  of  transferrrag  the  management  of 
these  Cumbrae  Lig^its  to  the  Commissioners  of  Northern  Lighthouses. 

If  the  local  inteneste  affected  were  willing  to  adopt  this  plan,  it  would'  no  doubt 
be  a  simpler  one  than  the  plan  proposed  by  the  present  Bill,  and  there  wxrald^ 
be  no  objection  on  the  part  of  the'  Board  of  Trade,  and  probably  none  on:  tiie 
part  of  the  Commissioners  of  Northern  Ughthouses.  In  thab  case  it  would  be 
necessary,  in  order  to  save  the  Mercantile  Marine  Fund  harmless,,  to  \vpfi 
upon  the  trade  of  the  Clyde  in  respect  of  these  lights  a  sum  eqjuival^it  tothlst 
cost  of  maintaining  them,  which,  accoxKiing  to  the  return  in  Psuiiameutarj^ 
Paper  (No.  283,  of  1858),  averaged  between  the  years  1837  and  1«67.  about. 
1,360/.  a  year.  This  toll  would  be  collected  with  and  in  the  same  way  as  the 
QtbgK  gseneral  light?  (hies. 

Section  29:  Under  the  present  wonding  of  this  dause^  vessels  passing  bet^mm^ 
theiisles  of  Arran  and  Bute,  to  or  from  Loch  Fjme,  for  instance,  but  mot  goiog 
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to  the  east  of  Bute  Island,  may  be  subjected  to  the  same  rates  as  are  imposed 
under  Sub-section  (6)  on  vessels  trading  west  of  Lady  Burn,  which  would  be 
objectionable  ;  and  vessels  trading  to  or  from  Ardmore  may  be  subjecte  1  to  the 
same  rates  as  are  under  Sub-sections  (1),  (2),  and  (6)  imposed  upon  vessels 
trading  east  of  Lady  Burn,  a  portion  of  which  tolls  are,  under  Clause  30,  to  be 
applied  to  the  improvement  of  the  approaches  to  the  Harbour  of  Port  Glasgow 
and  the  part  of  the  river  between  the  Lady  Burn  and  Newark  Castle,  and  from 
which  improvement  the  Ardmore  trade  would  derive  no  benefit. 

Section  32.  There  appears  to  be  no  good  reason  why  vessels  belonging  to  the 
Commissioners  of  Irish  Lights  -  should  not,  with  those  belonging  to  the  other 
general  lighthouse  authorities,  be  included  in  this  exemption. 

The  Board  of  Trade  would  suggest,  that  in  addition  to  separate  accounts  of 
the  rates  levied,  separate  accounts  of  money  expended  out  of  the  rates  should 
be  kept,  and  published  annually. 

The  general  powers  proposed  to  be  taken  under  Clause  28  for  the  removal  of 
obstructions,  and  the  maintenance  and  improvement  of  the  navigation  of  the 
River  Clyde  will,  according  to  the  usual  practice  of  Parliament,  render  necessary 
the  incorporation  of  Sections  11  and  12  of  "  The  Harbours,  Docks,  and  Piers 
Clauses  Act,  1847/'  and  of  Sections  13,  18,  and  19  of  "  The  Railways  Clauses 
Act,  1863,"  vdth  the  usual  interpretation,  that  in  construing  those  sections  "  of 
both  these  enactments,  the  words  ^  Harbour,'  ^  Dock,'  and  ^  Pier,'  ^  Work '  and 
^  Railway,'  shall  be  taken  to  mean  any  work  below  high-water  mark  which  the 
Trustees  may  construct  under  the  authority  of  this  Act." 

Board  of  Trade, 
February  1870. 

T.  H.  Farrer. 
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HARBOUR,  &c.  BILLS. 


RETURN  to  an  Order  of  the  Honourable  The  House  of  Commons, 
dated  14  February  1870; 

That  the  Board  of  Trade  do  present  to  this  House  a  Report  upon  the 
I.  Continental  Communication  Bill;  2.  International  Communica- 
tion Bill. 


187  0. 


REPORT  OF  THE  BOARD  OF  TRADE. 


1.— CONTINENTAL  COMMUNICATION  BILL. 
2.- INTERNATIONAL  COMMUNICATION  BILL. 


Continental  Communication  Bill. 


By  the  first  of  these  Bills  it  is  proposed  : — 

To  incorporate  "  The  Continental  Communication  Company*'  for  the  purpose  Clause  4. 
of  establishing  Steam   Vessels  of  great  power  to  ply  between  Dover  and  the 
Continent. 

To  authorise  the  Company, —  Clause  6. 

1.  To  remove  the  following  portions  of  the  existing  works  in  Dover 
Harbour : 

(a)  About  120  yards  of  the  southern  end  of  the  Crosswall  Quay. 

(4)  About  126  yards  of  the  south-west  quay  of  the  Inner  Harbour. 

(c)  The  south-west  quays  of  the  Tidal  Harbour. 

(d)  The  Boom-house  Pier,  the  South  Pier,  the  tide-lights,  the 
sluicing  reservoir,  and  about  70  yards  of  the  stone  glacis  between  the 
South  Pier  and  the  Admiralty  Pier. 

{e)  About  80  yards  of  the  southern  end  of  the  North  Pier. 

(/)  The  hardway  and  two  spurs  or  jetties  on  the  east  side  of 
the  Tidal  Harbour. 

2.  To  excavate  an  extension  of  the  Tidal  Harbour  at  its  north-western 
corner,  and  to  build  the  quays  and  walls  necessary  for  such  an  extension. 

3.  To  construct  a  quay  about  20  yards  wide  across  the  Inner  Harbour 
in  a  south-easterly  direction,  from  opposite  the  Custom  House  to  the  north- 
west side  of  the  cross  wall  opposite  the  Compass-house. 

4.  To  construct  a  new  quay  and  dock  wall  along  the  entire  length  of  the 
south-western  side  of  the  Tidal  Harbour,  terminating  about  100  yards  east 
of  the  north-east  corner  of  the  Lord  Warden  Hotel. 

5.  To  construct  a  pier  (A.)  about  260  yards  long,  commencing  at  the 
termination  of  the  last-mentioned  quay  and  dock  wall,  and  extending 
seawards  in  a  south-east  direction  with  railways  and  sidings  thereon. 
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6.  To  construct  a  pier  or  breakwater  (B.)  commencing  on  the  sea-face  of 
the  quay  east  of  the  Tidal  Harbour,  at  a  point  about  45  yards  south-east  of  the 
north-east  angle  of  the  Tidal  Harbour,  thence  extending  seawards  in  a 
south-east  direction  for  about  60  yards  when  it  turns  in  a  southerly  direction 
for  about  500  yards. 

7.  To  deepen  and  improve  the  bed  of  the  Tidal  Harbour  and  its 
approaches. 

3.  To  construct  sundry  railways  in  communication  with  the  harbour  and 
new  works. 

Clause  46.  To  exempt  from  Dover  Harbour  Dues  all  vessels  belonging  to  the  Company, 

and  goods  landed  on  and  shipped  from  their  works. 
Clauses  46,47.  To  authorise  the  Company  to  accept  subsidies  from  Foreign  Governments  and 

Companies,  and  to  agree  with  them  in  respect  of, — 

(a)  The  improvements  of  foreign  ports  ; 

{b)  The  construction,  maintenance,  and  management  of  the  works  autho- 
rised by  Ihe  Act; 

(c)  Arrangements  for  traffic,  and 

(d)  The  division  of  the  revenue,  arising  from  traffic. 

Clauses  4S-68.  To  authorise  the  Company  to  enter  into   traffic  and  financial  arrangements 

with  the  South  Eastern  and  London,  Chatham,  and  Dover  Railway  Companies. 


International  Communication  Bill. 

By  the  second  of  these  Bills  it  is  proposed — 
Clause  4.  To  incorporate  "  The  International  Communication  Company  "  for  the  pur- 

B)se'of  establishing  steamers  of  great  power,  speed,  and  burthen,  to  ply  between 
over  and  the  Continent. 
Clauses  6, 6.  To  authorise  the  following  works  on  the  western  side  of  the  Admiralty  Pier 

at  Dover : — 

1.  A  seawall  commencing  at  a  point  situate  at  about  30  yards  south- 
ward of  the  eastern  entrance  of  the  Shakspeare  Tunnel  near  Dover,  and 
extending  seaward  in  an  easterly  direction  for  a  distance  of  900  yards,  or 
thereabouts. 

2.  A  pier  or  breakwater  commencing  at  the  eastern  termination  of  the  sea 
wall  last  described,  and  extending  seaward  in  an  easterly  direction  for  a 
distance  of  430  yards,  or  thereabouts. 

3.  A  short  pier,  66  yards  in  length,  abutting  in  a  south-westerly  direction 
from  the  western  side  of  the  Admiralty  Pier,  at  a  point  about  280  yards 
from  its  commencement,  where  the  chart  marks  about  28  feet  of  water. 

4.  A  harbour  and  water  station  inside  the  proposed  pier,  where  the  plans 
show  that  it  is  intended  to  build  jetties  projecting  from  its  western  quay, 
which  will  be  indented  by  two  berths,  capable  of  containing  vessels  of  great 
size.  The  northern  quay  of  the  harbour  will  extend  along  the  shore  from 
opposite  Archclifie  Fort  to  the  northern  end  of  the  Admiralty  Pier. 

6.  Dredging  and  deepening  the  bed  of  the  sea  within  the  proposed 
harbour. 

6.  Short  railways,  and  a  roadway  in  communication  with  the  proposed 
harbour. 

Clause  80.  To  fix  seven  years  as  the  period  for  completion  of  the  works. 

Clause  81.  To  empower  the  Company  to  defer  taking  lands  for  the  purposes  of  their 

railways  and   roadway  until  the   other  works  to   be  authorised  have  made 

progress. 

To 
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To  exempt  from  Dover  Harbour  Dues  vessels  and  goods  using  the  CompaDy*s  Clause  45 
works. 

To  authorise  the  Company  to  enter  into  traffic  arrangements  ^ith  the  South  Clause  48. 
Eastern  and  London,  Chatham,  and  Dover  Railway  Companies. 


It  is  unnecessary  to  dwell  on  the  importance  of  communication  with  France; 
but  the  means  of  embarkation  and  disembarkation  are  more  required  on  tiie 
French  than  on  the  English  side,  and  it  is  necessary  in  any  designs  for  improve- 
ment, that  what  is  done  here  should  be  consistent  with,  and  have  reference  to, 
what  is  done  or  contemplated  in  France. 

Capt;ain  Tyler,  k.e.,  in  June  1869,  made  a  report  to  the  Board  of  Trade  upon 
the  improvement  of  the  means  of  communication  between  England  and  France, 
which  was  presented  to  Parliament  (No.  353,  of  Session  1869).  Since  that 
report  was  written  the  subject  has  been  consianily  under  the  consideration  of  the 
French  Government,  and  it  is  reported  that  their  deliberations  have  resulted  in  a 
determination  not  to  sanction  the  construction  of  a  new  Port  at  Audresselles,  but 
rather  to  improve  the  existing  French  Ports. 

The  "  Continental "  Bill  having  been  withdrawn,  it  is  not  now  necessary  for 
the  Board  to  report  upon  the  schome  proposed  by  it. 

Ihe  ^international  **  Bill  and  scheme  provide  for  extensive  railway  and 
harbour  works  at  Dover,  with  a  view  to  the  special  object  of  ferrying  railway 
trains  across  the  Channel  in  vessels  of  450  feet  long  by  80  feet  (over  all)  of  beam, 
and  to  carry  out  this  special  object,  harbours  are  required  on  both  sides  of  the 
Channel,  with  berths  for  ferrying  steamers,  where  they  may  lie  in  still  water 
during  the  roughest  weather,  while,  by  means  of  hydraulic  apparatus  the  train, 
or  rather  trains  (of  the  two  Companies),  are  lowered  or  lifted  to  the  proper  (tide) 
level  and  run  on  board. 

Inasmuch  as  the  proposed  harbour  and  railway  works  at  Dover  involving  a 
heavy  outlay,  and  designed  as  above  for  a  special  object,  will  be  useless,  as  far 
as  that  object  is  concerned,  without  the  construction  at  the  same  time  of  similar 
works  on  the  French  coast,  it  will  deserve  consideration  ivhether  Parliament 
ought  to  sanction  such'  works  without  being  satisfied  that  the  works  on  the  French 
coast;  which  would  be  necessary  for  the  completion  of  the  whole  scheme^  will  be 
really  undertaken,  or,  at  all  events,  making  such  sanction  contingent  on  the 
undertaking  of  those  works. 

This  appears  to  be  the  main  question  for  present  consideration.  But  assuming 
this  to  be  determined  in  favour  of  the  scheme,  there  are  also  other  important 
questions. 

1.  Is  it  desirable  that  the  trains  should  be  ferried  across  the  Channel  ? 

2.  Admitting  the  necessity  for  improvement,  would  it  not  be  sufficient  if 
larger  steamers  with  adequate  shelter  and  superior  accommodation  on 
board,  were  employed  without  placing  the  trains  on  board  of  them  ? 

3.  Could  the  proposed  ferry  steamers  at  certain  seasons  accommodate,  in 
addition  to  ail  the  passenger  carriages,  all  the  luggage  and  mail  vans,  which 
require  accommodation  still  more  than  passengers? 

4.  On  which  side  of  the  Admiralty  Pier  is  it  desirable  that  any  further 
harbour  accommodation  should  be  provided  ? ' 

5.  Considering  that  the  proposed  new  Pier  runs  short  of,  and  does  not 
overlap,  the  Admiralty  Pier,  could  the  harbour,  as  now  proposed,  be  entered 
without  undue  risk  in  all  weathers,  and  especially  during  south-westerly 
gales  ? 

6.  Could  the  jetty  or  cross  pier  proposed  to  be  attached  to  the  Admiralty 
Pier  be  so  modified  as  to  answer  the  necessary  purpose  of  ensuring  still 
water  at  the  berths  for  transferring  the  trains  to  the  ferry  steamers,  and  at 
the  same  time  to  avoid  obstruction  in  approaching  the  inner  landing-stage 
of  the  Admiralty  Pier,  and  disadvantage  in  causing  heavy  seas  to  wash  over 
the  Admiralty  Pier  during  heavy  weather  at  the  angle  of  junction  ? 

It  would,  perhaps,  be  premature  to  enter  at  length  upon  these  questions  until 
the  first-mentioned  question,  as  to  whether  the  French  Government  would 
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co-operate  in  carrying  out  the  special  object  contemplated  in  the  '*  International 
Communication"  Bill  be  decided. 

The  Board  of  Trade  are  not  aware  whether  any  of  the  capital  of  the  Company 
has  been  subscribed,  or  whether  the  Railway  Companies  are  prepared  to  co- 
operate in  carrying  out  the  proposed  scheme.  It  is  obvious  that  much  will 
depend  upon  the  desire  of  the  public  to  come  forward,  and  upon  the  attitude  of 
the  Railway  Companies. 

As  regard  the  details  of  the  harbour,  and  its  effect  on  existing  works  at  Dover, 
tho  Board  of  Trade  desire  to  offer  the  following  observations  : — 

The  promoters  propose  to  utilise,  for  their  own  purposes  and  profit,  the 
existing  Government  Pier,  and  not  content  with  using  it  simply  as  an  arm  to 
cover  and  protect  their  harbour  on  the  east  (uithout  which  their  expenditure 
must  have  been  materially  increased),  propose  to  construct  a  small  cross  pier 
or  jetty  at  the  bend  of,  and  joining  on  to,  the  Admiralty  Pier,  from  which  it 
is  to  extend  200  feet.  This  spur  or  cross  pier  has  been  apparently  introduced 
with  the  view  of  counteracting  the  alleged  damaging  effect  of  the  rebound 
of  the  waves  from  the  Admiralty  Pier  across  the  entrance  of  the  pro- 
posed harbour,  by  removing  that  entrance  so  much  further  to  the  westward, 
and  also  to  arrest  the  run  of  the  sea  into  the  harbour.  The  Board  of  Trade  are 
advised,  however,  that  the  western  pier  will  probably  be  found  (o  reduce  materially 
the  sea  action  in  this  respect,  and  that  by  a  modi^ation  of  the  entrance  the 
promoters  may  be  able  to  secure  sufficient  stillness  within,  without  the  aid  of  the 
jetty  as  at  present  designed. 

But  however  this  may  be,  the  jetty  or  cross  pier  is  objectionable,  inasmuch  as 
it  will  interfere  with  the  free  use  of  the  western  side  of  the  Government  Pier,  ren- 
dering the  landing-stage  within  it  at  times  practically  useless,  and  always  incon^ 
venieat  to  use.  But  more  than  this  :  it  would  prove  a  serious  element  of  weakness 
to  the  Admiralty  Pier,  for  it  would  accumulate  such  a  heavy  sea  at  the  angle  of 
junction  during  south-west  gales  as  to  threaten  the  stability  of  the  parapet  wall, 
whilst  the  waves  would  sweep  the  quay  and  render  it  unsafe  and  impassable,  and 
thus  stop  the  whole  traffic  of  the  Admiralty  Pier.  These  are  substantial  reasons 
for  considering  that  this  jetty  would  be  an  injurious  interference  with  the 
Government  Pier,  and  with  the  present  beneficial  use  of  that  pier  by  the  Railway 
Companies  and  the  public. 

As  regards  the  Admiralty  Pier,  therefore,  the  Board  of  Trade,  to  whom  the 
duty  of  its  completion  and  maintenance  has  been  entrusted  by  the  Legislature, 
feel  bound  to  call  the  attention  of  Parliament  to  certain  requurements  with 
which,  as  trustees  "for  the  public,  they  are  of  opinion  the  Company  should,  if 
they  obtain  their  Bill,  be  bound  to  comply. 

1.  That  Clause  35,  as  to  deviation,  should  be  ahogether  omitted  from  the 
Bill. 

2.  That  clauses  be  inserted  in  the  Bill  to  provide — 

(a)  That  the  Company  shall  not  take,  enter  upon,  or  interfere  with 
any  [)ortion  of  the  Government  property,  without  the  previous  consent 
of  the  Board  of  Trade  ;  and  it  should  be  understood  that  such  consent 
will  not  be  given  to  the  cross  pier  above  referred  to. 

(b)  That  in  case  any  portion  of  the  Government  property  is  taken 
by  the  Company  with  such  consent,  and  the  works  of  the  Company 
are  not  completed  within  the  time  specified  by  the  Bill,  such  property 
shall  at  once  revert  to  the  Board  of  Trade. 

(c)  That  nothing  contained  in  or  authorised  by  the  Bill  shall  in  any 
way  interfere  with  the  Admiralty  Pier  or  vessels  coming  thereto  or 
departing  therefrom,  or  with  the  officers  of  the  Board  of  Trade  and 
the  Admiralty  in  the  discharge  of  their  duty ;  and  that  such  officers 
shall  at  all  times  have  free  access  to  the  Company*s  premises. 

(d)  That  the  free  use  of  the  Admiralty  Pier  shall  not  in  any  way  be 
interfered  with  by  the  works  or  vessels  of  the  Company. 

(e)  That  the  Company  shall  not  make  any  excavations  within  100 
yards  of  the  foundations  of  the  Admiralty  Pier,  or  carry  on  any  dredging 
operations  without  the  previous  consent  of  the  Board  of  Trade. 

^    3.  With 

Digitized  by  V^OOQIC 


(     5     ) 

3,  With  regard  to  the  proposed  deepening  of  the  approaches  to  the  Com- 
pany's works,  experience  shows  that  in  cases  where  extensive  excavations 
have  been  carried  on  for  harbour  works,  difficulties  often  arise  with  respect 
to  the  disposal  of  the  materials  excavated,  and  it  is  therefore  suggested 
that  a  clause  should  be  inserted  in  the  Bill  to  empower  the  Board  of 
Trade  to  determine  the  spot  where  the  materials  to  be  excavated  for  the 
Company's  works  shall  be  deposited. 

4.  The  limits  within  which  the  powers  of  the  Pier  Master  of  the  Com- 
pany are  to  be  exercised  are  by  Clause  39  stated  to  be  the  Company's 
works,  and  a  distance  of  60  yards  measured  in  all  directions  therefrom. 

The  Board  of  Trade  would  submit,  that  if  Parliament  should  think  fit 
to  sanction  these  limits,  Ihe  powers  of  such  Pier  Master  should  not  extend 
to  any  officers,  agents,  or  servants  of  any  Department  of  the  Government,  or 
to  the  Contractors  for  any  Government  works,  or  to  vessels  bound  to  or 
from  the  Admiralty  Pier. 

The  Board  of  Trade  would  submit  that,  in  accordance  with  the  usual  practice 
of  Parliament,  the  following  addition  should  be  made  to  Clause  2  of  the  Bill,  in 
order  to  render  sections  13-19  of  '^The  Railways  Clauses  Act,  1863,"  applicable 
to  the  proposed  piers  and  quays  :  '*  In  construing  sections  13-19,  both  inclusive, 
"  of  '  The  Railways  Clauses  Act,  1863,'  the  words  *  Harbour,' '  Dock,'  and  '  Pier,' 
u  t  Work,'  and  *  Railway,'  shall  be  taken  to  mean  the  water  station,  piers,  jetties, 
"  quays,  and  all  other  works,  as  well  as  the  railways  authorised  by  this  Act."  The 
insertion  of  this  interpretation  will  render  Clauses  36,  37,  and  38  of  the  Bill 
unnecessary. 

They  would  further  submit  that,  in  accordance  with  recent  practice,  a  clause 
should  be  inserted  providing  for  the  exhibition  on  the  proposed  works  of  such 
permanent  lights  as  the  Elder  Brethren  of  the  Trinity  House  of  Deptford  Strond 
may  deem  necessary. 

T.  H.  Farrer. 
Board  of  Trade, 
March  1870. 
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HARBOUR,    &c.    BILLS. 


RETURN  to  an  Order  of  the  Honourable  The  Honse  of  Commons, 
dated  14  February  1870;— 


That  the  Board  of  Trade  do  present  to  this  House  a  Report  upon  the 

ExMOUTH  Docks  Bill. 


187  0. 
REPORT  OF  THE  BOARD  OF  TRADE. 


EXMOUTH  DOCKS  BILL. 


This  Bill  proposes — 

1.  To  abolish  certain  town  dues  levied  by  the  Corporation  of  Exeter 
upon  ships  coming  to  or  up  the  River  Exe  into  the  port  of  Exeter,  and 
which  are  appUed  to  a  considerable  extent  to  purposes  other  than  for  the 
benefit  of  those  that  pay  them. 

2.  To  alter  and  extend  the  jurisdiction  of  the  harbourmaster  of  the 
Exmouth  Docks  Company. 

The  first  of  these  objects  is  desirable,  and  will  be  a  proper  relief  to  the  trade 
of  Exmouth,  but  the  second  is  calculated  to  perpetuate  an  existing  hardship 
which,  if  not  removed,  will  become  well  nigh  intolerable  to  the  trade  of  Exeter. 

The  history  of  this  Bill  is  shortly  as  follows. 

In  the  Session  of  1864  the  Exmouth  Docks  Company  applied  to  Parliament 
for  an  Act  to  authorise  the  construction  of  Docks  in  front  of  the  town  of 
Exmouth.  While  their  Bill  was  before  Parliament  the  Board  of  Trade,  in  their 
Report  to  the  House  of  Commons  (Parliamentary  Paper,  No.  19,  cxxxii.  of  1864), 
directed  attention  to  Clause  7,  which  proposed  to  define  the  limits  over  which 
the  authority  of  the  dockmaster  might  be  exercised.  The  Report  stated,  "  It 
seems  to  be  a  question  whether  the  proposed  limits  of  one  mile  from  the  Docks 
would  not  give  the  Company's  dockmaster  control  over  the  navigation  of  vessels 
not  intended  to  use  the  Dock,  to  a  greater  extent  than  would  be  requisite  for 
the  proper  regulation  of  the  approaches  to  the  Company's  works." 

The  Bill  of  1864,  however,  was  not  opposed  in  either  House  of  Parliament, 
and  became  law.  It  is  now  the  27  &  28  Vict.  c.  cccxix.,  and  the  23rd  clause  is 
in  these  words : 

"  The  limits  within  which  the  powers  of  the  dockmaster,  with  respect  to 
the  regulating  of  vessels,  may  be  exercised,  shall  be  the  docks  and  entrances 
thereof,  and  all  works  and  lands  of  the  Company  connected  therewith, 
and  shall  also  comprehend  a  distance  of,  but  not  exceeding,  one  mile  to 
the  east,  one  mile  to  the  south,  and  one  mile  to  the  west  of  any  part  of 
the  works  delineated  on  the  deposited  plans,  and  by  this  Act  authorised  to 
be  made.'* 

The  limits  prescribed  by  this  section  embrace  the  whole  of  an  anchorage 
called  **  The  Bight,"  at  the  mouth  of  the  River  Exe,  beyond  which  no  vessels 
above  a  very  moderate  draught  of  water,  bound  for  Exeter,  can  proceed  with- 
out lightening  their  cargoes,  and  where  they  are  consequently  obliged  to 
anchor. 

The  Dock  Company  had,  at  the  end  of  the  year  1868,  sufficiently  advanced 
their  works  to  entitle  them  to  take  rates  in  respect  of  vessels  using  their  Docks ; 
and  not  long  after  the  rating  powers  of  the  Company  had  been  exercised  repre- 
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sentations  were  addressed  to  the  Board  of  Trade  by  the  Exeter  Chamber  of 
Commerce,  complaining  of  the  proceedings  of  the  Company's  dockmaster.  This 
oflScer,  relying  on  the  large  powers  given  by  the  section  above  mentioned,  had 
ordered  several  ships  which,  bound  for  Exeter,  had  come  to  anchor  in  "  The  Bight" 
(the  Bight  being,  though  far  from  the  Docks, •wfthhi  the  Kmit«  of  Ins  jurisdiction) 
to  shift  their  position  and  come  into  the  Dodks ;  fhereby  rendering  themselves 
liable  to  dock  rales.  The  masters  of  these  vessels,  on  refusing  to  obey,  were  sum- 
moned before  the  local  magistrates  and  fined,  in  pursuance  of  Section  53  of 
••  The  HaAeurs,  Docks,  and  Piers  Clauses  Acrt,  18^,"  which,  according  to  the 
usuul  practice  of  Parliament,  iad  been  incoipovKled  in  the  Company's  Act. 

The  Board  of  Trade,  however,  had  no  power  to  interfere;  and  it  was  repre- 
B€«ited  to  them  that  whikt  on  the  one  hand  the  trade  of  Exeter  might  «nffer 
from  the  passing  toll  levied  upon  it  under  the  powers  of  the  Exmouth  Docks 
Act,  the  trade  of  Exmouth  suflFered  by  having  to  pay  Exeter  town  dues.  The 
Boai  d  of  Trade,  therefore,  suggested  that  an  endeavour  should  be  made  in  the 
present  Session  to  remove  both  those  "abuses.  The  powers  of  the  Exmouth 
Docks  Company,  and  of  their  Harbour  master,  are,  as  the  Board  of  Trade  under- 
stand, still  under  Utigation. 

The  present  Bill  deals  with  both  £he  above  questions.  It  provides  for  putting 
an  end  to  the  Exeter  town  dues ;  but  as  regards  the  powers  of  the  Exmouth 
dockmaster  not  only  does  it  not  remove  the  j«^  objections  urged  by  the  Exeter 
trrde,  but  it  confirms  and  msikes  perpetual  the  powers  in  question  by  Clause  5, 
which  is  as  follows  :- — 

"The  limits  within  which  the  powers  of  the  docfcmai^r  for  the 
jrorpoaes  of  ^The  Ha^bettrs,  Decks,  and  Piers  Glauses  Act,  1847,'  ^The 
ExmotAh  Docks  Act,  1S64,'  and  thos  Aiot  may  be  esetpcieed  idaaH  •ertend 
•to  the  clocks  and  ecktradiM^es  theiieof,  and  aU  wocke  and  lands  tbelonging  to 
the  Company  connected  therewith,  and  «to  any  pkice  nvothin  a  n&dnis  of 
one  mile  from  any  part  of  the  works  of  the  Company,  as  shown  on  the 
plans  mentioned  in  the  23rd  section  of  ^  The  Exmoudi  Docks  Act,  1864,' 
as  the  deposited  plans." 

*Thefe  limits  will  comprise  thewhdle  of  the  anchorage  called  *'The  Bi^ht."' 

The  Board  of  Trade  wotrld  suggest  not  only  thai  tliis  clause  sTiould  net 
become  law,  hut  that  the  existtng  Ajdt  should  be  modified  so  as  to  Emit  £he 
power  of  the  Exmouth  dockmaster.  If  the  Exmoiith  Docks  Act  lias  really  con- 
ferred on  him  these  powers  which  he  claims,  it  can  have  done  so  only  by  sur- 
Eise,  and  in  consequence  of  the  omission  on  rtie  pail  of  Exeter  to  hring  the 
cts  to  tlie  notice  of  Parlranaent.  The  Doc/k  was  and  is  merely  a  Dock  belong- 
ing to  a  private  Company ;  it  is  not  a  Harbour,  nor  should  its  owners  be 
mrested  "with  l!he  powers  ctf  a  Harbour  authority.  The  works  have  conferred 
no  additional  shelter  on  the  Hai^bour  'beyond  the  Dock  itself ;  and  the  Board 
of  Trade  ^ould  srfbmit  that  the  extent  ©f  the  limits  over  Which  the  dockmaster 
^ould  have  authority  to  interfere  with  the  berthing  of  vessels  shotdd  be  con- 
fined to  that  part  of  the  channd  of  the  river  due  south  of  the  south  frontage 
or  dock  land  which  abuts  on  the  ^ore.  ATI  vessels  whatever  should  be  &ee 
to  michor  in  any  avaSlable  part  of  the  channel  beyond  these  limits. 

The  Board  di  Trade  deshre  further  to  call  attention  to  Clause  7  oT  the  Bill, 
by  which  it  is  proposed  to  empower  the  Company  to  lease  their  undertaking 
ekher  ffor  a  *erm  ctf  years  or  in  perprtuity  to  John  Howard  of  Exumuth.  This 
genttemam  is  the  Managing  Director  df  the  CJompany. 

The  iprop^sttl  is,  in  the  opinion  of  the  Board  of  Trade,  under  atty  -crrcum- 
^tanoesvei^' questionable ;  but  if  it  were  to  become  law  withmrt  any  alteration  of 
itie  liorits  iif  the  jpurisdiction  of  the  dockmester,  tlie  trade  of  Exeter  <;ould  be 
saddled  in  p*wpetuity  with  a  tax  for  the  benefit  of  a  private  irHlividufifl  and  his 
successors,  who  would  be  only  bound  to  maintain  the  works  of  the  Ooclc  in  just 
bufficieait  repair  to  porevent  the  Board  of  Trade  from  exeroisiog  the  jwisdiotiDn 
vested  in  tliem  by  the  Act  of  1864  for  the  ^abatement  of  abandoned  works. 

Whilst  thus  stating  their  objections  to  the  proposals  in  this  BUI,  the  Boatd^tf 
Trade  desire  at  the  same  time  to  reypeat  their  opinion  that  it  is  ^s^iadicnat  to 
take  advantage  of  this  occasion  to  relieve  the  trade  of  Exmouth  from  any  iaK 
in  the  natune  oi  to^n  duejs  paid  to  the  Coipoiation  of  fixeter. 

'  Board  of  Trade,  .«,  ^  ^ 
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HARBOUR,   &c.   BILLS. 


a^TDKM  to  tn  Orttr  «f  the  HonM^abk  The  HauM^  Coibumm, 
dited  14  Februtry  1870  ;-^ 

That  the  Board  of  Trade  do  present  to  thi^  House  a  Report  upon  the 

Thames  Navigation  Bill. 


18  7  0. 
tlBPORT  OF  THE  BOARD  OF  TRADE. 


THAMES  NAVIGATION  BILL. 


The  general  objects  of  this  Bill,  promoted  by  the  River  Thames  Conservators, 
are  as  follows  :— 

To  partially  restrict  the  qualification^  of  electors  in  the  upper  district,  under  Clause  4. 
"The  Thames  Navigation  Act,  1866." 

To  awke  provision  for  raising  contributions  from  th«  owners  of  such  lands  Clauses  7-21. 
in  the  Upper  District  as  are  for  the  tiaie  being  benefited  by  the  improvements 
made  in  that  district  by  the  Thames  Conservators^ 

To  extend  the  area  within  which  the  provisions  of  "  The  Thames  Navigation  Clauses  22,23,  3i. 
Act,  1866,"  as  to  pollution  of  the  water,  may  be  exercised. 

To  empower  the  Conservators  to  establish  and  maintain,  and  levy  tolls  in  clause  24, 
respect  of,  ferries  across  the  Thames  above  Teddington  Lock. 

To  repeal  an  existing  exemption  from  toll  whioh  pleasure  boats  passing  Clause  25. 
through  locks  in  certain  parts  of  the  river  at  present  enjoy. 

To  audiorise  the  Conservi^ors  to  improve  Puftn^  and  Battersea  Bridges.         Clauses  20, 27. 

To  abolifh  from  an4  after  the  3  Ut  of  December  1870,  the  oontrol  of  the  Clauses  28, 3a. 
Watermen's   Company  over  river  steamboats  and  lighters.     To  transfer  to 
the  Tbamea  Cpnservators  certain  powers-  and  duties  of  the  Company  as  to  regis- 
tration, Ac.;,  and  to  reduee  the  limits  within  whioh  certain  prlvile^s  of  the 
Watermen's  C^P^uiy  are  now  engoyed. 

To  enable  the  Thames  Conservators  to  make  bye-laws,  to  be  allowed  by 
Order  in  Council,  for  the  regulation  of  vessels  navigating  the  river. 

To  compel  the  Metropolitan  Board  of  Works  to  deodorise  sewage  before  dis-  Clause  32. 
chaifpng  it  into  the  lliames  at  Barking  or  Crossness. 

To  enable  the  Conservators  to  acquire  piers  at  Gravesend.  Clauses  33,  34. 

To  empower  the  Conservators  to  levy  tonnage  dues,  &c.,  on  sailing  vessels  Clause  41. 
sailing  beyond  Gravesend,  but  not  entered  at  the  Custom  House. 


The  principal  questions  for  consideration  upon  this  proposal  of  the  Thames 
Conservancy  are  — 

The  navigation  of  the  Upper  Thames. 
The  pollution  of  the  River. 

Improvement  gf  Bridges. 

The  powers  of  the  Watermen*s  Company. 


2i-(5).  A 
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THAMES  NAVIGATION. 


Upper  District  Navigation. 

Upper  District  Since  the  introduction  of  the  Bill  the  Clauses  relative  to  this  portion  of  the 

Nayigation.  scheme  have  been  withdrawn.    It  is  unnecessary,  therefore^  to  allude  to  them. 

The  Pollution  of  the  River. 

Pollution  of  water.  With  regard  to  the  pollution  of  the  river,  the  subject  is  one  more  for  the 
consideration  of  the  Home  Department  and  the  Rivers  Commission  than  for  the 
Board  of  Trade,  and  consequently  the  Board  refrain  from  offering  any  obser* 
vation  upon  this  question. 

The  Improvement  of  Bridges. 

Improvement  of         With  regard  to  the  improvement  of  Putney  and  Battersea  Bridges,  the  powers 
Bridges.  proposed  to  be  taken  under  the  26th  and  other  clauses  of  the  BiU  appear  to 

render  necessary,  according  to  the  usual  practice  of  Parliament,  the  insertion 
in  the  Bill  of  a  clause  providing  that  the  105th  section  of  ^*  The  Thames  Con- 
servancy Act,  1857/'  shall  be  read  and  construed  as  forming  part  of  the  pro- 
posed enactment.  According  to  the  same  practice,  sections  13, 18,  and  19  of 
'^The  Railways  Clauses  Act,  1863,*'  should  be  incorporated,  with  an  inter- 
pretation to  the  effect  that  ^'in  construing  those  sections  of  the  last- 
^*  mentioned  enactment,  the  words  ^  work '  and  ^  railway '  shall  be  taken  to 
mean  works  any  below  high-water  mark  which  the  Conservators  may  construct 
under  the  provisions  of  this  Act/* 

The  necessity  for  re-building  these  bridges,  or  increasing  the  waterway  by 
removing  some  of  the  piling,  has  long  been  felt,  and  with  the  growing  traffic 
on  the  river  the  inconvenience  of  the  present  erections  increases. 


Watermen  s  Com- 
pany. 


Powers  of  the  IVatermen's  Company. 

Upon  this  part  of  the  Bill  the  Board  of  Trade  reported  fully  in  the  year 
1859  when  the  Thames  Watermen  and  Lightermen  Bill  was  before  Parliament 
{see  No.  80— XV.  of  Session  1859). 

Although  some  of  the  questions  to  which  attention  was  then  directed  were 
remedied  by  the  **  Watermen's  and  Lightermen's  Amendment  Act,  1859,**  there 
is  much  of  that  Report  which  would  apply  to  the  present  Bill,  and  to  it,  there- 
fore, the  Board  of  Trade  would  desure  to  refer. 


Board  of  Trade^ 

March  1870. 


2.  H.  Farrer. 
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HARBOUR,    &c.    BILLS. 


RETURN  to  an  Order  of  the  Honourable  The  House  of  Commons, 
dated  14  February  1870. 


That  the  Board  of  Trade  do  present  to  this  House  a  Report  upon  the 
I.  Tyne  Improvement  Bill;  2.  Newcastle-upon-Tyne  Improve- 
ment Bill. 


18  70. 
REPORT  OF  THE  BOARD  OP  TRADE. 


1.  TYNE  IMPROVEMENT  BILL. 

2.  NEWCASTLE-UPON-TYNE  IMPROVEMENT  BILL. 


The  object  of  the  first  of  these  Bills  (promoted  by  the  Tyne  Improvement 
C!ommissioners)  is — 

To  transfer  to  the  Tyne  Improvement  Commissioners  the  five-eighth 
parts  of  the  "  coal  dues"  levied  in  the  port  of  Newcastle-upon-Tyne  by 
the  Corporation  of  ^Newcastle,  and  now  forming  part  of  their  Borough 
Fund,  and  all  powers  in  respect  thereof.  The  other  three-eighths  of  the 
same  dues  were  by  the  "  Riven  Tyne  Improvement  Act,  1850,"  transferred 
to  the  Tyne  Improvement  Fund. 

To  pay  over  to  the  Corporation  of  Newcastle  the  proceeds  of  the  five- 
eighth  parts  of  the  "  coal  dues"  from  the  time  the  Bill  becomes  law  until 
the  first  day  of  January  1 872. 

To  confer  on  the  Improvement  Commissioners  further  powers  of  borrow- 
ing money. 

The  second  of  these  Bills  (promoted  by  the  Newcastle  Town  Council)  pro- 
poses, among  other  things — 

To  authorise  the  Corporation  of  Newcastle-upon-Tyne  to  borrow  upon 
security  of  the  five-eighth  parts  of  the  "  coal  dues/*  now  forming  part  of 
their  Borough  Fund,  the  sum  of  200,000/.,  for  the  purpose  of  extending, 
rebuilding,  and  from  time  to  time  repairing  and  improving  the  public  quay 
of  Newcastle-upon-Tyne. 

To  make  the  meaning  and  object  of  these  Bills  intelligible,  it  is  necessary  to 
give  a  short  statement  of  the  case. 

Before   1850  the  Conseryancy  of  the  Port  and  Harbour  of  the  Tyne,  in-  state  of  things  ^ 
eluding  North  and  South  Shields,  was  vested  in  the  Municipal  Corporation  of  before  1850.    See 
Newcastle.    That  Corporation  levied  throughout  the  whole  of  the  port  various  n^^«(^^^^ 
dues  upon  ships,  and  upon  exports  and  imports.     The  dues  levied  were 
originsdly  claimed  under  old  Acts  and  Charters,  but  were  afterwards  settled 
by  private  Acts  of  Parliament,  obtained  by  the  Corporation  in  1837  and  1841. 

The  dues  in  question  were — 

1.  Import  duties  on  goods. 

2.  Ballast  cess,  being  the  sum  charged  by  the  Corporation  for  removing 
ballast  from  vessels. 

3.  Dues  for  leave  given  to  individuals  to  remove  certain  descriptions  of 
ballast.  ^ 

21— (6).  c^gBaJlasGoOgle 


(     2     ) 

4.  Ballast  Office  dues  on  every  ship  entering  the  port,  except  for  refuge 
or  supplies. 

5.  Ballast  warrants. 

6.  Ship  and  boat  dues. 

7.  Groundage  and  plankage. 

8.  Export  duty  on  coals,  cinders,  grindstones^  and  salt. 

9.  Package  duty  on  goods  using  Newcastle  Quay. 

10.  In  addition,  the  Cknrporation  levied  a  special  rate,  under  a  special 
Act,  for  the  purpose  of  placing  moorings  in  the  river,  and  maintaining  a 
river  police. 

On  most  of  the  above  rates  freemen  of  Newcastle  paid  less  than  other 
persons. 

As  regards  several  of  the  above  dues,  considerable  payments  were  made  out 
of  the  Consolidated  Duties  of  Customs,  in  lieu  of  differential  duties  formerly 
charged  on  foreign  vessels,  which  have  since,  under  treaties  of  reciprocity,  been 
placed  on  the  same  footing  as  British  vessels. 

Bill  introduced  by       In  1849  the  towns  of  North  and  South  Shields  introduced  a  Bill  for  con- 
Shields  in  1849.      stituting  a  new  body  of  conservators,  and  for  placing  in  their  hands  and  apply- 
ing to  the  conservancy  of  the  river  the  dues  received  by  the  Corporation  of 
Newcastle. 

This  Bill  was  carried  in  the  House  of  Commons,  but  not  in  the  House  of 
Lords,  oning,  as  it  is  said,  to  want  of  time. 

Bills  of  1850.  In  1850  it  was  again  introduced.     The  Newcastle  Corporation  also  intro- 

duced a  Bill.  This  latter  Bill,  with  certain  modifications,  passed  into  law 
under  the  title  of  "  The  River  Tyne  Improvement  Act,  1850,"  13  &  14  Vict, 
c.  Ixiii. 

lirlSr'''^^^      ^y  *^"^  ^^^  ^^^  conservancy  of  the  Tyne  was  vested  In  a  body  caUed  "  Tyne 
•        *  Improvement  Commissioners,"  consisting  of  four  persons  named  in  the  Bill, 

of  whom  two  were  in  the  Newcastle  interest ;  six  persons  qualified  to  be  New- 
castle councillors,  appointed  by  the  Newcastle  Council;  two  persons  qualified 
to  be  Gateshead  councillors,  appointed  by  the  Gateshead  Council ;  three  persons 
qualified  to  be  Tynemouth  councillors,  appointed  by  the  Tynemouth  Council ; 
and  three  of  the  South  Shields  Improvement  CommissioQcrs,  appointed  by  those 
Commissioners. 

The  powers  of  the  Newcastle  Corporation,  as  conservators  of  the  port,  were 
transferred  to  the  Commissioners. 

The  Corporation  were  to  pay  over  to  the  Commissioners,  to  be  carried  to  an 
account,  to  be  called  the  "  Tyne  Improvement  Fund,*'  the  import  dues,  the 
profits  arising  from  ballast,  the  groundage  and  plankage  dues,  the  ship  and 
boat  dues,  and  three-eighths  of  the  export  dues  on  coals^  cinders,  grindstones, 
and  salt. 

The  Newcastle  Corporation  reserved  to  themselves  five-eighths  of  the  export 
dues  on  coal,  &c.    They  also  reserved  their  rights  to  the  soil  of  the  river.    The 
Tyne  Improvement  Fund  was  subjected  to  a  debt  of  67,349/.,  which  had  been 
Pari,  Paper,  borrowed  by  the  Corporation  for  the  purpose  of  making  a  quay  at  Newcastle, 

No.  389  J  1849.  and  certain  package  dues  were  reserved  to  the  Corporation  for  the  maintenance 
of  this  quay.  The  Corporation  were  expressly  exempted  from  all  responsibility 
whatev^er  which  might  have  otherwise  attached  to  them  as  conservators  of  the 
river.  Certain  provisions  were  made  with  respect  to  ballast,  not,  however, 
changing  the  system  ;  but  the  maximum  toll  to  be  taken  for  removing  ballast 
from  a  ship  was  fixed  &t  1^.  4^^.  a  ton.  The  costs  incurred  in  promoting  and 
opposing  both  bills  were  charged  upon  the  Tyne  Improvement  Fund. 

Tyne  Improvement      In  the  year  1852  another  Act  (16  Vict.  c.  ex.),  called  "The  Tyne  Improve- 
Act,  1852.  ment  Act,  1862,"  was  passed. 

By  this  Act  certain  powers  for  placing  moorings  in  the  river,  and  for  esta- 

Digitized  by  V^VJiJ  _,^^  _ 


(     3     ) 


blishing  a  river  police,  were  vested  in  the  Tyne  Improvement  Commissioners, 
with  power  to  levy  a  rate  of  one  farthing  per  ton  for  the  purpose. 

These  powers,  including  the  power  of  levying  the  special  rate,  had  previously 
been  vested  in  the  Newcastle  Corporation  by  the  Act  8  &  9  Vict.  c.  lix. 

By  **  The  Tyne  Improvement  Act,  1852,'*  powers  were  also  given  to  the 
Commissioners  to  make  certain  docks  at  Hay  Hole,  on  the  Tyne,  to  be  called 
the  Northumberland  Docks,  and  to  levy  a  special  rate  for  the  purpose  on  ships 
using  the  docks. 

By  the  same  Act  the  Commissioners  were  empowered  to  make  certain  piers 
at  the  mouth  of  the  Tyne,  and  to  levy  for  that  purpose  special  dues  upon  all 
vessels  entering  the  port ;  also  to  borrow  200,000  /.  on  the  security  of  such 
dues,  and  to  pledge  the  Tyne  Improvement  Fund  as  a  collateral  security. 

In  the  year  1854  the  Commissioners  appointed  to  inquire  into  local  charges  Report  of  Shipping 
on  shipping  made  their  report.  Dues'  Commis- 

From  the  returns  made  to  them,  it  appears  that  the  state  of  the  charges  on 
ships  and  on  goods  carried  in  ships  in  the  Tyne  was,  in  1852,  the  year  for  which 
their  return  was  made,  as  follows : — 


Bioners. 


I.  Taxes  paid  to  the  T)me  Improvement  Commissioners,  and  applied  to  the 
purposes  of  the  Tyne  Improvement  Act : 


Collected  by  Newcastle 
Corporation,  and  paid 
over    to    Tyne     Im-  ( 
provement     Commis- 
sioners     -        *        - 


1.  Import  duties       -        -        -        -  - 

2.  Ballast  cess  •        .        .        «  . 

3.  Dues  on  commodities  imported  as  ballast 

4.  Ballast  Office  dues  f     -        -        -  . 

5.  Ballast  warrants  -        -        -        -  - 

6.  Ship  and  boat  dues  f     -        •        -  . 

7.  Groundage  and  plankaget   -        -  - 

8.  Three-eighths  of  export  dues  on  coal  - 


Total    - 


Collected  by 
provement 


Tyne  Im-I 
Commis-  > 


sioners 


9. 
10. 


Mooring  and  police  dues 
Pier  dues     -        -        - 


Total  paid  to  Tyne  Improvement  Commissioners 


£.      5. 

d. 

2,093  17 

11 

•7,931  10 

7 

907  18 

1 

1,964    - 

6 

408  12 

— 

2,042     I 

- 

294    6 

3 

5,046     1 

4 

20,688     6 

8 

1,297  13 

7 

4,904  17 

3 

26,890  17 

6 

11.  Taxes  levied  and  retained  by  the  Corporation  of  Newcastle 


1.  Package  and  town  shed  dues 

2.  Five-eighths  of  the  duty  on  coals 


Total    - 


£. 

s. 

d. 

. 

363 

3 

5 

- 

8,410 

2 

3 

£. 

8,773 

5 

8 

*  The  net  profit  on 
this  duCi  afiter 
paying  expenses, 
amounted  to 

whioh  was  all  that 
was  actutillj  paid 
OTer  to  the  Com- 
missioners; but  as 
the  remainder  was 
levied  and  expend* 
ed  for  shipping 
purposes,  the  whole 
sum  is  included  in 
this  statement. 


Of  this  195  /.  11  5.  is  reported  by  the  Coinmissioners  to  have  been  applied  to 
shipping  purposes ;  viz.,  for  the  maintenance  of  the  quay  at  Newcastle. 


III.  Taxes  levied  and  retained  by  the  Trinity  House  of  Newcastle. 

£.  s. 
1,166  19 
3,148     8 

450  15 


1.  Primage  dues  -        -        -        -        -        - 

2.  Harbour,  buoyage,  and  beaconage  dues     - 

3.  Holy  Island  Fairway  buoys  and  beacons  dues   - 

Total    -    -    - 


£. 


d. 
8 
4 


4,766     3     - 


Of  this,  417  /.  3  ^.  7  ^.  is  reported  by  the  Commissioners  to  have  been  expended 
for  shipping  purposes. 

So 


t  The  Ballast  Office   Dues,  Ship  and   Coat  Dues,  and   Groundage  and  Plankage  Dues  were 
.- r.,.     ^        ,  ;,  1861,"  and  the  Tyne  Improvement  Commissioners  were 


abolished  by  "  The  Tyne  Improvement  Act,  -..^-,    ««« 

authorised  to  take  certain  tonnage  rates  in  lieu  of  them. 
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So  much  of  the  Trinity  House  dues  as  w  expended  on  charitable  purposes  wil! 
expire  in  1872  under  the  operation  of  Section  7  of  "  The  Harboars  and  Passans 
Tolls^  kc.  Act,  1861.*'  The  same  remark  applies  to  the  dues  mentioned  under 
the  next  headhig. 

IV.  Taxes  levied  and  retained  by  the  Fraternity  of  Hortmett,  851.  As.  6<L 
None  of  these  are  reported  to  have  been  appHed  to  shipping  purposes. 

It  further  appears  that  of  the  above  sums  the  following  were  paid  out  of 
the  Consolidated  Duties  of  Customs  as  compensation  for  differential  dues  for- 
merly paid  on  foreign  vessels- 

1.  Out  of  Taxes  retaiDedl  iiA  expended  by  JL      m.   tL 

Tyne  Imprcxvement  Commiasioners    1^415    5    2^ 

2.  „  „  Newcastle  Corporation-        -        -    2^2  16    3} 

3.  „  „  Newcastle  Trinity  House      -        •       264  16    4 

4.  n  H  Frateraiiy  of  Hoetmen  -        -         26    3    - 


Total 


£.    3,758  19  10 


The  whole  of  the  above  payments  from  the  public  Exchequer  will  cease  under 
the  operation  of  Section  11  of  "  The  Harbours  and  Passing  Tolls,  &c.  Act, 
1861,    in  1872. 

The  following  Statement  showing  the  amount  received  for  "  Coal  Dues'*  in 
the  years  1851  to  1868  (both  inclusive),  distinguishing  the  amounts  received 
at  the  Custom  Houses,  and  those  received  from  the  public  Exchequer  in  respect 
of  DiflFerential  Dues,  has  been  laid  beforerthe  Board  of  Trade  by  the  Tyne  Im- 
provement Commissioners  :  — 


LrcBding 

Collected  at  Custom  Houbcs. 

Received  from  Government 

TOTAL. 

Yei 

Five-etghthf 

Thrce-eifhthe          fj^^^ 

Five-eighths 

Three-eighths 

Total 

Five^ighths 

Three-eighth» 

Total 

due  to  the 

' 

due  to  the    1 

dae  to  the 

doe  to  the 

doe  to  the 

doe  to  the 

. 

Corporation. 

Corporation. 

CommiMooeri. 

Amount, 

Corporation. 

Amoont 

£.     $. 

d. 

£.      t. 

d. 

£.     t. 

d. 

£,     t.     d. 

£.      $.    d. 

£.     «.    d. 

£.     $.   d. 

£.      $.   d. 

£.      «.   ^ 

31  Dee.  1851    . 

5.548  17 

2 

3,329    6 

3 

8,878    3 

5 

2,173  13    9 

1,304    4    3 

3,477  18    - 

7,722  10  11 

4,638  10    6 

12,366    1    S 

1862    - 

5,915  14 

1 

3,549     8 

6 

9,465    2 

7 

2,418     8    3 

1,451    -    9 

3,869    9    - 

8,334    2    3 

5,000    9    4 

13,334  11    7 

lt?58    - 

6,217  18 

- 

3.730  14 

6 

9,948  12 

6 

2,750    2    3 

1,650     1    3 

4,400    3    6 

8,968    -    - 

5,880  16    - 

14,348  16    - 

1854    - 

6,642  17 

- 

3,986  14 

3 

10,628  11 

3 

3.777  17    1 

2,266  14    3 

6,044  11     4 

10,420  14    2 

6,252    8    5 

16,673    2    ; 

1855    - 

6,566  16 

- 

3,940    1 

8 

10,506  17 

8 

3,757    9  10 

2,254     9    8 

6.011  19*   6 

10,324    5  10 

6,194  11     4 

1,658  17    2 

1866    - 

7,051     3 

3 

4,230  14 

- 

11,281  17 

3 

3,950  19    9 

2,370  11    9 

6.321  11     6 

11,002    3     - 

6,601     5    9 

17.603    8    » 

1857    - 

7.653  17 

1 

4,692    6 

3 

12,246    3 

4 

4,307  10  11 

2,684  10    7 

6,892    1     6 

11,961     8    - 

7,176  16  10 

19,138    4» 

1858    - 

7,666  17 

4 

4,600    2 

4 

12,266  19 

8 

4,502    9    8 

2,701  •  9  10 

7,203  19  6 

12,169    7    - 

7,301  12    2 

19,470  19   J 

1859    - 

7,980  17 

7 

4,788  10 

7 

12.769    8 

2 

4,953    3    5 

2,971  18     1 

7,925     1     6 

12,934    1    - 

7,760    8    8 

20,694    9   S 

1860    - 

7,806    6 

0 

4,683  16 

- 

12,490    2 

9 

4,721     6    7 

2,832  16  11 

7.654    2    6 

12.527  13    4 

7,516  11  11 

20,044    5    I 

1861     - 

8,621  15 

4 

5,118    1 

2 

13,684  16 

6 

5,155    4     1 

3,093     2    5 

8,248    6    6 

13.676  19    6 

8,20<i    3    7 

21383    3   - 

1862    - 

7,989    2 

- 

4,793    9 

8 

12,782  11 

3 

5,314    3    3 

3,188  10    - 

8,602  13     3 

13.303    5    3 

7.981  19    3 

21,286    4    € 

1863     - 

7,945     5 

- 

4,767    3 

1 

12,712    8 

1 

6,395    2    7 

3.837    1     7 

10.232    4     2 

14,340    7     7 

8,604    4    8 

22,914  12   3 

1804    - 

8,747    5 

2 

5,248     7 

2 

13,995  12 

4 

5,116    2    - 

8.069  18    4 

8,186  16     4 

13,868    7     2 

8,318    .    6 

22,181     7    8 

1865    - 

9,574    6 

3 

5,744  11 

10 

15,318  18 

1 

5,116    2    - 

3,069  13    4 

8.185  15     4 

14,690    8    3 

8,814     5    2 

23,504  13   5 

1866    . 

0,951     - 

10 

5,970  12 

6 

15,921  13 

3 

5,116    2    - 

3,069  13    4 

8,185  15     4 

15.067    2  10 

9,040    5    9 

24.107    8    7 

1867    - 

10.499    4 

4 

6,299  10 

8 

16,798  15 

- 

5,116    2    - 

3,069  13    4 

8,185  15     4 

15,615    6    6 

9,369    3  10 

24,984  10   4 

1868    - 

10,272  17 

3 

6,163  14 

4 

16,436  11 

7 

5,116    2    - 

3,069  13    4 

8,185  15     4 

15,388  19    4 

9,233    7    7 

24,622    €  11 

Tyne  Improvement 
Act,  1861. 


Various  dues  have  since  been  authorised  by  Parliament  for  the  purposes  of 
the  piers  at  the  mouth  of  the  Tyne,  and  other  matters  connected  with  the 
navigation  of  the  river. 

By  "Tyne  Improvement  Act,  1861,"  certain  additional  powers  were  vested 
in  the  I'yne  Improvement  Commissioners  ;  but  the  only  provisions  of  that 
enactment  which  bear  materially  on  the  question  of  dues  were  the  abolition  of 
the  ancient  dues  called  "  Ballast  Office  Dues,"  ''  Grcundage  and  Plankage,"  and 
"  Ship  and  Boat  Dues,''  and  the  substitution  of  certain  tonnage  dues  in  their 
stead. 

Tyne  Improvement       By  "The  Tyne  Improvement  Act,  1865,"  Section  21,  the  Corporation  of 
Act,  1865.  Newcastle-upon-Tyne  were  authorised  to  raise,  on  the  security  of  their  five- 

eighth  share  of  the  *'  coal  dues,"  the  sum  of  25,000/.,  which  the  Tyne  Improve- 
ment Commissioners  were  empowered  to  call  upon  them  to  contribute,  pari 
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passu,  with  other  bodies  and  persons  interested  in  the  trade  of  the  Tyne,  and 
who  were  made  contributaries  by  the  same  Act  towards  the  completion  of  the 
Tynemouth  Docks.  By  Section  22  of  the  same  enactment,  the  CJorporation 
were  given  the  alternative  of  assigning,  subject  to  the  consent  of  the  Lords  of 
the  TVeasury,  their  five-eighth  share  of  the  coal  dues,  as  a  collateral  security  for 
any  sum  of  28,000  /.,  which  the  Tyne  Improvement  Commissioners  might  have 
raised  on  the  security  of  their  revenues. 

It  is  alleged  in  the  preamble  to  the  Newcastle-upon-Tyne  Improvement 
Bill  that  ^*  the  package  and  town  shed  dues  "  are  totally  inadequate  for  the 
maintenance  and  repair  of  the  public  quays.  It  would  appear  (see  ante, 
page  3),  that  in  1862  no  more  than  192  /.  1  Is.  was  devoted  to  that  purpose, 
out  of  363  L  38.  5  d.  received  by  the  Town  Couacil  for  these  dues.  The  Board 
of  Trade  are  not  in  possession  of  any  information  as  to  the  amount  of  these 
dues  in  subsequent  years ;  but  they  presume  that  they  hare  shared  the  great 
increase  of  all  other  dues  levied  in  the  port. 

It  will  thus  be  seen  that  the  object  of  the  Tyne  Improvement  Commissioners 
is  to  put  an  end  to  the  payment  of  the  last  portion  of  these  dues  which,  under 
ancient  Acts  or  Charters,  the  old  Corporations  on  the  Tyne  levied  upon 
shipping,  and  applied  to  other  than  shipping  purposes.  The  object  of  the 
Municipal  Corporation,  on  the  other  hand,  appears  to  be  to  retain  their  five- 
eighths  of  the  coal  dues,  but  to  apply  them  to  the  improvement  of  the  quays  at 
Newcastle.  In  order  to  show  that  this,  according  to  modern  principles,  is  a 
proper  application  of  these  dues,  it  will  be  necessary  for  them  to  prove  that 
the  trade  which  uses  these  quays  is  the  same  trade  which  pays  the  dues.  If 
they  carmot  show  this,  it  would  be  in  accordance  with  the  principles  acted  on 
by  Parliament  in  the  case  of  Liverpool,  and  in  the  case  of  the  Charitable  Dues 
and  Passing  Tolls  extinguished  by  ''  The  Harbours  and  Passing  Tolls  Act,  1 861,*' 
to  transfer  the  remaining  five-eighths  of  the  coal  dues  to  the  Tyne  Improve- 
ment Commissioners,  upon  such  terms  as  Parliament  may  deem  just.  In  the 
one  case  10  years'  purchase  of  the  dues  at  their  then  existing  rate,  in  the 
other  10  years'  continuance  of  these  dues,  was  adopted  as  the  consideration  for 
the  transfer. 

If,  indeed,  it  should  prove  to  be  the  case  that  the  Tyne  Commissioners  receive, 
in  respect  of  goods  landed  at  the  town  quays  of  Newcastle,  dues  which  they  do 
not  receive  from  goods  landed  in  other  parts  of  the  river,  and  that  the  trade  of 
the  quays  of  Newcastle  is  thus  unfairly  burdened,  as  compared  with  the  rest  of 
the  river  trade,  it  may  be  a  question  whether— in  settling  the  question  of  the 
coal  dues — some  allowance  should  not  te  made  to  the  town  in  respect  of  the 
quays.  The  Board  of  Trade  have  no  means  of  knowing  if  this  is  the  case  or 
not. 

Whether — considering  the  time  that  has  elapsed  since  these  principles  were 
adopted  by  Parliament ;  the  continuance  of  the  payment  to  the  Municipal 
Corporation  during  the  interval ;  the  large  increase  of  the  payment,  whicli 
has  risen  from  7,722 1,  in  1861  to  15,388  /.  in  1868  ;  and  especially  considering 
the  fact  that  this  increase  is  in  a  great  measure  due  to  the  important  improve- 
ments effected  by  the  Tyne  Improvement  Commissioners  out  of  other  dues  levied 
upon  the  same  trade — a  smaller  consideration,  or  a  shorter  continuance  of  the 
present  dues  than  was  given  in  the  cases  above  referred  to,  should  be  adopted, 
will  be  a  matter  for  the  consideration  of  the  Committee  on  the  Bill*  However  this 
may  be  decided,  the  Board  of  Trade  would  suggest  that  no  arrangement  will  be 
satisfactory  which  does  not  immediately  or  prospectively  entirely  relieve  the 
trade  of  the  Tyne  from  these  charges  for  local  and  municipal  purposes,  which 
have  given  rise,  and  which  must,  so  long  as  they  continue  in  any  shape,  give 
rise,  to  just  complaint  and  perpetually  recurring  litigation. 

Board  of  Trade, 

February  1870.  T.  H.  Fatrer. 


2  1— (6). 
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HARBOUR,  &c.   BILLS. 


RETURN  to  an  Order  of  the  Honourable  The  Home  of  Commons, 
dated  24  March  1870; — 

That  the  Board  of  Trade  do  present  to  this  House  a  further  Report  upon  Hie 

Clydb  Lighthouses  Bill. 


1870. 
FURTHER  REPORT  OF  THE  BOARD  OF  TRADE. 


CLYDE  LIGHTHOUSES  BILL. 


The  Boa^d  of  Trade  have  had  their  attention  drawn,  by  the  letter  appended 
to  this  Report,  to  the  injury  which  might  possibly  occur  to  the  important 
Harbours  of  Greenock  if  the  Trustees  of  the  Clyde  Lighthouses  were  to  obtain 
uncontrolled  power  to  dredge  and  remove  shoals  in  the  Frith  of  Clyde ;  and 
they  have  accordingly  thought  it  right,  in  addition  to  their  previous  Report 
on  this  Bill,  to  submit  to  Parliament  that,  with  a  view  to  the  due  preservation 
of  the  deep-water  access  to  Port  Glasgow  and  Greenock,  it  would  be 
desirable  to  insert  in  the  Bill  a  Clause  to  the  effect,  that  before  any  works 
for  the  removal  of  shoals,  or  other  similar  obstructions,  or  for  the  improvement 
of  the  navigation  of  the  Firth  of  Clyde  to  the  west  of  Newark  Castle  and 
Cardross  Bum— either  by  dredging,  or  by  the  diversion  of  the  existing  channel — 
are  undertaken,  plans  of  such  intended  works  should  be  submitted  for  the 
approval  of  the  Board  of  Trade,  and  that  no  such  works  should  be  commenced, 
unless  such  approval  has  been  given. 

Board  of  Trade,  T.  H.  Farrer. 

23  March  1870. 


Clyde  LioHTHOuiES  Bill. 


3,  Westminster  Chambers,  Victoria-street, 
Sir,  Westminster,  21  March  1870. 

Shortly  after  the  issue  of  the  Board  of  Trade's  Report  on  this  BiU,  Mr.  Grieve,  m.p., 
for  Greenock,  was  favoured  with  an  interview  regarding  certain  powers  that  are  sought 
to  be  obtained  in  the  Bill  bv  the  Promoters,  and  which  might  prove  seriously  detrimental 
to  the  interests  of  Greenock. 

The  Greenock  Harbour  Trustees  have  since  then  been  endeavouring  to  arrange  with 
the  Promoters  of  the  Bill  for  the  insertion  of  amendments,  for  protecting  the  interests  of 
Greenock,  but  hitherto  they  have  been  unsuccessful.  Under  these  circumstances,  I  have 
been  instructed  by  the  Harbour  Trustees  to  bring  the  matter  again  under  the  notice  of 
the  Board  of  Trade,  and  I  now  ask  leave  to  state  the  grounds  on  which  they  seek  the 
protection  of  the  Board. 

The  lower  parts  of  the  channels  of  the  estuaries  of  large  rivers  are  well  known  to  be 
subject  to  changes  of  depth  and  direction,  and  such  changes  are  often  produced  by  very 
trivial  works,  or  the  occurrence  of  very  small  obstructions.  Owing  to  the  somewhat 
recessed  position  of  the  Harbours  of  Greenock,  and  the  peculiarities  of  the  tides  in  this 
part  of  the  Clyde,  works  for  the  improvement  of  the  channel  are  difficult  to  design,  and 
their  execution  requires  to  be  watched  with  the  most  jealous  care. 

21 — (7).  Hitherto 
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Hitherto  the  power  of  maintaining  and  deepening  the  channel  opposite  the  Harbours  of 
Greenock  has  belonged  solely  to  the  Greenock  Harbour  Trustees,  who  are  prepared  to 
prove  that  such  power  does  not  belong  either  to  the  Clyde  Trustees  or  to  the  Cumbrae 
Lighthouse  Trustees.  By  the  present  Bill,  however,  that  power  is  sought  for  the  new 
Clyde  Lighthouse  Trustees,  the  board  of  which  is  to  consist  of  21  members,  of  which 
15  are  connected  with  Glasgow,  while  only  4  are  connected  with  Greenock ;  so  that  the 

Sower  of  desig^ning  and  executing  works  on  the  channel  of  the  Clyde  near  Greenodc  will 
e  virtually  with  the  Clyde  Trustees.  The  powers  which  will  thus  be  acquired  are  of  the 
most  vague  yet  comprehensive  nature.  Neitner  plans  nor  sections  of  any  works  have  been 
deposited  in  Parliament,  and  should  the  Bill  pass  into  law  it  will  be  quite  competent  to 
the  Promoters  to  execute  any  works  they  may  choose.  They  may,  for  example,  so  deepen 
and  widen  the  existing  channel  as  to  cause  the  centre  of  the  deep-water  track  to  move 
further  from  the  shore,  and  thus  cause  the  accesses  to  the  different  basins  of  Greenock  at 
once  to  silt  up ;  or  they  may  form  a  new  channel  altogether  in  the  middle  of  the  estuary, 
by  which  the  most  disastrous  effects  would  result  to  the  trade  of  Greenock. 

The  Board  of  Trade  had  in  view,  it  is  presumed,  to  limit  the  powers  asked  for  in  the 
Bill,  when  they  introduced  into  their  Report  the  suggestion  that  Clauses  11  and  12  of 
the  Harbours,  Docks,  and  Piers  Act,  ana  13,  18,  and  19  of  the  Railway  Clauses  Aet, 
1863,  should  form  part  of  the  Bill.  This  proper  precaution  proceeded  no  doubt  on  the 
very  reasonable  assumption  that  plans  and  sections  of  the  proposed  works  had  been 
deposited,  in  which  case  the  adoption  of  such  Clauses  would  have  been  applicable ;  but  in 
the  absence  of  such  plans  and  sections,  the  Clauses,  it  is  obvious,  would  not  only  afford  no 
protection,  but  might  be  construed  as  pointing  at  works  of  a  very  extensive  character. 

The  interests  at  stake  are  so  momentous  as  to  demand  the  most  stringent  protective 
provisions,  and  this  will  appear  all  the  more  obvious  from  the  following  considerations : — 

1.  While  Greenock  is  airectly  interested  in  the  improvement  and  maintenance  of  a 
deep-water  channel  from  Glasgow  to  the  sea,  and  also  in  a  deep-water  communication 
between  its  Harbours  and  the  sea,  the  City  of  Glasgow  on  the  other  hand  is  interested 
only  in  a  deep-water  channel  from  Glasgow  to  the  sea.  The  Promoters  of  the  Bill,  viewing 
them  virtually  as  a  Glasgow  body,  have  not  only  no  direct  interest  in  the  prosperity  of 
Greenock,  but,  on  the  contrary,  the  shallower  the  Harbours  of  Greenock*  become,  the 
interests  of  the  Ports  further  up  the  River  will  be  thereby  the  more  promoted. 

2.  The  Greenock  Trustees  have  from  time  to  time  expended  large  sums  of  money  on 
the  construction  of  their  Harbours,  and  the  tonnage  of  the  Port  is  now  very  considerable. 

3.  The  Customs  Revenue  of  Greenock  amounts  to  the  lar^e  sum  of  about  a  million  and 
a  half,  being  considerably  greater  than  that  of  Glasgow. 

4.  The  shipbuilding  at  Greenock  is  now  very  important;  vessels  of  the  largest  size 
being  built  for  all  parts  of  the  world. 

Such  being  the  state  of  matters,  I  am  directed  to  express  the  hope  that  the  Board  of 
Trade  may  see  fit  to  interpose  their  authority  for  the  protection  of  the  interests  at  stake, 
by  issuing  a  supplementary  report,  or  otherwise  suggesting  that  the  Clauses  relating  to 
works  should  be  struck  out  of  the  Bill,  for  works  undertaken  anywhere  below  Newark 
Castle  may  effect  most  seriously  the  course  of  the  river  further  down. 

Under  anv  circumstances,  it  is  hoped  that  piowers  so  unlimited  as  those  souffht  should 
not,  especially  in  the  absence  of  plans  and  sections,  be  conceded  to  a  body  whidi  virtually 
represents  only  one  interest  in  the  Clyde. 

I  have,  &c 


^signed)        John  Graham^ 
.  tor  *     '^ 


The  Secretary,  Agent  for  the  Greenock  Harbour  Trustees. 

Harbour  Department,  Board  of  Trade. 
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Piers  and  harbour^. 


(PROVISIONAL    ORDERS.) 


Session  1870. 


REPORT  by  the  Board  of  Trade  of  their  Proceedings  under  "The 
General  Pier  and  Harbour  Act,  1861/* 


In  pursuance  of  the  19th  Section  of  *^The  General  Pier  and  Harbour  Act, 
1861,"  the  Board  of  Trade  make  the  following  Report  of  their  Proceedings  with 
regard  to  applications  for  Provisional  Orders  under  the  Act. 


The  steps  to  be  taken  by  Promoters  for  obtaining  Provisional  Orders  are 
specified  in  the  Acts  themselves ;  but  with  regard  to  objectors,  the  Board  of 
l^de  have  made  the  following  regulations,  and  in  the  case  of  all  notices  given 
of  intention  to  apply  for  a  Provisional  Order  under  the  above  Act,  the  Promoters 
are  required  to  publish  a  notice  directing  attention  to  the  same : — 

*^  1.  Any  objections  to  the  Provisional  Order  which  it  is  intended  to  urge  oil 
"  the  Board  of  Trade  must  be  sent  into  that  oflSce  before  the  1st  February.  A 
**  copy  of  such  objections  must  also  be  sent  at  the  same  time  to  the  Promoters ; 
"  and  in  forwarding  the  objections  to  the  Board  of  Trade,  the  objectors,  or  their 
^'  agents,  should  state  that  this  has  been  done. 

^*2.  The  Board  of  Trade  will  entertain  and  consider  objections  founded  on 
^^  alleged  injury  to  public  interest,  or  alleged  violation  of  admitted  prin,ciples, 
*^  cy.,  that  the  proposed  work  will  injure  *  a  public  harbour/  or  ^  that  tolls  are 
^^  to  be  imposed  on  ships  which  will  derive  no  benefit  from  them/  and  they  will 
"  not  proceed  with  any  Provisional  Order  to  which  valid  objections  of  this 
•'  description  are  shown  to  exist.  Objections  arising  out  of  competition,  or  out 
^^  of  opposition  between  local  interests^  they  will  only  attempt  to  settle,  provided 
*'  the  parties  are  willing  to  abide  by  their  decision.  When  the  parties  cannot 
*'  come  to  terms,  the  Board  of  Trade  will  not  order  a  local  inquiry,  or  attempt 
'^  to  anticipate  the  decision  of  Parliamentary  Committees.'* 

No  new  regulations  have  been  made  this  Session  by  the  Board  of  Trade. 

The  following  is  a  statement  of  the  applications  now  under  the  consideration 
of  the  Board  of  Trade,  and  of  the  steps  which  have  been  taken  with  respect  to 
them : — 


1.  Alum  Bay. 

The  Promoters  are  "  The  Alum  Bay  Pier  Company  (Limited),"  who  apply  for 
power — 

To  levy  rates  in    respect  of,  and   to    restrict  tfie  use  of  their  pier, 
recently  constructed  at  Ahim  Bay,  in  the  Isle  of  Wight. 

There  is  no  objection  to  this  application,  and  the  Board  of  Trade  propose  to 
proceed  with  the  Order. 
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2.  Burntisland. 

The  Promoters  are  the  Provost,  Bailies,  and  Town  Council  of  Burntisland,  who 
apply  for  a  Provisional  Order  for  the  following  objects  : — 

1.  The  incorporation  of  a  harbour  authority,  under  the  name  of  "  The 
Trustees  of  the  Harbour  of  Burntisland,"  to  consist  of  six  members, 
viz.: — 

The  Provost  of  the  Burgh  for  the  time  being. 

Two  members  of  the  Town  Council,  to  be  elected  by  the  Town 
CouncU. 

Two  nominees  of  the  North  British  Railway  Company. 

One  owner  or  lessee  of  a  colliery  in  the  county  of  Fife,  to  be 
elected  by  owners  and  lessees  of  collieries  in  that  county. 

2.  The  construction  of  a  wet  dock  in  the  existing  Harbour. 

3.  The  levying  of  rates. 

4.  Power  to  borrow  60,000  /. 

6.  Power  for  the  Trustees  to  act  as  a  Pilotage  and  Local  Authority. 

The  estimated  cost  of  the  works  is  50,000  /. 

It  is  proposed  that  the  North  British  Railway  Company  shall  pay  and 
relieve  the  Town  Council  from  a  debt  of  10,000/.  now  owing  by  the  Town 
Council  of  Burntisland,  and  secured  on  the  harbour  rates ;  and  that  all  debts 
and  monies  now  due  to  the  Town  Council  in  respect  of  the  Harbour  shall  be 
paid  to  the  Trustees. 

It  is  also  proposed  that  the  rates  and  revenues  received  by  the  Trustees  shall 
be  applied  as  follows  :  — 

1.  In  the  maintenance  of  the  Harbour. 

2.  In  paying  interest  and  principal  of  money  borrowed. 

3.  In  paying   500/.  a  year  to  the  Town    Council    of  the  Burgh  in 
perpetuity. 

4.  In  paying  interest  at  the  rate  of  five  per  cent,  per  annum  on  the 
Harbour  debt  of  10,000  /.,  to  be  paid  by  the  Railway  Company. 

6.  In  paying  the  expense  of  improving  the  Harbour. 

6.  In  payment  to  the  Town  Council  of  any  surplus  revenue  remaining 
in  any  one  year  after  making  the  above  payments. 

The  repeal  of  a  Local  Act  of  1866,  the  works  authorised  by  which  have  not 
been  commenced,  is  also  desired. 

With  respect  to  the  pilotage  powers  sought  for,  the  Board  of  Trade  have  been 
in  communication  with  the  Trinity  House  of  Leith.  The  Board  are  of  opinion 
that  any  pilotage  powers  that  may  be  granted  by  the  Order  should  not  override 
the  authority  of  the  Leith  Trinity  House,  or  other  general  authority  in  the 
Firth  of  Forth,  and  should  be  confined  to  vessels  coming  to  or  from  Burntis- 
land Harbour. 

With  regard  to  the  proposed  application  of  Harbour  revenue,  the  Board  are 
informed  by  the  Promoters  that,  under  the  existing  Burntisland  Harbour 
Improvement  Act,  passed  in  1848  (which  it  is  not  proposed  to  repeal),  the  Town 
Council  receives  and  applies  to  municipal  purposes  one-fifth  of  the  Harbour 
revenues  arising  from  anchorage,  shore  dues,  and  a  composition  which  has 
been  made  with  the  North  British  Railway  Company. 

The  Board  of  Trade  have  pointed  out  to  the  Promoters  that  the  principle  by 
which  their  action  is  guided  in  similar  cases  is,  thai  no  rates  should  be  levied 
on  shipping  which  are  not  directly  and  entirely  expended  for  the  benefit  of 
shipping ;  and  that  they  will  be  unable  to  proceed  with  the  present  ap{riication,, 
or  indeed  accede  to  any  application  for  fresh  powers,  unless  this  principle  is 
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ultimately,  at  any  rate,  strictly  adhered  to.  The  Board  have,  however,  intimated 
to  the  Promoters  that,  having  regard  to  Parliamentary  precedents,  they  might 
possibly  not  object  to  the  Town  Council  receiving  out  of  the  Harbour  revenues 
for  a  given  number  of  years,  not  exceeding  10,  an  annuity  calculated  on  the 
average  amount  during  the  past  five  years  of  the  one-fifth  of  the  dues  and 
composition,  but  that,  subject  to  an  arrangement  of  this  description,  they  would 
take  care  that  in  any  Order  made  by  them  clauses  should  be  inserted,  pro- 
viding that  dues  levied  on  ships  and  goods  carried  in  ships  should  be  applied 
entirely  for  the  benefit  of  those  who  pay  them. 

The  Promoters  have  not  yet  stated  whether  they  are  willing  to  proceed  with 
their  application  on  the  above  basis.  The  North  British  Company,  who  at 
the  time  the  Order  was  applied  for  were  apparently  in  concert  vdth  the  Town 
Council,  have  recently  objected  to  the  Order  being  proceeded  with.  Under 
these  circumstances  the  matter  is  under  the  consideration  of  the  Board. 

The  North  British  Railway  Company  are  or  have  been  promoting  a  private 
Bill  in  the  present  Session  of  Parliament,  which  is,  with  a  few  verbal  excep- 
tions, framed  in  exactly  the  same  words  as  this  Draft  Order,  and  which  proposes 
to  apply  the  rates  to  be  taken  in  the  Harbour  in  the  same  questionable  manner. 
The  deposited  plans,  however,  shew  that  more  extensive  works  are  proposed  by 
the  Bill  than  those  contemplated  by  the  Order,  though  the  verbal  description  of 
the  works  are  the  same  in  both  cases. 

The  House  of  Commons  has  ordered  the  Board  of  Trade  to  present  to  them 
a  Report  upon  this  Bill,  which  has  been  done.  The  Report  has  been  printed: 
See  No.  21  (1)  of  the  present  Session. 


3.  COWES. 

The  Promoters  are  the  Chairman  of  the  West  Cowes  Local  Board  of  Health 
and  others,  who  apply  to  be  incorporated  as  **  The  Cowes  Harbour  Improve- 
ment Commissioners,"  with  power — 

1.  To  constitute  a  Harbour  Authority,  consisting  of  II  persons,  to  be 
thus  appointed ; — 

Six  by  qualified  ratepayers  of  West  Cowes. 
Three  by  qualified  ratepayers  of  East  Cowes. 
Two  by  the  Board  of  Trade. 

2.  To  cut,  deepen,  widen,  straighten,  dredge,  scour,  confine,  alter,  and 
improve  the  course  of  the  channel  of  the  River  Medina  and  Cowes  Har- 
bour and  Roads,  within  the  limits  specified  by  the  Order. 

3.  To  borrow  10,000/. 

4.  To  levy  the  rates  specified  in  the  Schedule  six  months  after  the  com- 
mencement of  the  Order. 

An  application  for  somewhat  similar  (amongst  other)  powers  was  made  to 
the  Bo£urd  of  Trade  last  Session,  the  opposition  to  which  was  so  general  that 
the  Board  did  not  feel  themselves  justified  in  proceeding  with  it. 

Objections  to  the  proposed  Order  have  been  received  from  the  following 
persons  and  bodies : — 

The  Newport  Corporation,  who  claim  to  be  the  Conservators  of  Cowes 
Harbour,  and  the  Borough  portion  of  Cowes  Roads. 

Mr.  William  Mew,  Brewer. 

Certain  Coal  Merchants  of  Newport. 

Mr.  Ward,  Landed  Proprietor. 

The  Isle  of  Wight  Oyster  Fishery  Company  (Limited). 

The  Southampton,  Isle  of  Wight,  and  South  of  England  Royal  Mail  Steam 
Packet  Company  (Limited). 

The  objections  are  to  the  following  effect :-— That  there  is  no  occasion  to 

remove  the  conservancy  from  the  Newport  Corporation ;  that  if  there  is,  the 
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Corporation  ought  to  be  represented  on  the  Harbour  Board ;  that  the  dredging, 
as  proposed,  will  ruin  the  trade  of  the  Isle  of  Wight  Oyster  Fishery  Company  ; 
that  no  provision  is  made  for  compensation  to  certain  frontagers  for  antidpated 
deterioration  of  their  property  caused  by  dredging,  and  that  the  proposed  tolls 
will  fall  heavily  upon  vessels  and  goods  bound  beyond  **  The  Folly,"  which  are 
already  liable  to  dues  under  the  existing  Medina  River  Navigation  Act,  1852. 

The  proposal  of  the  Promoters,  who  have  come  to  an  agreement  with  the 
Oyster  Fishery  Company,  is  under  the  consideration  of  the  Board  of  Trade. 


4.  Dartmouth. 

The  Promoters  are  the  Dartmouth  Harbour  Commissioners  incorporated 
under  that  name  by  "  The  Dartmouth  Harbour  Act,  1863" ;  they  seek  power— 

1.  To  levy  certain  rates  upon  vessels  using  or  entering  the  harbour  for 
orders  or  refuge  only.  Yachts,  pleasure  boats,  and  open  boats^  to  be 
exempt. 

2.  To  be  tf  pilotage  authority. 

The  Board  of  Trade  have  thought  it  right  to  submit  the  Draft  Order,  so  fiur 
as  pilotage  is  concerned,  for  the  consideration  of  the  Eider  Brethren  of  the 
Trmity  House,  who  have  intimated  that  they  will  not  object  to  the  application, 
provided  clauses  are  inserted  limiting  the  powers  of  the  harbour  authority  in 
pilotage  matters  to  the  berthing  and  mooring  of  vessels. 

No  objection  has  been  made  to  this  application,  and  the  Board  of  Trade 
propose,  subject  to  the  requisite  amendment  as  to  pilotage,  to  proceed  with  the 
Order. 


5.  Dover. 

The  Promoters  are  Messrs.  Salmon  &  Barker.  They  apply  to  be  incorporated 
with  others  as  "  The  Dover  Promenade  Pier  Company,"  with  a  capital  of 
25,000  L  in  2,500  shares  of  10  /.  each,  with  power — 

1.  To  construct  a  promenade  pier  with  landing  place  and  necessary 
works  at  Dover,  commencing  at  a  point  on  the  Esplanade  a  little  west  of 
the  Royal  Baths. 

2.  To  borrow  6,000  /.  on  mortgage. 

3.  To  levy  rates. 

The  estimated  cost  of  the  works  is  25,000  /. 

The  scheme  is  objected  to  by  the  Corporation  of  Dover,  acting  as  the  Local 
Board  of  Health,  and  also  by  the  Dover  Harbour  Board.  They  allege  that  the 
pier  will  interfere  with  access  to  the  promenade  and  detract  from  the  value 
of  the  houses  fronting  the  sea ;  that  it  will  destroy  the  privacy  of  the  bathing 
establishments,  and  be  an  obstruction  to  pleasure  and  sailing  boats ;  that  it 
win  be  dangerous  to  navigation,  inasmuch  as  it  would  obstruct  the  coarse 
which,  in  heavy  weather,  a  ship  might  take  to  enter  the  harbour ;  and  that  it 
will  also  interfere  with  the  roadstead,  which  is  much  frequented  by  small  vessels 
in  north-easterly  and  northerly  winds. 

The  Dover  Harbour  Board  further  state,  that  they  are  the  owners  of  all  the 
houses  on  the  sea  front  of  Dover  Bay,  and  that  they  claim  the  foreshore 
between  the  Admiralty  Pier  and  the  stone  boundary  groyne  erected  by  them 
opposite  Guildford  Battery.  They  are  of  opinion  that  the  proposed  pier  and 
works  will  seriously  interfere  with  the  access  to  and  enjoyment  of  their 
property,  and  diminish  its  value. 

The  Board  of  Trade  are  advised  that  there  is  much  weight  in  the  objections 
that  hav«  been  raised  with  regard  to  the  interference  with  navigation  which  will 
be  occasioned  by  the  proposed  pier ;  and  they  are  of  opinion  that  the  objec- 
tions 
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tions  of  the  Dover  Harbour  Board,  in  their  character  of  owners  of  property, 
are  extremely  strong.  Under  these  circumstances,  they  have  decided  not  to 
propeed  with  the  application  unless  the  more  serious,  at  any  rate,  of  the  objec- 
tions are  removed.  If  this  can  be  done,  the  proposal  of  the  Promoters  will 
receive  further  consideration. 


6.  Falmouth  (Chamber  of  Commerce). 

Tlie  Promoters  in  this  case  are  the  Falmouth  Chamber  of  Commerce. 

An  application  of  a  somewhat  similar  character  was  made  by  this  body  last  year. 
The  Board  of  Trade  after  very  careful  consideration,  and  after  conferring  with 
the  Admiralty,  the  Trinity  House,  and  the  Public  Works  Loan  Commissioners 
(who  had  advanced  50,000/.  for  harbour  improvements),  determined  to  proceed 
in  the  matter. 

An  Order,  acquiesced  in  by  the  Corporation  of  Falmouth,  was  accordingly 
made  by  the  Board  of  Trade,  and  submitted  with  other  Orders  for  confirmation 
by  Parliament.  It  was,  however,  on  a  technical  point  of  procedure  expunged 
from  the  Schedule  annexed  to  the  confirming  Bill,  and  consequently  never 
became  law. 

The  Chamber  of  Commerce  now  apply  for  a  Provisional  Order  for  the 
following  objects,  which  are  practically  the  same  as  those  approved  of  by  the 
Order  made  last  year  : — 

1.  The  incorporation  of  a  harbour  authority,  under  the  nanae  of  "  The 
Falmouth  Harbour  Commissioners,"  consisting  of  16  persons  representing 
various  interests,  who  are  to  be  appointed  as  follows : — 

Two  by  the  Board  of  Trade. 

One  by  the  Admiralty. 

Two  by  the  Trinity  Houses 

Two  by  the  Falmouth  Corporation. 

Two  by  the  Falmouth  Docks  Company. 

Two  by  the  Falmouth  Local  Board. 

Two  by  the  Falmouth  Chamber  of  Commerce. 

One  by  the  Earl  of  Kimberley. 

Two  by  the  Owners  of  Ships  registered  at  Falmouth. 

2.  Power  to  levy  a  toll  not  exceeding  a  halfpenny  per  ton  on  all  vessels 
anchoring  or  mooring  within  the  limits  of  the  Order. 

3.  Power  to  borrow  6,000?. 

The  Board  of  Trade  have,  as  they  did  in  the  case  of  the  former  application, 
referred  the  present  scheme  to  the  Lords  Commissioners  of  the  Admiralty,  the 
Elder  Brethren  of  the  Trinity  House,  and  the  Public  Works  Loan  Commissioners, 
by  whom  no  objections  have  been  raised.  ^ 

Objections  have,  however,  been  offered  by — 

The  Corporation  of  Falmouth. 
The  Ecclesiastical  Commissioners. 

The  former  body  (who  are  themselves  the  promoters  of  an  application  for  a 
Provisional  Order  in  respect  of  this  harbour),  after  making  some  objections  of 
a  technical  character,  proceed  to  allege  that  the  jurdisdiction  over  the  harbour 
of  Falmouth  has  for  200  years  been  vested  in  them  by  Charter ;  that  the 
proposed  constitution  of  the^  Commissioners  will  involve  no  fewer  than  eight 
corporations  and  persons  claiming  to  exercise  jurisdiction  in  h.irbour  mat- 
ters ;  that  the  Chamber  of  Commerce  are  private  individuals  without  any 
legal  status  or  any  definite  proposed  works,  and  consequently  ought  not  to  be 
authorised  to  raise  money ;  that  the  tolls  proposed  would  be  levied  on  ships 
which  derive  no  corresponding  advantage,  and  that  on  the  contrary  they,  the 
Corporation,  propose  to  execute  certain  works,  and  to  levy  tolls  upon  the 
vessels  benefited  thereby,  and  if  necessary  to  enlarge  the  municipal  boundaries 
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of  Falmouth  so  as  to  procure  a  belter  representation  in  the  Town  Council  of 
di£ferent  interests. 

The  latter  maintain  that  the  limits  within  which  it  is  proposed  that  the 
Harbour  Commissioners  should  have  authority,  comprise  a  large  portion  of 
the  harbour,  the  foreshore  and  soil  of  which  has  been,  they  say,  admitted  1^ 
the  Duchy  of  Cornwall  to  be  vested  in  the  Ecclesiastical  Commissioners,  and 
they  press  for  the  insertion  in  the  Order  of  clauses  saving  their  alleged  rights. 

After  again  carefully  considering  this  proposal,  the  objections  that  have  been 
made  to  it  this  year  by  the  Corporation  who  last  year  concurred  in  it,  and  the 
counter  proposal  now  brought  forward  by  the  Corporation,  the  Board  of  Trade 
have  come  to  the  decision  that  it  is  more  desirable  to  confide  the  management 
of  such  a  Harbour  as  Falmouth,  where  order  and  a  controlling  autl^ty  is 
especially  requisite,  to  a  Board  composed  of  representatives  of  various  interests 
than  to  a  Municipal  Corporation,  who,  whatever  may  be  their  oth^  mmts,  are 
primdfack  not  the  best  qualified  body  to  undertake  this  important  duty.  They 
accordingly  propose  to  proceed  with  this  application. 


7«  Falmouth  (Corporation). 

'1  he  Promoters  in  this  case  are  the  Corporation  of  Falmouth.  They  iq)ply 
for  a  Provisional  Order  for  the  following  objects : — 

It  Power  to  dredge  and  otherwise  improve  the  harbour,  to  deepen  the 
deep-water  channel,  and  to  erect  two  leading  light  towers  at  Penarrow 
Pofait. 

2.  Power  to  levy  a  rate,  not  exceeding  one  halfpenny  a  ton,  under  certain 
restrictions,  on  vessels  anchoring  in,  or  passing  through  so  much  of  the 
harbour  as  lies  within  a  line  drawn  from  Zoze  Point  to  Pendennis  Point. 

3.  Power  to  levy  25,000/. 

The  estimated  cost  of  the  works  is  22,455  /. 

No  objections  have  been  offered  to  this  scheme  by  the  Lords  Commissioners 
of  the  Admiralty,  the  Elder  Brethren  of  the  Trinity  House,  or  the  Public 
Works  Loan  Commissioners,  to  whom  it  has  been  referred. 

Objections  have,  however,  been  received  from  the  following  persons  and 
bodies: — 

The  Earl  of  Kimberley. 
The  Corporation  of  Penryn. 
The  Falmouth  Chamber  of  Commerce. 
The  Falmouth  Docks  Company. 
The  Local  Board  of  the  Parish  of  Falmouth. 
Owners  and  Occupiers  of  Property  in  the  Borough  of  Falmouth. 
Ditto    -     -     ditto     -     -    outside  the  Borough,    but    interested  in, 

and  connected  with  it« 
The  Ecclesiastical  Commissioners. 

Lord  Kimberley  objects  to  the  proposed  exclusion  from  the  Order  of  the  50th 
section  of  "The  Harbours,  Docks,  and  Piers  Clauses  Act,  1847/*  rdating 
to  the  preparation  and  deposit  for  public  inspection  annually  of  the  accounts. 
His  Lordship  further  submits  that  he  and  the  other  bodies  proposed  to  b^ 
represented  in  the  Order  deposited  by  the  Chamber  of  Commerce  should  be 
represented  on  any  Commission  to  whom  the  management  of  the  harbour  may 
be  entrusted. 

The  Corporation  of  Penryn  object  to  tolls  being  levied  on  vessels  going  to  or 
coming  from  Penryn. 

The  Chamber  of  Commerce  object  to  the  sole  management  of  the  harbour  by 
the  Corporation,  whose  present  duties  fully  occupy  their  time.  Ihey  state 
that  the  immediate  requirements  of  the  harbour  are  not  so  much  the  executron 
of  works  as  the  organization  of  a  proper  authority  ;  that  the  Order  which  they 
are  promoting  aims  at  representing  all  interests,  and  that  the  representation  of 
various  interests  ^  a  single  authority  is  opposed  to  modern  policy. 

The  Falmouth  Docks  Company  object  to  a  harbour  authority  composed,  as 
in  the  present  instance,  of  but  one  body.     They  approve  of  the  constitution 
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proposed  by  the  Chamber  of  Commerce,  and  pray  for  the  adoption  of  such  an 
Order  as  that  promoted  by  the  Chamber. 

The  statements  of  the  Local  Board  of  the  parish  of  Fahnouth  are  to  the  effect 
that  the  Muncipal  Borough  of  Falmouth  comprises  about  40  acres,  assessed  at 
8,445  /.,  while  the  parish  of  Falmouth  comprises  an  area  of  734  acres,  assessed 
at  14^585 1 ;  that  the  former  is  stationary,  while  the  latter  is  steadily  pro- 
gressing in  vialue  and  importance  ;  that  all  the  shipping  business  is  conducted 
in  the  latter  place,  where  the  principal  merchants^  shipowners^  and  traders  reside^ 
and  that  the  Corporation  under  these  circumstances  should  not  be  constituted 
the  sole  undertakers,  to  the  exclusion  of  the  Local  Board  and  other  parties 
interested. 

The  objections  of  the  owners  and  occupiers  of  property  both  within  and 
without  the  Borough  of  Falmouth,  are  to  the  effect  that  the  management  of  the 
affairs  of  the  harbour  should  not  be  entrusted  to  a  single  body  like  the  Cor- 
poration, who  are  already  charged  with  sufficient  duties ;  that  the  execution  of 
new  works  is  of  secondary  importance  when  compared  with  the  necessity  of 
constituting  a  proper  harbour  authority,  and  that  there  would  be  no  immediate 
probability  of  raising  the  funds  required  for  such  works.  They  further  support 
the  application  made  by  the  Chamber  of  Commerce. 

The  Ecclesiastical  Commissioners,  in  addition  to  the  objections  which  they 
have  offered  to  the  application  made  by  the  Chamber  of  Commerce,  submit 
that  section  6  of  **The  Harbours,  Docks,  and  Piers  Clauses  Act,  1847,'*  ought 
to  be  incorporated. 

For  the  reasons  stated  on  page  6  of  this  Report,  the  Board  of  Trade  do  not 
propose  to  proceed  with  this  application. 


8.  Ilpracombb. 

The  Promoter  is  Sir  Bouchier  Palk  Wrey,  Bart.,  owner  of  the  harbour,  who 
applies  for  power, — 

1.  To  widen  the  existing  quay  on  the  south  side  thereof. 

2.  To  construct  a  new  quay  in  continuation  thereof. 

3.  To  construct  a  jetty  at  the  east  end  of  Warp  House  Quay. 

4.  To  construct  a  slip  way  for  the  launching  of  the  life-boat. 

5.  To  levy  rates  according  to  the  Schedule. 

6.  To  borrow  8,000 /. 

7.  To  act  as  a  pilotage  authority. 

In  1863  "The  Ilfracombe  Harbour  Company  (Limited)''  obtained  an  Order 
enabling  them  to  construct  a  pier  and  quay,  and  to  improve  the  harbour 
generally;  but  they  have  failed  to  exercise  their  powers,  which  have  now 
lapsed. 

An  application,  nearly  identical  with  the  present  one,  was  made  last  Session 
to  the  Board  of  Trade  by  the  present  Promoter.  The  Board,  after  consider- 
ation, decided  to  make  and  did  make  an  Order,  which,  however,  was  not 
confirmed  by  Parliament. 

The  estimated  cost  of  the  works  proposed  by  Sir  Bouchier  Wrey's  former 
application  was  4,000  /.  In  the  present  application  the  cost  is  estimated  at 
7,000  /. 

A  memorial  bearing  upwards  of  100  signatures  has  been  received  from 
inhabitants  of  Ilfracombe,  shipmasters  and  others,  against  this  application. 

The  objections  of  the  memorialists  are  to  the  effect  that  the  proposed  works 
would  be  not  only  useless  and  dangerous,  but  would  curtail,  instead  of  increase, 
the  present  small  facilites  for  refuge  and  shelter ;  that  the  tolls  will  consequently 
be  an  injustice  to  the  public  as  well  as  the  seafaring  population  ;  and  that  the 
opposition  of  the  Steam  Packet  Companies  (who  successfully  opposed  the  for- 
mer application  before  a  Select  Committee)  has  been  stopped  by  the  delivery 
to  them  of  plans  different  from  those  deposited  in  accordance  with  the  General 
Pier  and  Harbour  Acts. 

On  the  other  hand,  the  Local  Board,  at  a  meeting  at  which  every  member 
was  present,  have  passed  an  unanimous  resolution  in  favour  of  the  present        ^ 

85.  C  Digitized  schem^Ogle 


8    REPORT  BY  THE  BOARD  OF  TRADE  OF  PROCEEDINGS 

scheme,  and  a  memorial  signed  by  upwards  of  100  inhabitant  ratepayers  in 
favour  of  the  proposal  has  been  received  by  the  Board  of  Trade. 

The  objections  against  the  Order  have,  in  the  opinion  of  the  Board  of 
Trade,  been  satisfactorily  met  by  the  Promoter,  The  anticipated  opposition  of 
the  Steam  Boat  Companies  has  been  removed,  not — as  stated— by  the  substitu- 
tion of  improper  plans,  but  by  certain  alterations  in  the  Draft  Order,  chiefly 
relating  to  tolls.  All  the  owners  of  steam  boats,  and  all  the  Steam  Boat  Com- 
panies frequenting  Ufracombe,  appear  to  have  consented  to  the  proposal. 

The  works  proposed  to  be  authorised  by  the  present  Order  differ  slightly  from 
those  proposed  last  year,  but  the  Board  of  Trade  are  advised  that  they  will, 
when  constructed,  afford  additional  shelter.  The  proposed  limits  of  the  Har- 
bour within  which  tolls  may  be  levied  appear  to  the  Board  to  be  too  extensive, 
as  they  include  a  portion  of  a  natural  anchorage,  where  small  vessels  could 
obtain  shelter  irrespective  of  the  existing  and  proposed  Harbour  works. 

The  Board  propose,  subject  to  a  restriction  of  the  Harbour  limits,  to  procee<I 
with  the  application. 


9.  Irvine. 

The  Promoters  are  '*  The  Irvine  Harbour  Trustees,"  incorporated  by  '^  The 
Irvine  Harbour  Improvement  Order,  1867,"  and  apply  for  power — 

1.  To  construct  two  new  wharves  in  addition  to  the  works  authorised 
by  the  Order  of  1867. 

2.  To  borrow  an  additional  sum  of  10,000  /• 

3.  To  extend  the  time  for  the  completion  of  the  works  already  authorised 
to  seven  years  from  the  confirmation  of  the  Order  now  applied  for. 

4.  To  enable    them  to  execue  sundry  minor  works   from  time  to  time 
at  their  discretion. 

The  estimated  cost  of  the  new  works  is  9,205  /. 

There  are  no  objections  to  this  application,  and  the  Board  of  Trade  propose 
to  proceed  with  the  Order. 


10.    KiNSALB. 

The  Promoters  are  the  Town  Commissioners  of  Kinsale,  They  apply  to  be 
constituted  aharbouF  authority  for  the  Port  and  Harbour  of  Kinsale,  with  power 
to  take  rates. 

Objections  have  been  made  to  the  application  by— 

(1.)  The  Eari  of  Bandou. 
(2.)  Inhabitants  of  Bandon. 

The  grounds  of  objection  are  to  the  effect  that  whatever  projects  the  Town 
Commissioners  of  Kinsale  may  desire  to  carry  out,  the  trade  of  Bandon,  which 
is  J  0  miles  higher  up  the  river,  ought  not  to  be  taxed  for  improvements  w  hich 
it  does  not  desire,  and  from  which  it  would  derive  no  benefit. 

The  application  is  still  under  consideration. 


11.    MOUSEHOLE. 

The  Promoters  are  "  The  Mousehole  Harbour  Commissioners,"  incorporated 
by  '^The  Mousehole  Harbour  Improvement  Order,  1868,"  and  apply  for  power — 

1.  To  levy  new  rates  in  lieu  of  those  authorised  by  the  Order  of  1868. 

2.  To  borrow  an  additional  sum  of  2,500  /. 

There  are  no  objections  to  this  appUcati(;n,  and  the  Board  of  Trade  propose  to 
proceed  with  it. 
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12-  Penryn- 

The  Promoters  are  the  Corporation  of  Peuryn,  who  apply  to  be  constituted 
a  harbour  authority,  with  power— 

1 .  To  deepen  and  generally  improve  the  harbour. 

2.  To  levy  a  rate,  not  exceeding  1  d.  per  ton,  on  vessels  anchoring  within 
the  limits  of  the  Order.  This  rate  is  proposed  to  be  applied,  after  pa}ring 
Harbour  expenses,  to  the  current  annual  expenses  of  the  Corporation. 

3.  To  borrow  2,000  /. 

The  estimated  cost  of  the  works  is  1,937^. 

The  Ecclesiastical  Commissioners  object  to  the  application,  and,  alleging  that 
they  are  owners  of  the  foreshore,  propose  that  the  applicants  should  treat  with 
them  for  the  same. 

The  Board  of  Trade  could  not  consent  to  the  appUcation  of  the  surplus  rates 
for  the  benefit  of  the  Corporation  ;  but  provided  separate  accounts  of  receipts 
and  expenditure  are  kept,  and  all  rates  received  are  expended  for  the  benefit 
of  those  who  pay  them,  they  see  no  objection  to  the  application  being  enter- 
tained. They  accordingly  propose,  subject  to  such  amendments  as  may  be 
necessary,  to  proceed  in  the  matter. 


13.  St.  Leonard's. 

The  promoters  are  Messrs.  Clay,  Dixon,  and  others,  who  apply  to  be  incor- 
porated as  **The  St.  Leonard's- on-Sea  Pier  Company,"  with  a  capital  of 
20,000  /.,  in  2,000  shares  of  10  /.  each,  with  power — 

1.  To  construct  a  pier,  with  landing  place,  and  necessary  works,  at  St. 

Leonard's-on-Sea,  in  the  county  of  Sussex. 

2.  To  borrow  5,000  /. 

3.  To  levy  rates. 

The  pier  is  to  commence  on  the  parade,  a  little  to  the  west  of  the  baths,  and 
to  extend  seawards  about  1,000  feet. 

The  estimated  cost  of  the  works  is  20,000  L 

The  Hastings  Pier  Company  object  to  the  application  on  the  ground  that 
it  will  interfere  with  the  success  of  their  authorised  undertaking.  '1  his  objec- 
tion, on  the  ground  of  competition,  is  one  that  the  Board  of  Trade  must  leave 
to  the  decision  of  a  Parliamentary  Committee,  and  they  accordingly  propose 
to  proceed  with  the  application. 

14.  Ventnor. 

The  promoters  are  Messrs.  Burt,  Moor,  and  others,  who  apply  to  be  incorpo- 
rated as  *^The  Ventnor  Pier  and  Esplanade  Company,"  with  a  capital  of 
35,000  /.,  in  7,000  shares  of  5  /.  each,  with  power — 

1.  To  construct  a  pier,  with  all  necessary  works,  at  Ventnor,  Isle  of 

\A'ight,  commencing  near  the  point  where  the  public  road  from 
Mill-street  loins  the  esplanade,  and  extending  seawards  about 
700  feet. 

2.  To  construct  an  embankment  and  esplanade,  extending  from  the  pro- 

posed pier  eastward  for  about  640  yards. 

3.  To  borrow  10,000/, 

4.  To  levy  rates. 

The  estimated  cost  of  the  works  is  30,000  /. 
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An  objection  to  the  scheme  has  been  received  on  behalf  of  Mr.  Warwick 
Richards^  on  the  ground  of  anticipated  depreciation  of  his  property  by  the 
erection  of  a  piermaster's  house  and  other  buildings  in  front  of  and  below  his 
residence,  which  he  fears  will  be  injuriously  affected  by  the  smoke  from  the 
chimneys  of  the  proposed  buildings. 

This  objection  is,  in  the  opinion  of  the  Board  of  Trade,  not  sufficient  to 
prevent  them  proceeding  with  the  Order,  which  they  accordingly  propose  to  do. 


15.  Walton-on-the-Naze. 

The  promoters  are  ^*  The  Walton-cm-the-Naze  Pier  Company,"  incorporated 
by  "  The  Walton-on-the-Naze  Pier  Order,  1864,"  and  apply  for  an  extension 
of  the  time  for  completing  the  works  authorised  by  the  Order  of  1864  to  five 
years  from  the  conm*mation  of  the  Order  now  applied  for. 

They  also  apply  for  powers  to  lease  or  sell  the  present  undertaking  ;  to  pur- 
chase Walton  Jetty,  and  to  levy  rates  for  vessels  remaining  in  the  Boat  Haven. 

The  application  has  been  objected  to  by  Mr.  Edward  Dorling,  on  the  grounds 
that  no  new  pier  is  required,  a  good  one  being  already  in  existence  ;  that  until 
last  summer  the  Company  had  done  nothing ;  that  the  tolls  authorised  by  the 
Order  of  1864  are  excessive;  and  that  the  scheme  is  solely  for  private,  and 
not  public  interests. 

Having  regard  to  the  fact  that  the  Order  of  1864  has  received  the  sanction 
of  Parliament,  the  Board  of  Trade  are  of  opinion  that  this  objection  ought 
not  to  prevent  their  proceeding  with  the  present  application.  They  therefore 
propose  to  make  an  Order. 


Board  of  Trade, 

25  February  1870. 


T.  H.  Farter. 
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HARBOUR    ACCOUNTS. 


R£TVKK  to  un  Order  <rf  the  flononraUe  Hie  Rouse  of  Commons, 
da«ed  W  July  1669  ;-/or. 


ABSTRACT  ^  of  the  Accounts  of  the  several  Harbour  Authorities  of 
Cfreat  Britain  and  Ireland^  as  transmitted  to  the  Secretary  of  State  for 
the  Home  Department*  in  pursuance  oi  the  Local  1  axation  Returns  Act, 
23&34  Viet  o.  51,  showing,  in  the  fbllowing  form,  the  Receipts  and 
Expenditure  of  each  Harbour  for  the  latest  Period  of  Twelve  Months  for 
which  the  Accounts  ate  made  vtp  preceding  the  Month  of  June  1869,  and 
the  Amount  of  Bonded  or  Secured  Debt  remaining  at  the  date  of  the 
Return : — 


Totol  Reeeipts. 

Expenditure. 

Bonded  or 

Name  of  Haxboor. 

Interest 
and  Annnitiet. 

Other 
Ezpenditnre. 

TetaL 

Seoored  Debt 

{Mr.  Bolckow.) 


Ordered,  by  The  House  of  Commons,  to  U  PrinUd, 
a8  February  1 870. 


84. 
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ABSTRACT   OF   ACCOUNTS  OF  THB   SBYBRAL   HARBOUR  AUTHORITIBS   FOR   THE 


ABSTRACT  of  the  Accounts  of  the  several  Habboub  Authoeities  of  Great  Britain  and  Ireland,  as  tranaimted 
to  the  Secretary  of  State  for  the  Home  Department^  in  pursuance  of  the  Local  Taxation  Returns,  Act  23  &  24  Tici 
c.  51,  showing,  in  the  following  form,  the  Receipts  and  Expenditure  of  each  Harbour  for  the  latest  period  of  Twdn 
Months  for  which  the  Accounts  are  made  up,  preceding  the  Month  of  June  1869,  and  the  Amount  of  Bonddce 
Secured  Debt  remaining  at  the  date  of  the  Return. 


TOTAL 

T>  17  /^  17  T  1>  1 

fl  CI 

EXPBNDITUBB. 

BomM 

NAME    OF    HARBOUR. 

KJSOJSix'l  0 

ramakuiigit 
the  Date  of  Cbs 

(not  including 

Interest 

Other 

TOTA.L 

Balances). 

and  Annuities. 

Expenditure. 

EXYBNDXTUllE. 

Beton. 

£.           5. 

d. 

£.     s.    d. 

£.       9. 

d. 

£•          S. 

d. 

£.        1.  i 

1 

Aberystwith  Harbour     - 

1,290     - 

1 

372     6     - 

720  14 

6 

1,098     - 

6 

16,694  18   4 

2 

Alnmouth  Creek    -        -        - 

3  11 

6 

. 

6     6 

7 

6     6 

7 

3 

Arundel  Port         .        -        . 

2,114     6 

6 

66  10     2 

2,423  18 

3 

2,489     3 

6 

1,200    .   - 

4 

Barmouth  Harbour 

286     8 

8 

63  16     - 

174     7 

8 

238     2 

8 

1,480    -   - 

6 

Barnstaple  Harbour  (a)  - 

— 

«» 

6 

Beaumaris  Harbour  and  Pier  - 

271     9 

6 

176     -     - 

128  13 

- 

298  18 

. 

3,600    -   - 
3,500    •   - 

7 

Berwick-upon-Tweed  Harbour 
Bideford  Harbour  -        »        • 

1,773  19 

4 

200  12  11 

1,306     3 

4 

1,606  16 

8 

8 

142  17 

4 

,              . 

142     - 

10 

142     - 

10 

0 

Blakeney  Harbour 
Blyth  Harbour       - 

301   13 

9 

196     -     - 

106     7 

2 

801     7 

2 

. 

10 

7,946  11 

4 

878     4     2 

9,680     3 

8 

10,668     7 

10 

17,000    -   . 

11 

Bognor  Creek  or  Beach 

149     2 

• 

126  16 

6 

126  16 

6 

12 

Boston  Harbour  Trust  (includ- 
ing Wainfleet  Creek). 

1,401   12 

2 

- 

2,181   19 

6 

2,131  19 

6 

— 

13 

Boston  Pilot  Trust 

481   11 

8 

.              . 

458     7 

7 

463     7 

7 

14 

Braneaster  Creek   -        -        . 

4     7 

7 

. 

6     7 

8 

6     7 

8 

^^^^ 

16 

Bridlington  Piers  and  ff arbour 

8,672  19 

6 

•               • 

6,266  12 

6 

6,266  12 

6 

8,000    -   - 

16 

Bridport  Harbour  -        •        - 

978  19 

4 

• 

1,071     9 

2 

1,071     9 

2 

26,000    -   - 

17 

Bristol  Docks         ... 

••96,900  18 

8 

18,937  13     2 

82,824  10 

2 

101,762     3 

4 

487,731     5   - 

18 

Briton  Ferry  Dock 

2,961   19 

11 

3,274     8     - 

422  11 

6 

8,696  19 

6 

85,000     -   - 

19 

Brixbam  Harbour 

843  19 

9 

262     6     - 

986  13 

3 

1,248  19 

3 

6,330    -   - 

20 

Broadstairs  Harbour 

807  H) 

11 

260  10 

2 

260  10 

2 

7     ^ 

21 

Bade  Harbour  and  Canal 

230  13 

1 

.               . 

230  13 

1 

230  13 

1 

^^m 

22 

Buny  Port  and  Owendreath 
Valley  Railway  Company. 

4,941  11 

9 

896     6     6 

4,120  12 

6,016  17 

6 

10,600     -    - 

28 

Cariisle  Port  and  Silloth  Har- 
bours, and    Solway  Buoys 
and  Lights. 

3,871   17 

6 

- 

2,008     6 

2 

2,008     6 

2 

— 

24 

Carmarthen  Port   -        -        • 

102     - 

^ 

, 

102     - 

- 

102     - 

. 

^^, 

25 

Carnarvon  Harbour 

2,764     2 

1 

166  14     6 

2,684  10 

- 

2,860     4 

6 

2,860    -   - 

26 

Chester  Pilot  Trust 

14  10 

14  10 

- 

14  10 

27 

Colchester  Navigation    - 

971   16 

6 

60     7     9 

980     7 

1 

1,030  14 

10 

876    -   - 

28 

Cowes  Harbour     -        .        - 

66  18 

6 

40     I 

6 

40     1 

6 

20 

Dell    Quay    and    Chichester 
Basin. 

128     7 

10 

- 

128  10 

1 

128  10 

1 

30 

Dover  Harbour      ... 

11,418  17 

4 

707     1     - 

9,267     7 

•■ 

9,974     8 

— 

19,609  17    ! 

31 

Exeter  Port  .... 

867     6 

6 

•              • 

867     6 

6 

867     6 

6 

32 

Exmouth  Port       .        -        - 

113     6 

8 

- 

113     6 

8 

118     6 

8 

— 

33 

Faversham  Navigation   - 

3,014     2 

9 

1,649  13     .* 

1,432  11 

. 

8,082     4 

88,000    -  - 

34 

Fleetwood  Port      - 

2,806  19 

«. 

• 

2,417  16 

9 

2,417  16 

9 

..^ 

35 

Folkestone  and  W  hitstable  Har- 
bours, Angerstein  and  Strood 
Wharves,  Oravesend  Canal, 
and  Hungerford  Pier,  Lon- 
don, in  the  occupation  of  the 
South  Eastern  Railway  Com- 
pany. 

10,368     7 

10 

16,804     7 

6 

16,804     7 

6 

(a)  6.— Banitaple  Harbour*— No  return  reetlTed  as  to  Uia  Beoeijits  and  Bipeiiditttre*    ^<-^  t 
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NAHB  OF   HARBOUR. 


GkdnsboroaKh  Port 
Gateshead  Quay    •        .        • 
Glamorganshire   Canal    Com- 
pany's Sea  Loek^  Cardi£ 
Gloucester  and  Berkeley  Canal 
Gravesend  Town  Pier    - 

Hartlepool  Port  and  Harbour 
Harwich  Improyement  Quay 
and  Pier  Act* 
Hayling  Bridge  and  Causeway 

Company. 
Heme  Bay  Pier    .        *        - 
Hobbs'      Point,      Pembroke 

Dock. 
HytheHard-        ... 

Uftacombe  -  -  .  • 
Ipswich  Dock 

King's  Lynn,  Port  of     - 

Lancaster  Port  ... 
Llanelly  Dock  ... 
Llanelly  Harbour,  Creeks,  and 

Burry  Navigation. 
London,  Port  of    - 
Looe,  £^t  and  West  Harbour 
Lowestoft  Harbour 
Lyme  Regis,   Cobb  or    Har- 

hour  of. 

Maldon,  Port  of    - 
Margate  Pier  and  Harbour    - 
Maryport  Harbour 
Middlesborough     Dock     and 

Stockton  Shipping  Staith. 
Milford  Haven       ... 
Minehead  Harbour 

Mersey  Docks  and  Harbour : 
Revenue  Account 
Conservancy  Account 

Neath -Harbour      ... 

Newhaven  Harbour  and  Ouse 
Lower  Navigation* 

Newport  Dock  Company,  Mon- 
mouth. 

Newport  Harbour  or  Port, 
Monmouth. 

Newquay  Harbour,  Cardigan  - 

Newquay  Pier  and  Quay, 
ComwalL 

Padstow  Harbour 
Paington  Harbour 
Penarth  Tidal  Harbour,  Car- 
diff. 
Penzance  Harbour 

(a)  43. — HayUng  Bridge  and  Causeway  Company. — ^No  retain  received  as  to  the  Receipta  and  Expenditure. 

(b)  57. — Maldon,  Port  of. — No  return  received. 

(c)  63. — Meriey  Docks,  Sec.,  Revenue  Account. — The  amount  of  money  received  this  year  on  Boud  was  3,636,433/.  19^.  1  <f.,  of  which  the  renewals 
of  Expired  Loans  aad  Bonds  paid  off  amount  to  3,331,450/.  17 «.  2(L,  leaving  the  aum  of  304,983/.  Is.  11  d.  to  be  added  to  the  Secured  Debt  as  the 
actual  increase  thereof  during  the  year. 

(rf)  68.^Newquay  Harbour,  Cardiganu^Applied  to  Dividends.  ^<^  t 

84.  A  2  Digitized  by  V^OOQ IC 


TOTAL 
RECEIPTS 
(not  including 

Balances). 

E 

X  P  B  N  D  I 

T  U 

R  E. 

Bonded 
or  secured  Debt 

Interest 
and  Annuities. 

Other 
Expenditure. 

Total 

EXPBNDITURB. 

remaining  at 

the  Date  of  this 

Return. 

£.    s.    d. 

£•      S.     d. 

£.    S. 

d. 

£.    $.    d. 

£.          5.     d. 

86     9     4 
2,511  16     7 
1,000    -    9 

1,796  10     5 

85     9 

8,198  14 

994     1 

4 
4 
5 

85     9     4 

4,996     4     9 

994     1     5 

37,650     -     - 

Blfill     4     9 
1,213  18     - 

8,820  18     4 
574     -    - 

26,528     8 
784  15 

10 
10 

29,844     2     2 
1,858  16  10 

76,027     8     4 
16,400     -     - 

5,721     7     5 
845     8     2 

114  12     7 

•               • 

5,692     4 
826  14 

6 

8 

6,806  17     - 
826  14     8 

9,400     -     - 

-        (a)         - 

- 

• 

- 

-           («)           - 

2,440     -     - 

48     5     1 

•              * 

52  15 
96     7 

8 
8 

52  15     8 
96     7     8 

7,297     5     3 

485     4     8 

4     6- 

288     9 

- 

287  15     - 

— 

828     1     4 
8,046     7  10 

-  10     3 

4,488  10     - 

558  18 

4,008  18 

4 
4 

554     8     7 

8,497     8     4 

10     5     2 
106,900     -     - 

6,189     3     6 

280    2  11 

6,181     1 

8 

6,861     4     7 

4,000     ^    - 

2,916  17     - 
2,850  19     2 
8,760  19     4 

•              • 
1,050     4     9 

1,497    - 
2,850  19 
2,898     2 

2 
2 
7 

1,497     -     2 
2,850  19     2 
8,948     7     4 

19,500     -     - 

62,228  19     2 
2,821     7     - 

11,769     9  11 
1,688     2     5 

8,981     5     - 
240     -    - 

60     -    - 

59,207     8 
1,668     5 
8,884  15 
1,821     8 

6 
8 

4 
7 

68,188  18     6 
1,903     6     3 
8,884  15     4 
1,881     8     7 

107,200     -     - 
7,876     -     - 

-     w     - 

6,102  17     8 
6,696  19     4 
1,648  12  11 

4,157     -    - 
4,598  15     7 

7     - 
2,029     4 
6,497  12 
1,980     9 

8 
11 

(6)7     -    . 

6,186     4     - 

10,096     7  10 

1,980     9  11 

67,200     -    ^ 
77,295     -     - 

159     1     4 
181   14     8 

- 

188     - 
181   14 

5 
8 

188     -     5 
181   14     3 

— 

885,126    -     7 
27,816  15     6 

628,558  16     6 

188,685  16 
19,282     1 

11 

817,244  11     2 
19,282     1    11 

14,165,978  17     2 

(0) 

4,046  16     2 
27,579  16     1 

808  16     7 
1,787  17  11 

2,589  19 
27,770  17 

9 

3,398  15     7 
29,508   15     8 

15,960     -     - 
40,860     -     - 

81,483     4  10 

7,581     6     1 

22,682  10 

2 

80,213  16     8 

95,000     -     - 

2,108     2     6 

- 

1,966  16 

8 

1,966  16     8 

— 

255  18     2 
1,065  18  11 

((^)200     7     - 

91     5 
988     5 

9 

291   12     - 
988     5     9 

- 

591   18     8 
806     5     - 
618  10  11 

12  10    - 
255  15     1 

481    10 

54     6 

1,777     1 

4 
9 

494     -     - 

310     1     5 

1,777     1     9 

250     -     - 

8,958  17     9 

1,769     4     6 

2,189  18 

8 

3,958  17     9 

48,090     -     - 

ABSTRACT    OF   ACCOUNTS    OF   THE    SEVERAL    HARBOUR   AUTHORITIES,   &C.,    1869. 


NAME   OP    HABBOUE. 


Plymouth  Great  Western  Dock 

Company. 
Poole  Harbour 
Porth  Cawl  Harbour 
Porthleven  Harbour 
Portmadoc  Harbour 
Portsmouth,  Camber  Dock 
Portsmouth,  Camber  Wharf 
Port  Talbot,  Glamorganshire 
Pwllheli  Harbour  - 

Ryde  Pier  and  Ryde  Pier 
Tramways,  &c.: 

Pier  Account .        -        - 

Pier  Tramways  Account  - 

Victoria  Pier  and  Docks 

Account 

Rye  Harbour         -        •        - 

St.  Mawes  Port,  Harbour,  and 
Pier. 

Sandwich  Haven    .        -        - 

Scarborough  Harbour    - 

Shoreham  Harbour 

Southampton  Harbour  and  Pier 

Southwold  Harbour 

Stockton  Port  (River  Tees  Con- 
servancy Commission). 

Sunderland,  Port  of       -        - 

Sunderland  (River  Wear  Watch 
Commission). 

Sutton  Pool  Harbour  (Ply- 
mouth). 

Swansea  Harbour  .        -        - 

Teignmouth  Harbour  - 
Tenby  Harbour  ... 
Topsham  Port  -  -  - 
Trevaunance  Pier  and  Harbour 
Truro,  Port  of  -  -  - 
Tyiie  River   .        -        .        - 

Upper  Mersey  Dues  Trustees  - 

Warkworth  Coquet  Harbour  - 
Watchet  Harbour  -  -  - 
Welland  River  and  Harbour  of 

Spalding. 
Wells  Harbour  (Norfolk) 
Weymouth  Harbour 
Weymouth  Pile  Pier      - 
Whitby  Port 
Wisbech  Harbour  • 
Workington  Harbour     - 

Great  Yarmouth  (  N  orfolk)  Port, 
Haven,  and  Rivers  connected 
therewith : 

Haven  -  -  -  - 
River  Bure  ... 
River  Waveney 
River  Yare  -  -  . 
Yarmouth  Quay  and  Harbour 
(Isle  of  Wight). 


ToTAt 


£. 


TOTAL 

RECEIPTS 

(not  including 

Bftlances). 


£.        $.     d. 
68,701   14     4 


1,601 

1,712 

086 

W 
1,342 

4,367 

1,582 

88 


6 

7 

11 


7     1 


10     6 


8,344   14  11 

650     7  4 

1,366     8  6 

64     7  6 

1,213     8  1 

1,840     8  2 

0,366     8  6 

6,670     4  4 

447     8  8 

40,267     1  6 

181,772  14  8 

2,467     6  4 

4,666  11  0 

00,706     6  - 

1,130  16  10 

846  8  0 

180  16  7 

787  10  10 

766  4  6 

816,604  6  - 

11,721  12  6 

1,284  18  10 

4,048  17  - 

6,401  2  1 

673  7  - 

1,822  14  6 

800  IS  8 

886  2  1 

8,877  10  6 

6,020  17  4 


0,780  5 
474  U 
130  13 
003  16 
220  2 


2,106,604  12     2 


EXPENDITURE. 


Interest 
id  Annnitieii. 


£.        s.    d. 
20,178  14     6 


1,806  10  6 
354  0  10 
401  8  10 


674  12  8 

71  -  11 

(6)  82  10  - 

47  -  - 

(c)  6,468  7  1 

1,617  6  7 

0,800  18  - 

47,616  2  1 

080  6  8 

28,824  •  6 

880  -  - 
8-8 

68,218  -  7 

3,810  8  8 

407  18  7 

687  12  6 

806  8  4 

601  18  6 

645  16  - 

730  11  0 

2,603  6  0 

1,087  1  2 


1,644  18  - 


17  4  2 


881,072  3  2 


Other 
Expenditure. 


£.    s.  d. 

88,008  8  8 

1,676  1  1 

21,337  12  1 

706  6  6 

603  13  0 

4,002  10  2 

1,000  14  2 

88  -  - 


8,022  12  10 

677  -  2 

1,203  11  - 

20  16  6 


1,004  2  0 

1,178  4  1 

4,687  -  2 

4,053  2  - 

437  17  6 

26,046  18  10 

142,744  16  2 
2,330  11  7 

2,700  1   1 

72,408  7  2 

077  1  0 
281  12  10 
180  16  7 
728  8  10 
213  6  10 
260,008  18  0 

8,081  6  3 

736  16  8 
3,761  11  2 
6,840  18  7 


162  18 

1,311  6 

62  16 

1,221  17 

1,314  3 

2,671  16 


Total 
expbnditurk. 


11,435  14  10 

303  1  10 

177  17  8 

1,106  18  6 

176  18  11 


1,103,861   6  11 


£.    t.  d, 

68,272  2  8 

1,676  1  1 

21,887  12  1 

706  6  6 

(a)  - 

1,800  18  2 

4,857  -  - 

1,682  8  - 

33  -  - 


0,407 

677 

1,364 


1,061 
1,178 

10,160 

6,670 

437 

86,766 

100,260 
2,330 

3,680 

100,727 

1,366 
204 
180 
728 
213 
818,816 


5  6 
-  2 

11  11 

6  6 

2  0 

4  1 

7  3 

8  7 

17  6 
16  10 

18  3 
11  7 

7  0 

7  7 

1  0 

18  6 

16  7 

8  10 
6  10 

10  4 


12,701  14  11 


1,284 
4,830 
7,146 

744 
1,867 

702 
1,221 
3,017 
8,768 


18  10 
8  8 

6  11 

16  7 

7  3 

17  8 
10  3 
16  2 


13,080  12  10 

303  1  10 

177  17  3 

1,106  18  6 

102  18  1 


Bonded 
or  eecured  DcU 

remainhig  at 
the  Dateoftidi 


£.    <.  i 
103,847  4  I 


656  - 

28,150 

7,500  - 

26,000  - 


11,000  -  - 

1,000  -  - 

000  -  - 

30,300  -  - 

80,712  4  1 

206,066  11  8 

1,132,657  9  5 

18,664  -  - 

661,822  -  - 

8,100  -  - 


1,204,268  -  - 

74,610  -  - 

184,800  -  - 

24,211  -  - 

10,567  18  1 

13,670  -  - 

18,300  -  - 

0,200  -  - 

62,600  -  - 

22,260  -  - 


37,770  - 


360  -  - 


2,074,028  10  1 


10,480,846  4  5 


78  -Porfnudac  Harbour.-No  return  roceived  aa  to  the  Receipts  and  Expenditure.        {h)  85.-St  Mawes  Port,  Harbour,  and  Pier.-Dividend  on  .har«. 
88;-ShorXm  H^^^^^  the  Hun.  of  2.041  U  13,.  Orf..  which  ha.  been  invested  in  Exchequer  Bonds. 
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HARBOUR    LOANS. 


RETURN  to  an  Order  of  the  Honourable  The  House  of  CommooSy 
dated  31  March  1870  5—^, 

RETURN  "  of  Applications  for  Loans  under  the  Provisions  of  '  The  Habboubs  and  Passing  Tolls,  &c. 
Act,  1861,'  which  have  been  decided  on  by  the  Public  Wobks  Loan  Commissionbbs,  with  the  Result; 
and  stating  the  Amount  of  the  Loan  Applied  for  and  Granted,  the  Rate  of  Literest  charged,  and  the  Nature 
and  Object  of  the  Works  in  each  Case,  made  up  to  the  31st  day  of  December  1869  (in  continuation  of  Parlia- 
mentary Paper,  No.  425,  of  Session  1868-9)." 


RETURN  of  Applications  for  Loans  under  the  Provisions  of  "  The  Habboubs  and  Passing  Tolls,  &c. 
Act,  1861,"  which  have  been  decided  on  by  the  Public  Wobks  Loan  Commissionbbs. 


I. — Cases  in  which  Loans  have  been  Granted. 

Name. 

Amount  Applied  for. 

Amount 
Granted. 

Rate  of 
Interest 

Nature  of  Work. 

Object  of  Works, 
as  sUted  by  Applicants. 

Carlimoford      - 

I8L«  OF  Maw 
Isle  of  Man 

ToaauAT     -       -       - 

8,000  ^ 
In  addition  to  47,700 1,  pre- 
vionaly  applied  for.     Vide 
Parliamentarj    Paper,    No. 
286  of  SeMion  1867-8. 

13,000/. 
Farther  application. 

15,400/., 
The   grant  of  9,000/.    for 
Ramsey    and    16,000/.    for 
Peel    (vide    Parliamentary 
Paper,  No.   128  of  Session 
1866),  haying  been  snrren- 

30,000/. 

8,000/. 

13,000/. 
15,400/. 

18,300/. 

3ip'cent 

Dredging  the  bar  and  month  of  Car- 
lingford  Lough. 

To  complete  works  at  Port  Erin  in 
respect  of  which  a  previous  loan  of 
58,200  /.  was  granted. 

9,000/.  for    Peel    Breakwater,    and 
5,500  /.  for  Ramsey. 

To  complete  pier  and  breakwater 

Trade,  fisheries,  refuge,  and 
shelter. 

Shelter  to  trading  vessels  and 
fishing  boats. 

Shelter  and  deepening  and 
improving  harbour. 

Shelter  and  refuge. 

II. — Cases  in  which  the  Public  Works  Loan  Commissioners  have  refused  Applications. 


Name. 


Amount  applied  for. 


Natnve  oC;  Works. 


Object  of  Works,  as  stated  bj  Applicants. 


Arbsoath 


Martport 


Southampton  - 
Ttnb 


Tynb 


Watsrford 


5,000  /., 
In  addition  to  previously  rejected 
application  for  15,000  /.,  now  re- 
newed and  increaiMed. 

80,000/. 


8,150/. 

100,000/., 
The  applicants  declining  to  pay 
the  rate  of  interest  required  by 
this  Board. 

100,000/., 
The  applicants  declining  to  pay 
the  rate  of  interest  required  by 
this  Board. 


43,000/. 


ConTcrsion  of  old  harbour  into  a  wet  dock, 
and  dredging  at  entrance. 


Dock  basin;  railways;  extension  of  nortk 
breakwater. 

Extension  of  present  quay  accommodation    - 

Dredging  the  bed  of  the  rirer  from  its 
entrance  upwards,  and  straightening  its 
course,  &o. 

Extension  of  the  piers  in  respect  of  which 
prcTious  loans,  amounting  to  200,000/., 
were  granted. 

Dry  dock  and  approaches    .        -       -       - 


Trade,  fisheries,  refuge,  and  shelter. 


Extension  of,  and  greater  facilities  for,  trade, 
further  accommodation  for  shipping,  and 
increased  depth  of  water. 

Trade. 

Providing  a  deeper  and  safer  entrance,  en- 
larging the  capacity  of  the  harbour  and 
improvement  of  the  river. 

Shelter. 


Repairing  ships  and  refitting  vessels  that  have 
sought  refuge. 


III. — Cases  of  Loans  for  the  Purposes  mentioned  in  Special  Acts  of  Parliament 


Name. 


Amount 
Applied  for. 


Amount  Granted. 


Rate  of 
Interest. 


Purposes. 


Ireftt  Basses  Light  House,  Ceylon 
limerick  Harbour        ... 


£.       f.    d. 

70,000    -    - 

23,779    9    1 


70,000    -    - 
23,779    9    1 


3}  per  cent 
3*       „ 


Act  32  &  33  Vict,  c  77. 
Act  30  &  31  Vict  c  53. 


[  Public  Works  Loan  Board,\ 
14Aprill870.  / 

189. 
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HARBOURS    OF    REFUGE. 


RETURN  ia  an  Order  of  the  Honourable  The  House  of  Commons, 
dated  6  May  1870;— /br, 


COPY  •^  of  Quarterly  Reports  of  the  Engineers  at  the  Harbours  of 
Refuge  at  Dover ^  Aldeimej/,  Portland^  and  Holyhead^  for  the  Year  ending 
the  31st  day  of  March  1870  (in  continuation  of  Parliamentary  Paper, 
No.  166,  of  Session  1868-9)." 


Board  of  Trade,1  -        „    ttat^rt?!? 

7  May  1870,    J  ^-   ^-   *  AKKEK, 


(^Mr*  Shaw  Lefevre,) 


Ordered,  by  The  House  of  Commons,  to  be  Ih^nted, 
9  May  1870. 


207, 

Digitized  by 


Google 


Dovei. 


QUARTERLY  REPOKTS  OF  ENGINEERS  ON  THE 


1.— DOVER. 


Engineers'  Report  for  the  Quarter  ending  30th  June  1869. 

23,  Great  George-street,  Westminster,  S.W^ 
Sir,  12  July  1869. 

With  more  favourable  weather  than  in  the  preceding  quarter,  a  greater 
improvement  in  the  rate  of  progress  has  taken  place.  The  foundation  course, 
including  a  cross  wall,  has  been  extended  a  further  average  length  of  42  feet, 
and  the  work  has  been  raised  a  height  of  15  feet. 

The  total  length  of  the  foundation  course  is  now  1,986  feet. 

The  completion  of  the  cross  wall  now  in  hand  will  enable  the  contractors  to 
proceed  with  the  filling  between  the  walls,  and  the  raising  to  quay  level  of  about 
160  feet  of  the  pier. 

The  various  repairs  required  after  the  damage  done  by  H.  M.  Gun-brig 
"  Ferret,"  have  been  taken  in  hand  so  as  not  to  interfere  with  the  contract 
work,  or  the  train  and  steam  packet  services,  and  will  shortly  be  completed. 

3,736  cubic  yards  of  concrete  blocks  have  been  made,  and  3,668  cubic  feet 
of  granite  have  been  delivered  for  the  above  waterworks. 

Certificates  auiounting  to  2,604/.  (which  is  exclusive  of  the  value  of  the 
work  done,  4,020/.,  during  the  month  of  June)  have  been  granted  to  Messrs. 
Lee,  the  contractors,  during  the  past  quarter,  making  the  total  sum  certified 
for  the  several  contracts  for  the  pier  and  the  junction  walU  636,898  /. 


The  Secretary  to  the  Board  of  Trade. 


We  have,  &c. 
(signed)         M'Ckan  <§'  Stileman. 


RETURN  of  Expenses  and  Average  Number  of  Men  Employed  Dailt  during  the  Quarter  aiding 

30th  June  1869. 


.... 

^fEkonnt 

Amount 

Average  K^mlwr  tf  Mfia  Emptoyed  DaUj, 

;         Date        : 

Amount    1 

DESCRIPTION         when  Ibe 
of               t       Work 
WORK.               WHS  Com-    1 

1 

Araonnt                        ' 
1  aathoTifted 

of 

for 

EBt!imat«. 

1      Year. 

i 

certified 
during 
Quarter. 
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i                       1 
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1                 ,                 ,         .         , 
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DOVER,  ALDERNEY,  &c.  HARBOURS  OF  REFUGE. 


Engineers'  Report  for  the  Quarter  ending  30th  September  1869. 


Dover 


Sir, 


23,  Great  George-street,  Westminster,  S.W., 
4  October  1869. 


The  progress  of  the  pier  during  the  past  quarter  has  been  as  follows.  The 
foundation  course  of  the  pier  has  been  extended  to  a  distance  of  2,006  feet  on 
the  centre  line,  being  an  advance  of  20  feet  during  the  past  quarter. 

The  length  of  160  feet  of  the  upper  work  in  hand  has  be(m  raised  to  within 
9  feet  of  low-water  mark,  and  the  hearting  and  cross  wall  have  been  raised  to 
the  same  level. 

It  was  hoped  that  this  wo^k  would  have  been  brought  up  to  the  level  of  low- 
water  before  the  time  for  the  equinoctial  gales ;  this,  however,  the  contractors 
have  not  succeeded  in  doing,  and  it  has  therefore  been  decided  to  run  the  risk 
of  erecting  a  further  length  of  staging  during  the  present  season,  in  order  that 
the  under  waterwork  may  be  advanced  if  the  weather  should  interfere  with  the 
progress  of  the  work,  which  its  at,  or  about,  the  level  of  low-water.  About  two- 
thirds  of  this  length  of  staging  is  already  erected,  and  the  remainder  is  in  hand. 

The  heavy  gales  o(*  the  1 9th  September,  and  following  days,  did  no  damage 
either  to  the  staging  or  the  completed  works,  but  15  blocks  were  displaced 
from  the  top  course  of  the  work  in  hand,  which  was  9  leet  below  low-water 
level. 

The  damage  done  to  the  pier  and  jetties  at  the  time  of  the  lass  of  Her 
Majesty's  late  Gun-brig  "  Ferret "  has  been  repaired,  and  the  whole  of  the 
ground  has  been  carefully  examined  by  divers. 

The  moorings  and  buoys  under  the  Board  of  Trade  jurisdiction  have  been 
overhauled  and  repaired  where  required. 

755  tons  of  granite  have  been  delivered  for  the  works,  and  2,585  cubic  yards 
of  concrete  blocks  have  been  made  at  Rye,  of  which  1,831  yards  have  been 
bailed  to  Dover. 

'file  average  number  of  men  employed  has  been  169. 

Certificates  amountfng  to  10,025  /.  have  been  granted  to  Messrs.  Lee,  the 
contractors,  during  the  past  quarter,  making  the  total  sum  certified  for  the 
first,  second,  and  third  contracts,  and  the  junction  wall,  646«923  /. 


The  Secretary  to  the  Board  of  Trade. 


We  have,  &c. 
(signed)         W  Clean  8f  Stilemau, 


RETURN  of  Expenses  and  Average  Number  of  Mew  Employed  Daily  during  the  Quarter  ending 

dOth  September  1869. 
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c 
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present 
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II 

1 
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£ 

1 

1 

i 

1 
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£. 

£. 

£. 

£. 
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-  First  con- 

- 

em  Ann  of  Har- 

tract,    Oct. 

boar  ol  Refuge. 

1847. 
Second  con- 

/ 660,000 

" 

tract,     Nov. 
1854. 

J 

' 
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646,923 

4 

tl 

t 

5 

6 
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66 

71 

Third  con- 

76,000 
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tract,  Kar. 

1867. 

83,  Great  Oeorfe-street,  4  October  1869. 


(iigMd)        M'CUam^SHiemmt, 
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Dover. 


Engineer's  Report  for  the  Quarter  ending  31st  December  1869. 

Sir, 

The  foundations  of  the  pier  have  been  extended  a  distance  of  28  feet  during 
the  past  quarter.  The  total  length  of  pier  is  now  2,034  feet  at  the  level  of  the 
foundations. 

The  length  of  160  feet  of  the  pier,  which  had  been  raised  during  previous 
quarters  to  the  average  level  of  nine  feet  below  low-water,  has  been  advanced 
to  within  seven  feet  six  inches  of  low-water  level.  No  opportunity  has  been 
lost  of  carrying  on  this  work  ;  the  delay  is  due  to  the  season  of  the  year,  and 
the  nature  of  the  work  to  be  done. 

The  extension  of  the  staging,  intended  for  the  winter  s  work,  was  also  com- 
pleted in  the  early  part  of  the  past  quarter. 

100  tons  of  granite  have  been  delivered,  and  3,732  cubic  yards  of  concrete 
blocks  have  been  made  at  Rye  ;  of  these,  2,673  cubic  yards  have  been  delivered 
on  to  the  works  at  Dover. 

The  average  number  of  men  employed  has  been  141.  A  very  heavy  south- 
west gale,  on  the  night  of  the  16th  December,  completely  destroyed  the  whole 
of  the  contractors'  staging,  including  the  length  just  then  completed  for  carrying 
on  the  work  in  the  foundations  during  the  winter.  The  finished  portion  of  the 
pier  received  no  damage,  but  it  has  not  yet  been  ascertained  whether  the  work 
in  hand  has  suffered.  The  contractors  have  already  commenced  preparations 
for  erecting  fresh  staging,  and  are  also  recovering  the  wreck  as  fast  as  the 
weather  permits. 

Certificates  amounting  to  2,560  /.  have  been  granted  to  Messrs.  Lee  &  Sons, 
during  the  past  quarter,  making  the  total  sum  certified  for  the  several  contracts 
and  the  junction  wall,  649,482/. 

I  have,  &c. 

(signed)        Edward  Druce,  Engineer. 

The  Assistant  Secretary, 
Harbour  Department,  Board  of  Trade. 


RETURN  of  Expenses  and  Average  Number  of  Men  Employed  Daily  during  the  Quarter  ending 

dlBt  December  1S69. 
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DOVER,  ALDERNEY,  &c.  HARBOURS  OF  REFUGE. 


Engineer's  Report  for  the  Quarter  ending  31st  March  1870. 

Sir,  Dover,  5  April  1870. 

In  consequence  of  the  loss  of  the  contractors'  staging,  as  stated  in  the 
previous  Quarterly  Report,  no  extension  of  the  pier  has  taken  place  during  tlie 
past  quarter.  The  contractors  have  been  engaged  in  recovering  their  plant, 
and  have  commenced  re-erecting  staging  for  carrying  on  the  v^rork. 

The  manufacture  of  concrete  blocks  has  been  continued  at  Rye,  and  a  suffi- 
<5ient  number  for  completing  the  present  contract  has  been  made. 

The  average  number  of  men  employed  has  been  105. 

CertijScates  amounting  to  2,167/.  have  been  granted  to  Messrs.  Lee,  the 
contractors,  during  the  past  quarter,  making  the  total  sum  certified  for  the 
several  contracts  and  the  junction  wall,  661,649  /. 

I  have,  &c. 
(signed)         Edward  Druce,  Engineer. 

The  Assistant  Secretary, 
Harbour  Department,  Board  of  Trade. 


Oorpr. 


RETURN  of  Expenses  and  Average  Number  of  Men  Employed  Daily  during  the  Quarter  ending 

3l8t  March  1870. 
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2.— ALDERNEY. 


Engineers'  Report  for  the  Quarter  ending  30th  June  1869. 

23,  Gre^t  George-street,  Westminster,  S.W., 
Sir,  10  July  1869. 

The  total  quantity  of  stone  deposited  in  the  base  and  foreshores  of  the 
Western  Breakwater  during  the  last  quarter  has  been  9,502  tons. 

During  the  quarter  183  lineal  yards  of  coping  have  been  set  on  the  sea  wall, 
and  an  equal  length  of  coping  on  the  promenade  wall,  extending  from  217  yards 
to  400  yards  from  the  shore.  The  granite  paving  of  the  promenade  has  been 
laid  for  the  same  length  of  183  yards.  This  completes  834  Uneal  yards  of  the 
promenade  level. 

The  sea  damages  referred  to  in  last  report  are  being  repaired. 

The  daily  average  number  of  men  employed  during  the  quarter  has  been 
189,  and  8  horses. 

The  amount  of  certificates  granted  to  Messrs.  Jackson  &  Bean,  the  con- 
tractors, during  the  quarter,  has  been  2,000/.,  making  a  tolal  of  1,228,213/. 
since  the  commencement  of  the  works. 


The  Secretary  to  the  Board  of  Trade. 


We  have,  &c. 
(signed)         M'Clean  Sg  StUeman. 


HKTURN  of  Expenses  and  Average  Number  of  Men  Employed 

Daily  during  the  Quarter  ending 

80th  June  1869. 
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(signed)        WCUan  jr  Stileman^  Engineers. 


Digitized  by 


Google 


DOVER,  ALDEJ^NEY,  &e.  HARBOURS  QF  REFUGE. 


Engineers'  Report  for  the  Quarter  ending  30th  September  1869. 


Sir, 


23,  Great  George-street,  Westminster,  S.W., 
4  October  1869. 


The  total  quantity  of  stone  deposited  in  the  base  and  foreshores  of  the 
Western  Breakwater,  during  the  last  quarter,  has  been  8,253  tons. 

The  damages  caused  by  the  sea  to  the  breakwater  walls  during  the  heavy 
gales  of  last  winter  have  been  repaired. 

Thirty-five  face-stones  were  again  drawn  out  of  the  sea  wall  at  1,483  yards 
from  the  shore,  and  some  copings  and  pitching  were  displaced  on  the  quay 
level,  in  the  storm  of  11th  and  12th  ultimo. 

The  daily  average  number  of  men  employed  during  the  quarter  has  been  1 IT^ 
and  eight  horses. 

The  amount  of  certificates  granted  to  Messrs.  Jackson  &  Bean,  the  con- 
tractors, during  the  quarter,  has  been  7,500/.,  making  a  total  of  1,235,713/. 
since  the  commencement  of  the  works. 

We  have,  &c. 
(signed)         M^  Clean  2f  Stilanan. 

The  Secretary  to  the  Board  of  Trade. 


Aidernej . 


RETURN  of  Expenses  and  Average  Number  of  Men  Employed  Daily  during  the  Quarter  ending 

30th  September  1869. 
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Aldet  uej . 


Engineers'  Report  for  the  Quarter  ending  31st  December  1869. 

23,  Great  George-street,  Westminster,  S.W., 
Sir,  6  January  1870. 

The  total  quantity  of  stone  deposited  in  the  base  and  foreshores  of  the 
Wester  n  Breakwater,  during  the  last  quarter,  has  been  6,638  tons. 

I)  uring  the  quarter,  132  lineal  yards  of  coping  have  been  set  on  the  sea  wall, 
and  an  equal  length  of  coping  on  the  promenade  waU,  extending  from  85  yards 
to  217  yards  from  the  shore.  The  granite  paving  of  the  promenade  has  been 
laid  for  the  same  length  of  132  yards.  This  completes  the  promenade  level  for 
a  length  of  966  yards  from  the  shore,  leaving  to  be  completed  594  lineal  yards, 
viz.,  from  a  point  966  yards  from  the  shore  to  the  head. 

The  damage  of  1 1  and  12  September,  referred  to  in  last  Report,  has  been 
repaired. 

The  daily  average  number  of  men  employed  during  the  quarter  has  been  112, 
and  6  horses. 

The  amount  of  certificates  granted  to  Messrs.  Jackson  &  Bean,  the  contractors, 
during  the  quarter,  has  been  4,500/.,  making  a  total  of  1,240,213/.  since  the 
commencement  of  the  works. 


Summary  of  the  Year. 

Since  the  beginning  of  the  year,  38,286  tons  of  stone  have  been  deposited  in 
the  base  and  foreshores  of  the  Breakwater. 

Four  hundred  and  seventy-three  lineal  yards  of  coping  and  paving  have  been 
laid  on  the  promenade  level,  from  85  yards  to  558  yards  from  the  shore.  This^ 
completes  966  lineal  yards  of  the  promenade  level  from  the  shore  outwards,  and 
leaves  to  be  completed  594  lineal  yards  thence  to  th^  head. 


The  Secretary  to  the  Board  of  Trade. 


We  have,  &c. 
(signed)         M^Clean  Sg  Stileman. 


RETURN  of  ExPEKSES  and  Average  Number  of  Men  Employed  Daily  during  the  Quarter  ending 

diet  December  1869. 
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DOVER3  ALDERNEY,  &c.  HARBOURS  OF  REFUGE. 


Enginbers*  Report  for  the  Quarter  ending  Slst  March  1870, 


Sir, 


23,  Great  George-street,  Westminster,  S.W., 
8  April  1870. 


The  total  quantity  of  stone  deposited  in  the  base  and  foreshores  of  the 
Breakwater,  during  the  last  quarter,  has  been  7,316  tons. 

During  the  hurricane  from  the  westward  on  the  8th  January  last,  consider- 
able damage  was  done  to  the  work  by  the  sea.  A  breach  was  formed  through 
the  Breakwater  walls,  measuring  20  yards  in  length,  by  14  yards  in  width,  by 
t'ight  yards  in  height,  at  J  ,320  lineal  yards  from  the  shore ;  and  another  breach 
was  formed  14  yards  in  length,  by  14  yards  in  width,  by  eight  yards  in  height, 
at  1,483  lineal  yards  from  the  shore.  This  last  opening  extended  14  yards 
further  in  length  on  the  harbour  side  towards  the  shore  in  the  storms  of 
February.  In  addition  to  the  above,  the  masonry  of  the  Breakwater  was  dis- 
turbed on  the  8th  January  at  five  other  places.  These  damages  are  being 
repaired. 

The  daily  average  number  of  men  employed  during  the  quarter  has  been 
110,  and  6  horses. 

The  amount  of  certificates  granted  to  Messrs,  Jackson  &  Bean,  the  contractors, 
during  the  quarter,  has  been  5,600/,,  making  a  total  of  1,245,713/.  since  the 
commencement  of  the  works. 

We  have,  &c. 


(signed)         M^  Clean  gf  Stileman. 


The  Secretary  to  the  Board  of  Trade. 


RETURN  of  Expenses  and  Average  Number  of  Men  Employed  Daily  during  the  Quarter  ending 

8 1st  March  1870. 


Alderney. 


DESCRIPTION 

of 

WORK. 


Breakwater  from  Grosnez 
Pointy  opening  qaar- 
rieBy  forming  ndlways, 
and  depositiog  stone. 


Date 

when  tlie 

Work 

was 

Commenced. 


June  1847 • 


Amount 

of 
Estimate. 


1,800,000 


Amount 

authorised 

ibr 

Year. 


£. 
32,000 


Amount 

certified 

during 

Quarter. 


£. 
5,500 


Amount 
certified 
from 
Commence- 
ment, 
including 
present 
Quarter. 


£. 

1,245,713 


Average  Number  of  Men  Employed  DaUy. 


10 


30 


4       7 


41 


n 


33,  Great  George-street,  8  April  1870. 


(signed)        AT  Clean  Sf  Siiieman,  Engineers. 
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3.— HARBOUR  OF  REFUGE  AND  BREAKWATER  AT  PORTLAND. 


STATEMENT  of  Expenditure  and  Number  of  Men  Employed  during  the  Quarter  ending  80th  June  1809. 

4. 


DESCRIPTION 

of 

WORK. 


2. 


Formation  of  an  inner  and 
outer  Breakwater,  termi- 
nating ut  8,500  feet  from 
the  shore,  and  sheltering 
2,130  acres  of  Portland 
Bay,  with  adjunct  works. 

Construction  of  timber  jetty, 
for  protection  of  boats  be- 
longing to  Her  Majesty's 
ships. 

Protection  of  property  on  north 
side  of  bay. 

Construction  of  three  coaling 
stages  for  use  of  Her  Ma- 
jesty's ships. 

Maintenance  of  works  gene- 
rally. 


Date  of  Commencing 
the  Work. 


8. 

Date  wlien 

the  Work  should 

be  Completed. 


-  -  Railways  and 
preliminary  works 
commenced  1 1  th 
August  1847. 

Breakwater  com- 
menced 11th  De- 
cember 1849. 


-  -  General  contracts  ter- 
minated 31st  December 
1865. 

Works  continued  since 
December  1865,  by  se- 
parate contracts  for  sup- 
ply of  materials  and 
labour.    • 


Amount  Expendetl  duiing 
the  Quarter. 
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Amount  Expended  from 

Commencement, 

induding  the  present  Quarter. 
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Portland,  July  1869. 


Amount  of  Revised  Estimate. 


£. 
1,035,000 


5. 

Amoant  Aothonied 
for  the  Year. 


o  o  o  o 

O  O   O  CO 

00  ■0^4Q^C9 

CO  »^  f^ 


1^ 


8. 

Average  Number  of 

Workmen,  &e. 

Employed. 


»,  2  o  g>o 
gg-r  tog* 

llll'S 

«  d  o  <s  > 
^  hZ  u  o  o 


REMARKS. 


No. 


Foremen    - 

5 

Weighers  - 
Breaksmen 

1 
2-2 

Quarrymen 

Masons  and  Stone- 
cutters - 

2 

Sawyers    - 

Carpenters 

Smiths 

4 

1 

Fitters,   Engine- 
drivers,  &c.    - 

Divers 

8 

1 

Boatmen    - 

8 

Platelayers 

1 

Labourers,  &c.  - 

88 

86 

Horses 


Conyicts  in  Quar- 
ries -        -  521 


-  -  The  total  quantity  of  rough  stone  deposited  duriv 
the  past  quarter  has  been  6,328  tons  ;  the  total  qua- 
tity  deposited  in  the  Breakwater  Mound  and  foanb. 
tions  of  the  three  circular  heads  from  the  commence 
ment  of  the  works  to  the  end  of  the  quarter,  has  beea 
5,687,574  tons. 

The  filling  necessary  to  form  the  pUtfbrm  at  tk 
back  of  the  harbour  wall  of  the  inner  Breakwater,  t^ 
the  deposits  for  the  foreshore  in  front  of  the  9»^, 
have  been  completed. 

A  further  portion  of  the  temporary  staging  acros 
the  passage  has  been  removed. 

The  first  of  the  three  coah'ng  stages  on  the  noit^ 
east  side  of  the  coal  store  has  been  completed,  ad 
brought  into  operation ;  the  second  stage  is  nevfy 
finished;  and  the  third  will  be  commenced  ime- 
diately. 

During  the  past  quarter,  3,466  tons  of  Potdmi 
stone  have  been  quarried  and  squared  by  the  ooovidi 
in  the  Breakwater  quarries,  and  shipped  for  use  at  tk 
Dockyard  Extension  Works  at  Chatham  and  tttta^ 
mouth. 

The  Breakwater  and  works  generally  have  ben 
properly  maintained. 


Jno.  Coode,  Engineer  iiwChiet 

Digitizec  ^, ^'-^ 
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HARBOUR  OF  REFUGE  AND  BREAKWATER  AT  PORTLAND. 


STATEMENT  of  Expenditure  and  Number  of  Men  Employed  during  the  Quarter  ending  80th  September  1809. 


DESCRIPTION 

of 

WORK. 


2. 

Date  of  Ccmmencing 
the  Work. 


Date  when 

the  Work  thould 

be  Completed. 


Amount  of  Revised  Estimftte. 


Amount  Authorised 
for  the  Year. 


nriation  of  an  inner  and 
uter  Breakwater,  termi- 
ating  ut  8,500  feet  from 
be  shore,  and  sheltering 
,  1 30  acres  of  Portland  Bay, 
rith  adjunct  works. 

istruction  of  timber  jetty 
or  protection  of  boats  be- 
onging    to    Her   Majesty's 


-  -  Railways  and 
preliminary  works 
commenced  11th 
August  1847. 

Breakwater  com- 
menced  11th  De* 
cember  1849. 


»tection  of  property  on  north 
ido  of  bay. 

[istruction  of  three  coaling 
tag-es  for  use  of  Her  Ma- 
es ty's  ships. 

intennnce  of  works  gene* 
•ally. 


•  -  General  contracts  ter- 
minated dlst  December 
1865. 

Works  continued  since 
December  1865  by  sepa- 
rate contracts  for  supply 
of  materials  and  labour. 


1,085,000 


6. 

Amount  Expended  during 
the  Quarter. 
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Amount  Expended  from 

Commencement, 

including  the  present  Quarter. 


Average  Number  of 

Workmen,  &c. 

Empk>yed. 


Foremen    - 

Weighers  - 

Breaksmen 

Quarrymen 

Masons  and  Stone- 
cutters  - 

Sawyers    - 

Carpenters 

Smiths 

Fitters,   Engine- 
drivers,  &c.     - 

Divers 

Boatpen   - 

Platelayers 

Labourers,  &c.   • 


No. 
4 

1 

22 


4 

1 

8 
1 
S 
1 
82 


«H 


o 
o 

00 


o  o  o 

O  O  03 
O  kO  00 


tf     OB 


«rt 


-  •  ="  I 

J<  ^    O  .O    t5 


«0 


-ill" 

i  3  f  S  f: 
cQScuoa 


REMARKS. 


84 


Horses 


Convicts  in  Quar- 
ries       -        -  496 


-  -  The  total  quantity  of  rough  stone  deposited  during 
the  past  quarter  is  6,582  tons.  The  total  qnantity 
deposited  in  the  Breakwater  mound  and  foundatioui 
of  the  three  circular  beads  from  the  commencement 
of  the  works  to  the  end  of  the  quarter,  is  5,694,156 
tons. 

The  second  new  coaling  stage  has  been  completed, 
and  the  third  is  in  a  very  forward  state. 

During  the  past  quarter  3,629  tons  of  Portland 
stone  have  been  quarried  and  squared  by  the  convicts 
in  the  Breakwater  quarries,  and  shipped  for  use  at  the 
Dockyard  Extension  Works  at  Chatham  and  Ports- 
mouth. 

The  whole  of  the  work  connected  with  the  new 
duplicate  boiler  at  the  Chene  pumping  station  has 
now  been  completed. 

Since  the  commencement  of  the  quarter  326  tons 
of  stone  in  heavy  blocks  have  been  conveyed  from  the 
Breakwater  quarries,  and  deposited  along  the  bcadi  on 
the  north  shore  of  the  bay. 

The  Breakwater  and  works  generally  have  been 
properly  maintained. 


Portland,  October  1869. 


207. 


Jno.  Coodcj  Engineer  in  Chief. 
Digitized  by  V^OOQIC 
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QUARTERLY  REPORTS  OF  ENGINEERS  ON  THE 


HARBOUR  OF  REFUGE  AND  BREAKWATER  AT  PORTLAND- 


STATEMENT  of  Expenditure  and  Number  of  Men  Employed  during  the  Quarter  ending  dlst  December  1869. 


1. 

DESCRIPTION 

of 

WORK. 


Formation  of  an  inner  and 
outer  Breakwater,  termi- 
nating at  8,600  feet  from  the 
shore,  and  sheltering  2,180 
acres  of  Portland  Bay,  with 
adjunct  works. 

Construction  of  timber  jetty 
for  protection  of  boats  be- 
longing to  Her  Majesty's 
ships. 

Protection  of  property  on  north 
side  of  bay. 

Construction  of  three  coaling 
stages  for  use  of  Her  Ma^ 
jesty's  sbipa. 

Maintenance  of  works  gene- 
rally. 


Date  of  Commenciiig 
the  Work. 


-  -  Railways  and  pre- 
liminary works  com- 
menced 1 1th  August 
1847. 

Breakwater  com- 
menced ]  1th  De- 
cember 1849. 


3. 

Date  wben 

the  Work  should  be 

Completed. 


-  -  General  contracts  ter- 
minated dlst  December 
1866. 

Works  continued  since 
December  1866  by  sepa- 
rate contracts  for  supply 
of  materials  and  labour. 


Amount  of  Reriied  Eatimate. 


£. 

1,086,000 


Amovnt  Aothshiei 
for  the  Year. 


^ 


o     o  o  o 

O       O  O  90 


*  5  o  •  6d 
£JS§S 


6. 

AmooDt  Expended  during 

the  Quarter. 


tR;5 


^ 


Si 


CO    0; 


Amount  Expended  from 

Commencement, 

including  the  present  Quarter, 


Average  Number  of 

Workmen,  Ite. 

Employed. 


No. 


Foremen    - 

4 

Weighers  • 
Breaksmen 

1 
24 

Quarrymen 

Masons  and  Stone- 
cutters  • 

2 

Sawyers    - 
Carpenters 
Smiths      - 

4 
1 

Fitters,    Engine- 
drivers,  &c.     - 

8 

Divers 

- 

Boatmen  - 

8 

Platelayers 
Labourers,  &c.  - 

1 
26 

78 

Horses 


10 


Convicts  in  Quar- 
ries       -         -  608 


REMARKS. 


-  -  The  total  quantitj  of  rofugh  Hone  deposited  4m 
the  past  quarter  ia  8,944  tona.  The  total  ^futf 
deposited  in  the  Breakwater  monnd  and  foondeiw 
the  three  oircular  heada  from  the  commeDcesa: 
the  works  to  the  end  of  the  quarter,  haa  been  5,6SSi 
toni. 

The  removal  of  the  last  line  of  raUwaj  &  i 
Breakwater  stage  has  juat  commenced. 

The  third  new  coaling  stage  haa  been  oonpktt^i 
the  whole  three  are  fonnd  .to  work  aatia&ctofftly. 

The  covering  of  the  large  reservoir  ia  proceed^ 
rapidly  aa  the  weather  will  permit. 

During  the  past  quarter  3,627  tona  of  Porthfi^  « 
have  beoi  quarried  and  squared  by  the  oonvica. 
the  Breakwater  quarries,  and  shipped  for  use  tf  • 
Dockyard  Extension  Works  at  Chatham  aod  I^ 
month. 

The  Breakwater,  and  works  generally,  hi^e  x 
properly  maintained. 


Portland^  January  1 870. 


Jno.  Coode^  Engineer  in  Chief. 
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HARBOUR  OF  REFUGE  AND  BREAKWATER  AT  PORTLAND. 


STATEMENT  of  Expenditure  and  Number  of  Mbn  Employed  during  the  Quarter  ending  dlst  March  1870. 


1. 

I>  ESCRIPTION 
of 
WORK. 


mation  of  an  inner  and 
uter  Breakwater,  terminat- 
Qg  at  6,500  feet  from  the 
bore,  and  sheltering  2,180 
bcres  of  Portland  Bay,  with 
kdjunot  works. 

iiBtruotion  of  timber  jetty 
br  protection  of  boats  be- 
onging  to  Her  Majesty's 
ihips. 

>tection  of  property  on  north 
side  of  bay. 

•Dstruction  of  three  coaling 
stages  for  use  of  Her  Ma- 
jesty's ships. 

iintenance  of  works  gene- 
rally. 


Date  of  CommenciDg 
the  Work. 


-  -  Railways  and  pre- 
liminary works  com- 
menced 11th  August 
1847. 

Breakwater  com- 
menced 11th  Decem- 
ber 1840. 


3. 

Date  when 

the  Work  should  b* 

Completed. 


-  -  Genera)  contracts  ter- 
minated dlst  December 
1865. 

Works  continued  since 
December  1865  by  sepa- 
rate contracts  for  supply 
of  materials  and  labour. 


4. 


Amonnt  of  Rerised  Eitunate. 


1,085,000     -     - 


Amount  Authoriied 
for  the  Year. 


s  <S  Coo 


AmooDt  Expended  daring 
the  Qovter. 


7. 

Amount  Expended  from 

CommeDcement, 

inehidbg  the  present  Quarter. 


8. 

Average  Number  of 

Workmen,  &c. 

Employed. 


REMARKS. 
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Foremen   - 

Weighers  - 

Breaksmen 

Quarrymen 

Masons  and  Stone- 
cutters - 

Sawyers    - 

Carpenters 

Smiths 

Fitters,    Engine- 
drivers,  &c.     - 

Divers 

Boatmen    - 

Platelayers 

Labourers,  &c.    - 


No. 
4 
1 

24 


6 

1 

27 


76 


Horses 


-     12 


--  The  total  qaantltf  of  nmgh  stone  deposited  during 
the  past  quarter  has  been  6,247  tons.  The  total  quan- 
tity deposited  in  the  Breakwater  mound  and  founda- 
tkms  of  the  three  circular  heads,  from  the  commence- 
ment of  the  works  to  the  end  of  the  quarter,  has  bee»i 
5,704,397  tons. 

The  weather  during  the  paat  quarter  has  greatly 
impeded  the  progress  of  Hit  removal  of  the  staging 
from  the  outer  Breakwater,  this  has,  however,  been 
proceeded  with  so  far  as  circumstnnces  hare  per- 
mitted. 

The  widening  and  re-formation  of  the  sea-slope  of 
tbe  Castleton  Roadway  is  w^l  advanced  towards  com- 
lotion. 

The  new  ladders  and  stages,  and  the  repairs  of  tank 
at  the  Chene  Punsping  Station,  have  now  been  com- 
pleted. 

During  the  past  quarter  ^55  tons  of  Portland 
stone  have  been  quamed  and  squared  by  the  convicts 
in  the  Breakwater  quarries,  and  shipped  for  use  at 
the  Dockyard  Extension  Works  at  Chatham  and 
Portsmouth,  and  at  the  Marine  Barracks  at  Ply- 
mouth. 

The  Breakwater  and  works  generallv  have  been 
properly  maintained,  and  have  sustained  no  damage 
during  the  gales  of  me  past  winter. 


Convicts  in  Quar- 
ries       -         -  528 


Portland,  April  1870. 


Jno,  Coode,  Engineer  in  Chief. 
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QUARTERLY  REPORTS  OF  ENGINEERS  ON  THE 
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HARBOURS  AND   PASSING  TOLLS  ACT. 


RETURN  to  an  Order  of  the  Honourable  The  House  of  Commons^ 
dated  9  August  1870;— /or, 


AN  ACCOUNT  "of  the  Sums  finally  Paid  under  the  Ac*  24  &  25  Vict.  c.  47,  out  of 
the  Consolidated  Fund,  in  each  Financial  Year,  from  the  passing  of  the  Act  up  to 
the  31st  day  of  March  1870,— 

1.  In  Redemption  of  the  Debts  owing  by  the  Whitby  and  Bridlington 

Light  Authorities  : 

2.  In  Compensation  for  Differential  Dues,  formerly  Payable  to  Corpora- 

tions or  Individuals,  but  which  were  abolished  by  the  said  Act : 

3.  As  Indemnity  to  Creditors  on  Passing  Tolls  : 

4.  For  any  other  Purpose  for  which  Provision  is  made  in  the  said  Act : 

The  Account  to  specify  also  the  Amount  of  Claim  in  each  Case." 


—  L  — 

ACCOUNT  of  the  Sums  finally  Paid  under  the  Act  24  &  25  Vict.  c.  47,  out  of  the 
Consolidated  Fund,  in  each  Financial  Year,  from  the  passing  of  the  Act  up  to 
31  March  1870,  in  Redemption  of  the  Debts  owing  by  the  Whitby  and  Bridlington 
Light  Authorities. 


Amounts  issued  out  of  the  Consolidated  Fund^  for  Principal  and  Interest  of  the  Debt 
due  by  the  Whitby  Harboiir  Commissioners,  viz. : — 


In  1862>3    -    Interest 


{Principal  - 
Interest    - 


£.        s.    d. 
32,770    -    - 

720  14    - 


Total 


£.        i.     d. 
1,442    3    - 


33,490  14    - 


34,932  17    - 


Note.—  No  issue  out  of  the  Consolidated  Fund  has  been  made  on  account  of  Bridlington 
Harbour,  but  the  amount  of  the  debt  owing  b^  the  Conmiissioners  of  the  Harbour  to  the 
Public  Works  Loan  Commissioners  for  Prmcipal  and  Interest  of  Loans  has  been 
cancelled  under  the  provisions  of  the  above-namea  Act,  viz.  :— 


Principal 
Interest 


£. 


£.         9.    d. 
13,638     5     1 

1     2 


13,847    6    3 


465. 
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HARBOURS  AND   PASSING   TOLLS  ACT. 


—  IIL  — 

ACCOUNT  of  Sums  Paid  under  the  Act  24  &  25  Vict.  c.  47,  in  each  of  the  Years 
from  Ist  April  1862  to  Slat  March  1870^  as  Indemnity  to  Cbbditors  on  Passing 
Tolls. 

—  Nil.  — 


—  IV.— 

ACCOUNT  of  Sums  Paid  under  the  Act  24  &  25  Vict.  c.  47,  in  each  of  the'Years 
from  Ist  April  1862  to  3 Ist  March  1870,  for  other  Purposes  for  which  Provision  is 
made  in  the  said  Act. 

-  NiL  — 


^T::^tisi^:^}  james  stansfeld. 
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ALDERNEY    HARBOUR. 


RETURN  to  an  Order  of  the  Honourable  The  Hoose  of  Commons, 
dated  15  July  1870 ;  /or,— 

COPY  "of  Report  by  Mr.  Hawkshaw,  c.b.,  and  lieutenant  Colonel  Clarke, 
C.B.,  R.B.,  Director  of  Works  of  the  Navy,  of  their  recent  Inspection  of  the 
Works  at  Aldbrnbt  Harbour." 


^n?y?5J?}  T.  H.  FARRER. 


REPORT  by  Mr.  Hawkshaw,  c.b.,  and  Lieutenant  Colonel  Clarke,  c.b.,  r.b. 

Aldbrnbt  Harbour. 

33,  Great  George-street,  Westminster,  S.W., 
Sir,  27  June  1870. 

According  to  the  instructions  we  received  we  went  to  Aldemey,  and  in- 
spected the  harbour  works  there  on  the  13th,  14th,  and  15th  of  last  month. 

Subsequently  to  that  visit  we  received  a  letter  from  the  Board  of  Trade 
informing  us  that  the  special  questions  upon  which,  as  at  present  advised,  the 
Oovemment  desire  our  opinion  are  as  follows,  viz. : — 

**  Assuming  that  the  outer  part  of  the  breakwater  is  abandoned — 

"  1.  What  works  will  at  once  be  necessary  in  order  to  end  off  and 
complete  the  remaining  portion  ? 

"  2.  What  will  be  the  cost  of  such  works  ? 

"  3.  When  such  works  are  completed,  what  will  be  the  permanent 
annual  cost  of  keeping  the  structure  in  repair  ?" 

Further,  with  reference  to  the  outer  portion  of  the  breakwater,  we  are  de- 
sired to  inform  you  "  what,  roughly  speaking,  would  be  the  cost  of  repairing 
this  outer  portion  and  keeping  it  in  repair." 

Several  documents  connected  with  Aldemey  Harbour  have  been  sent  to  us, 
which  we  have  examined,  and  we  have  bestowed  careful  consideration  on  the 
subject  submitted  to  us. 

As  regards  the  first  and  second  questions,  as  to  the  works  that  will  at  once 
be  necessary  to  end  off  and  complete  the  remaining  portion,  assuming  that  the 
outer  portion  of  the  breakwater  is  abandoned,  and  what  will  be  the  cost  of  such 
works,  we  have  to  remark  that  a  head  will  have  to  be  built  at  the  new  point  of 
termination.  The  existing  head,  according  to  Mr.  May's  description,  is  con- 
structed as  follows : — 

"  In  order  to  provide  greater  strength  at  the  head  or  outer  end  of  the 
pier,  the  masonry  there,  for  60  feet  in  length,  is  founded  30  feet  below 
low-water  level  of  ordinary  spring  tides,  faced  under  water  with  granite 
headers,  all  three  feet  in  thickness  on  the  sea-side,  round  the  head,  and  on 
the  harbour  side,  with  backing  of  Portland  cement  blocks  built  solid  across 
between  the  sea  and  harbour  walls. 

**  From  the  level  of  16  feet  below  low  water  to  the  top,  the  facing 
stones  of  the  walls  at  the  head  are  secured  to  each  other  and  to  the 
backing  in  the  interior  by  a  system  of  dovetails,  joggles,  and  dowels,  which 
have  the  effect  of  tying  that  part  of  the  masonry  together  as  if  it  consisted 
of  a  single  stone." 
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i  REPORT  ON  ALDERNEY  HARBOUR. 

This  head,  it  is  stated,  has  stood  better  thsai  tiie  rest  of  the  superstructure, 
and  a  head  generally  of  like  character  at  a  new  point  of  termination,  say  1,000 
feet,  or  thereabouts,  from  the  existing  head,  would,  we  think,  if  properly  built, 
be  sufficient.  If,  however,  it  were  constructed  precisely  as  described  by  Mr. 
May  it  would  cost  30,0()0 1. :  but  the  new  head  need  not  be  as  long  as  60  feet, 
and  we  estimate  that  a  head  could  be  built  at  a  new  point  of  termination,  of 
the  general  character  described  by  Mr.  May,  but  shorter,  for  20,000  /.  The 
time  that  it  would  take  to  build  a  new  head  would  depend  upon  the  weather, 
but  it  might  be  assumed  that  it  would  take  two  years  to  complete. 

With  reference  to  the  two  remaining  questions  submitted  to  us,  we  find  that 
although  less  mischief  is  now  done  by  storms  to  tiie  portiDn  of  the  breakwater 
landward  of  the  outer  1,000  feet,  yet  there  is  unmistakeable  evidence  that  that 
portion  is  shaken,  and  will  be  subject  from  time  to  time  to  damage,  the  extent 
of  which,  were  the  breakwater  left  without  further  protection,  it  is  impossible  to 
fortell.  In  examining  the  holes  lately  made  by  the  sea,  we  perceived  large 
vertical  rents  (running  longitudinally)  up  the  centre  of  the  wall. 

Mr.  May,  who  was  upon  the  work  during  its  progress,  has  made  an  elaborate 
report  describing  every  process,  and  this  document  has  been  of  service  to  us  on 
the  subject  of  the  subsidences.    In  that  report  Mr.  May  states — 

^'  Subsidence  was  the  inevitable  result  of  setting  even  a  siYigle  course 
on  the  top  of  this  great  embankment.  The  walls,  by  their  weight, 
compressed  like  a  sponge  the  mass  of  loose  stone  below  them." 

And  then  alluding  to  the  fissures,  Mr.  May  says,— 

"  All  that  could  be  done  with  these  fissures,  which  were  from  one  inch 
to  two  inches  in  length,  was  to  make  them  up  with  fr'esh  cement  from  the 
face,  of  the  walls  at  every  opportunity,  and  they  have  been  so  made  up  at 
every  opportunitv  to  this  day ;  but  this  is  only  a  partial  remedy,  because 
openings  still  exist  in  the  interior  of  the  work  which  cannot  be  reached 
from  the  front." 

The  part  of  the  superstructure  above  low  water  is  solid ;  the  part  bdow  tow 
water  eonsists  only  of  two  side  walls,  the  sea  f$f*e  of  which  bakers  at  a  very 
considerable  angle.  There  is,  therefore,  a  solid  wall  standing  cm  two  props  as  it 
were,  and  these  two  props  rest  on  a  '^  spongy  mass,''  as  Mr.  May  describes  it, 
and  any  settlement  of  this  mass,  and  especidly  any  tendency  of  that  settlement 
outwards  from  the  face  of  the  wall,  which  would  be  its  direction  to  some  extent, 
would  have  the  effect  of  tearing  the  wall  up  the  centre.  Moreover,  as  the 
settlements  have  been  more  or  less  irregular,  they  would  also,  in  many  cases, 
separate  the  beds  and  joints  of  the  courses  of  stone  set  without  mortar,  which 
are  from  low  water  downwards,  and  it  is  at  the  upper  portion  of  this  dry 
masonry  where  the  mischief  genially  begim. 

It  also  appears  that  the  lai^e  stones  intended  to  form  a  covering  to  the 
mound  of  stone  on  which  the  wall  is  built,  as  well  as  other  additions  to  the 
mound,  were  thrown  from  the  top  of  the  wall  into  the  sea,  and  in  foiling  would 
strike  the  projecting  courses,  and  in  doing  so  would  loosen  them. 

It  is  plain  that  the  work  about  low  water  is  easily  acted  upon  by  the  sea,aad 
that  when  an  entrance  has  been  made  by  drawing  out  a  stone,  the  destructive 
action  of  the  waves  is  very  rapid. 

With  our  present  information,  the  conclusion  we  have  arrived  at  is,  that 
whatever  portion  of  the  breakwater  be  retained  it  would  be  necessary,  in  older 
to  place  it  beyond  the  reach  of  accident,  to  i»rotect  the  superstructure,  or  to 
rebuild  large  portions  of  it. 

We  have  considered  several  methods  of  rendering  the  work  permanently 
secure,  but  it  is  only  necessary  for  us  to  refer  at  present  to  two  plans  which 
appear  to  us  to  be  the  best,  and  which  are  shown  on  the  accompanying  Sketches 
Nos.  1  and  2. 

The  plan  shown  on  Sketch  No.  1  consists  of  constructing  a  foreshore  of 
concrete  blocks,  each  weighing  about  30  tons. 

The  plan  shown  on  Sketch  No.  2  is  to  increase  the  foreshore  by  depositing 
rubble  stone. 

In  whatever  way  the  breakwater  be  dealt  with,  we  lAiink  it  wifl  be  advisable 
to  pull  down  the  parapet  of  the  superstructure,  so  as  to  reduce  its  height  to  five 
feet  above  the  roadway,  thereby  (Uminishing  the  recoil  of  the  waves  from  the 
sea  face. 
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REPORT  ON  ALDERNEY  HARBOUR.  3 

But  it  is  quite  necessary  to  ascertaiu,  before  any  reliable  oiunio^  can  be£(mned 
of  what  it  will  ultimately  cost  to  maintain  the  breakwater^  whether  the  mound 
ol  stone  upon  which  the  wall  of  the  breakwater  is  built  is  shifting  or 
stationary. 

This  can  only  be  arrived  at  by  a  comparison  of  cross  sections  of  the  rubble 
mound  made  at  intervals  of  time,  and  continued  until  no  farther  movement  or 
shifting  takes  place. 

No  sufficient  information  was  found  in  the  office  at  Aldemey,  or  has  been 
procured  by  us  to  deternane  the  question. 

We  axe  in  possession  of  some  sections  taken  in  1866,  and  we  directed  oross 
sections  to  be  made  when  we  were  at  Aldemey,  still  further  to  elucidate  this 
question. 

The  new  cross  sections  have  only  been  in  our  possession  since  the  34th 
instant. 

From  these  it  appears  that  the  rubble  mound  landwards  of  the  outer  1,000 
feet,  is  in  some  places  now  reduced  to  a  very  low  level. 

It  is  only  by  a  series  of  such  sections,  to  be  taken  for  scune  time  to  come, 
that  any  very  accurate  opinion  can  be  formed  of  the  amount  of  work  and  ex- 
penditure that  may  still  be  necessary  to  secure  even  the  inner  part  of  the  work, 
assuming  the  end,  1,000  feet,  were  abandoned. 

Our  estimate,  therefore,  of  the  future  expenditure  must  be  taken  subject  to 
the^e  remarks. 

The  cost  of  repairing  the  present  breaches,  we  think,  might  amouat  to 
10,000/. 

The  following  is  an  estimate  of  the  foregoing  works  : — 

1.  Awktmnff  the  end  1,000  feet  to  be  retained. 

The  cost,  according  to  Plan  shown  on  Sketch  No.  I,  would  be  : 

£. 
Foreshore  erf  large  concrete  blocks  -        .        •     140,000 

Removing  parapet 28,000 

Repairing  existii]^  breaches    -        •*        -        -  I    10,000 


£. 


178,000 


The  cost,  according  to  Plan  shown  on  Sketch  No  2,  would  be : 


Foreshore  of  rubble  stone 
Removing  parapet 
Repairing  existing  breaches 


£. 


£. 

215,000 
28,000 
10,000 


253,000 


2.  Assuming  the  end  1 ,000  feet  to  be  abandoned. 
The  cost,  according  to  Plan  shown  on  Sketch  No.  1,  would  be : 


New  head  at  termination  of  work  to  be  retained 
Foreshore  of  large  concrete  blocks  -  -  - 
Removing  parapet  -        -        .         •        . 


£. 


£. 
20,000 
100,000 
22,000 


142,000 


The  cost,  according  to  Plan  shown  on  Sketch  No  2,  wou 

New  head  at  termination  of  work  to  be  retained 
Foreshore  of  rubble  stone         -        .        .        - 
Removing  parapet 


£. 


d  be : 
£. 
20,000 
155,000 
22,000 

197,000 
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4  REPORT  ON  ALDERNEY  HARBOUR. 

ProbaUy  it  would  prove  desirable  to  adopt  partly  one  and  partly  the  other 
of  these  modes  of  proceeding. 

Should  the  Government  determine  to  go  on  repairing  fractures  in  the  work 
that  may  occur  from  time  to  time,  rather  than  at  once  begin  the  works  intended, 
to  get  rid  of  annually  recurring  expenditure,  then  an  average  outlay  of  10^000/. 
a  year  might  be  sufficient  for  that  purpose. 

But  in  the  meantime  it  would  be  absolutely  essential  to  take  new  sections  <rf 
the  rubble  mound  at  stated  intervals,  not  only  for  the  purpose  before  referred 
to,  of  forming  a  more  accurate  opinion  of  the  work  alluded  to  for  permanently 
securing  the  breakwater,  but  also  in  the  event  of  this  work  not  being  at  once 
proceeded  with,  to  prove  whether  further  expenditure  in  excess  of  the  last-men- 
tioned sum  of  10,000  /.  per  annum  will  not  have  to  be  incurred  to  make  up 
deficiencies  in  the  rubble  mound,  and  to  prevent  the  breakwater  wall  generally 
going  to  ruin. 

We  have,  &c. 
To  the  Assistant  Secretary,  (signed)        John  Hawkshaw. 

Harbour  Department,  Board  of  Trade.  And.  Clarke. 


Mr.  John  Hawkshaw,  c.b.,  to  the  Assistant  Secretary,  Harbour  Department^ 

Board  of  Trade. 

Aldernet  Harbour. 

33,  Great  George-stareet,  Westminster,  S.W. 
Sir,  29  June  1870. 

Since  sending  to  you  our  report  on  Aldemey  Harbour,  I  have  received  from 
Aldemey  some  sections  of  the  inside  of  the  breakwater,  which,  as  far  as  I  under- 
stand them,  show  that  near  the  head  the  deposit  on  the  inner  side  (shown  on 
the  section  at  4,600  feet)  is  considerably  below  the  bottom  of  the  inner  wall, 
which  is  therefore  much  endangered.  Mr.  Thomson  has  just  been  here,  and 
I  have  pointed  this  out  to  him.  I  think  it  right  to  acquaint  you  with  the 
circumstance,  because  if  the  danger  is  to  be  averted  Mr.  Thomson  should 
return  at  once  to  Aldemey. 

I  am,  &c. 
The  Assistant  Secretary,  (signed)        John  Hawkshaw. 

Harbour  department,  Board  of  Trade. 
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HARWICH    HARBOUIL 


AN  ABSTRACT  of  the  Accounts  of  the  Receipts  and  Expenditure  of 
the  Harwich  Harbour  Conservancy  Board,  for  the  Period  ended 
the  31st  August  1869 ;  also,  an  Account  of  their  Credits  and 
Liabilities  (as  nearly  as  the  same  can  be  estimated)  down  to  the 
3l8t  August  1869,  furnished  by  the  said  Conservancy  Board  to  the  Board 
of  Trade,  pursuant  to  '^  The  Harwich  Harbour  Act,  1863,"  Section  6. 

(As  returned  by  the  Conservancy  Board  to  the  Board  of  Trade.) 


^T^ayTsro!'}  ^-  ^^^^  LEFEVRE. 


(^Presented pursuant  to  Act  of  Farliament.) 


Ordered^  by  The  House  of  CommonB,  to  he  Printed f 
i8  May  1870. 
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ACCOUNTS    RELATING   TO    HARWICH    HARBOUR. 

» 


THE  HARWICH  HARBOUR  CONSERVANCY  BOARD.    - 


ABSTRACT  of  ACCOUNT  of  RECEIPTS  a 


RECEIPTS. 

!              To 

1    31  Angitft  186a 

31  August  1866 

to 
ai  Ai«]ist  1867. 

31  August  1867 

to 
31  August  1868. 

31  August  1866 

to 
31  August  1869. 

Total 

£.      s.     d. 

£.        s.    d. 

£.      «.      d. 

£.      s.     d. 

£.    U 

Rates 

8,699     8     -2 

1,217     8     7 

1,041    16     6 

1,066  13     6 

7,026   5  9 

Interest 

76     3     5 

- 

- 

- 

76  3  I 

Loans          

2,000     -     - 

6,000     -     ~ 

■^~ 

■^^ 

- 

8,000     -     - 

Less  paid  off  Principal 

* 

80     -     - 

2,000     -     - 

— 

- 

7,920     -     - 

7,920     -     - 

9,920     -     - 

Less,  paid  off 

Principal    -     - 

180     -     - 

9,740     -     - 

f 

Less,  paid  off 

Principal     -     - 

200     -     - 

9,640  -  - 

Treasmy  Adyances      ... 

2,000     -     - 

6,000     -     - 

2,000     -     - 

£. 

10,000  -  - 
26,640  9  i 

1  October  1868*    - 

to 
31  August  1864 

to 
31  August  1866 

to 
31  Auernst  1866 


AMomfT  of  Rates  collected  from  Commencem^Dt 


Say  to  end  of  first  year     - 

To  the  end  of  second  year 
To  end  of  third  vear 


£.  *•  ^ 

1,247  8  2 

2,656  8  2 

3.699  8  2 


♦  If  this  firat  neriod  be  taken  into  average  as  for  one  year,  and  the  total  of  7,026  Z.  6  *.  9  rf.  be  divided  by  «,  *« 
product  18  1,1701.  17  s.7id.;  but  the  first  period  and  part  of  the  second  year  were  exceptional,  becanse  the  rates 
were  then  collected  on  the  maximum,  and  before  the  scale  was  settled  bv  the  Board  of  Trade. 
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ACCOUNTS   RBLATJN6  TO   HARWICH   HARBOUR. 

n -r- 


THE  HARWICH  HABBOUR  CONSERVANCY  BOARD. 


AYMENTS  for  Period  ended  31  August  1869. 


PAYMENTS 

To 
31  August  1866. 

31  Aognst  1866 

to 
31  August  1867. 

1  . 

31  August  1867 

to 
31  August  1868. 

31  August  1868 

to 
31  August  1869. 

Total. 

£.    s.     d. 

£.    «.     d. 

£.    s.    d. 

£.   $.    d. 

£.     s.    d. 

i^rinting,  Stationery^  &c.   - 

77   10     9 

10  11     1 

5     6     2 

' 

93     8     ' 

incidental  Expenses 

60  10     4 

82-6 

32  12     3 

10     -     - 

185     3      1 

Salaries 

M>66  17     - 

486     8     - 

260     -     - 

336     -     - 

2,149     -     - 

Stock 

164  15     1 

82     5     5 

28  15     4 

- 

275   15   10 

Works 

3,221  15     - 

13,330     -     - 

2,450     - 

300     -     - 

19,301    15     - 

Land        -        -        -         .         - 

465  13     - 

- 

- 

- 

465   13     - 

Law  Expenses  -        •        -        - 

44  17     7 

370  11     9 

10     6     3 

- 

425   15     7 

Engineering      .        -        -        - 

367   10     - 

600     -     - 

200     -     - 

100     -     - 

.     1,257   10     - 

Interest  to  Public  WorkB  Loan 
Commissioners. 

- 

118     3     9 

283     1     6 

314  18     6 

716     3     9 

Pariiamentary  Agents 

- 

403  19     4 

• 

- 

403   1*9     4 

Suspense  Account     - 

150     -     - 
Afterwards  received. 

1,000     -     - 

- 

1,000     -     - 

Cash  Balance  in  Treasure] 

•'s  hands  on  31st 

August  1869     - 

-           .           • 

£. 

366     5     7 

1 

26,640     9     2 

of  Board's  Existence  to  31  August  1869. 


31  August  1866 

to 
31  August  1867 

to 
31  August  1868 

to 
31  August  1869 


To  end  of  fourth  year 


To  end  of  fifth  year  - 
To  end  of  sixth  year 


£.      s.  d. 

4,916  16  9 

5,958  1-2  3 

7,02     r>  9 
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ACCOUNTS    RELATING   TO   HARWICH    HARBOUR. 


HAEWICH  HARBOUR  CONSERVANCY— Slst  August  1869. 


STATEMENT  of  the  Assets  and  Liabilities  of  the  Board  at  the  above  date,  as  nearly  ig 

the  same  can  be  estimated. 


ASSETS. 

LIABILITIES. 

1869. 

£.    s.    d. 

1869 

£.  il 

Aug.  31 

Cash  in  hands  of  Treasurer  - 

866     6     7 

Aug.  81 

Retained  to  pay  instalments 

Cash  deposited  for  payment 

of  principal  and  interest 
due    to   Public    Works 

of  Iand,&c,    1,000/.  of 
which  is  included  under 
the      head      "  Suspense 
Account'*  in  the  Account 

Loan        Commissioners, 
Annual  Salaries,  &c.    - 

366  5 

Estimated  cost  of  land 

1,800  .  . 

of  Receipts  and  Expendi- 
ture     .... 

Boats  and    stores  used   in 

1,450     -     - 

collecting  dues 

160  .. 

Boats  and  stores  (valued  at) 

160     -     - 

Estimated  sums  for  comple- 

Deficiency*       .... 

8,516     -     - 

tion  of  Works,  Contrac- 
tor,    Engineering,    and 
other  incidental  claims  - 

£. 

£. 

8,1K  -  - 

10,481     6     7 

10,481  i  : 

*  Exclusive  of  the  sum  of  2,000  L  put  down  as  estimated  for  dredging,  bat  subject  to  whether  any  part,  or  Tint pm 
of  same  may  be  required. 
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RAMSGATE    HARBOUR. 


STATEMENT  of  the  Receipts  and  Payments  made  by  the  Board  of 
Trade,  for  the  Year  ending  31st  December  1869;  together  with  an 
Account  of  the  Receipt  and  Issue  of  Stores  ;  and  also,  Receipts  and 
Payments  on  Account  of  the  Benefit  Fund. 


{PBESENTED  PUBSUANT  TO  ACT  24  4-  25    VICT.  e.  47,  s.  33.) 


Ordtred,  by  The  House  of  Commons,  to  be  Printed, 
29  April  1870. 
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ACCOUNTS   RELATING   TO    THE   ROYAL    HARBOUR   OP    RAMSGATB, 


ROYAL  HARBOUR  OF  RAMSGATE. 


STATEMENT  of  the  Income  and  Expenditure  of  die 


RECEIPTS. 


For  Balance  in  hand  on  1 8t  January  1869      -.-.--- 

Income  from  Harboar  Dues : 

On  Tonnage  of  Ships,  Wharfage,  Towing,  Rent  of  Warehouses,  Dry  Dock, 
Slipway,  &c • 


Income  from  Rent  of  Houses,  including  Payments  for  Fixtures,  Dilapidations, 
&c.,  less  Income  Tax         .--.----.- 


One  Year's  Dividend  on  56,061 1.  13  s.  3  <f.  Three  per  Cent 
Consols     --------- 

Interest  on  10,000  /.  Exchequer  Bills      -        -        -        . 


1,643 


s.    d, 
-    8 


257  17     6 


Proceeds  of  Sale  of  8,0002.  Exchequer  Bills 


Stock. 


£.       #.    d. 

66,000    -    - 


66,000    -    -' 


Cash. 


1,726    -  § 


6,888    -   5 
1,486    8   - 


1,900  17   0 
8,005    6  10 


]4«956  13 


STATEMENT  of  the  Receipt  and  Issue  of  Stores  for  the  Use 


RECEIPTS. 


To  Balance  remaining  in  Store  on  1st  January  1869 

To  Amount  of  Cost  of  Articles  received  into  Store  in  the  year  1869 


£. 


CiiSH. 


£.  s,  I 
1,9S5  17  9 
2,457  13  11 


4,893  11    & 


ROYAL  HARBOUR  OF  RAMSGATE  BENEFIT  FUND. 


STATEMENT  of  the  Receipts  and  Payments  of  tk 


RECEIPTS. 

Securities. 

Cash. 

For  Balance  in  hand  on  1st  January  1869 

For  Dividends  on' 41  Preference  60  /.  Shares  in  Northern  and  Eastern  Railway 

£.       s.    d. 
5,168  14     5 

£.     i.   I 
100     1    9 

For  Interest  on  8,118/.  I4s.  6d,  New  Three  per  Cent  Annuities    -        -        - 
For  Proceeds  of  Sale  of  23  Railway  Preference  Shares 

. 

91     8    5 
1,204     7    - 

£. 

5,168   14     5 

1,415  17    5 

Board  of  Trade,! 
11  April  1870./ 
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FOR  THE  YEAR  ENDING  31  DECEMBER  1869. 


ROYAL  HARBOUR  OF  RAMSGATE. 


Board  of  Trade,  for  the  Year  ending  Slst  December  1869. 


PAYMENTS. 


Stock. 


Ck>st  of  Maintenance : 


£.       s.    d. 


For  Materials,  Stores^  and  Tradesmen's  Bills  ..... 

For  Wages  to  Boatmen,  Crews  of  Steam  Tug  and  Dredger,  Policemen, 
Artizans  and  Labourers     ---.---.. 

For  Salaries  and  Allowances  to  Harbour  Masters,  Engineer,  Superin- 
tendent of  Works,  and  Collector  of  Dues  -----. 

For  Gas,  Water,  Stationery,  Office  Expenses,  and  Incidentals 


Superannuation  Allowances : 

For  One  Year  to  Miss  Strivens,  late  Housekeeper 
For  One  Year  to  Mr.  Shadwell,  late  Secretary  - 
For  One  Year  to  Mr.  Turnbull,  late  Engineer  - 


£.  #.  d. 

45  1]  8 

371  iO  4 

282  13  - 


Exchequer  Bills  sold^^  as  per  Contra 


Balance  in  hand  on  Slst  December  1868 


3,000     - 


63,000     -     - 


06,000     -     - 


-Cash. 


£.        s.  d. 

4,335  14  0* 

6,206     9  10* 

1,346     6  5 

294  17  6 


699   15     - 


12,883     8     5 
2,073   10     3 


14,956  13     8 


*  These  items  indude  payments  for  the  Repairs,  to  Dredger  1,115  /.  12  #.  5  d,  and  of  Basin  Gates  (Eastern  JBntrauce),  2,809  /.  8  #.  8  <f. 

of  the  Habboub,  for  the  Year  ending  Slst  December  1869. 


ISSUES. 


Cash* 


By  Amount  of  Stores  issued  in  1869 

By  Balance  remaining  in  Store,  31st  December  1869 


£.  s.  d. 
2,254  16  5 
2,138  15     3 


4,393  11     8 


ROYAL  HARBOUR  OF  RAMSGATE  BENEFIT  FUND. 


BoABD  of  Tbade,  for  the  Year  ending  Slst  December  1869. 


PAYMENTS. 

Securities. 

Cash. 

By  Balance  from  last  Account  advanced  from  Ramsgate  Harbour  Fund 
For  Pensions  granted  by  the  late  Trustees,  and  paid  during  the  year  1869 
For  23  Railway  Preference  Shares,  sold  as  per  Contra          .        .        .        - 

Balance  in  hand  on  3l8t  December  1860 

£. 

£.        *.    d. 

1,150     -     - 
4,018  14     5 

£.    s.    d. 

105  15     6 

433  16     4 
876     5     4 

5,168  14     5 

1,415   17     2 

R.  O.  C.  HamiUon, 

Accountant. 
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